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WORK OF THE TRAFFIC CLUBS 

The work the traffic clubs of the country are trying 
to do through their national association ought to receive 
increased recognition as a result of its convention last 
week on the Pacific coast, where, it might be said in 
passing, there seems to be full understanding and appre- 
ciation of its aims, not only among the clubs, but among 
railroad executives and industrial leaders. 

Originally, the association was formed for the pur- 
pose of crystallizing thought of representatives of ship- 
pers and carriers on transportation problems of national 
concern where agreement could be reached. This is still 
one of the two major purposes of the organization, but 
the educational function, added later, has come rapidly 
to the front and is now expressed in the objects of the 
association as stated in its constitution. We hope the 
report of the educational committee, published in The 
Traffic World last week, will be carefully read. It is 
worthy of note that W. E. Butterbaugh, of the school 
of business, University of Minnesota, chairman of this 
committee, has been employed for this summer by the 
U. S. Department of Commerce to prepare the report 
on the traffic phase of industrial waste suggested to the 
department by the association. This is an example of 
concrete results. The department has been advising 
business men as to various methods by which they might 
stop leaks and check waste, thus increasing their profits, 
and the association suggested that the lack of adequate 
traffic departments in charge of competent men was a 
source of great waste in many industries. This is to be 
the thesis of the forthcoming:report. 


It will be seen, of course, that the name, “educa- 


tional committee,” and the fact that the chairman of the 
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committee is a college professor do not mean that the 
association and its committee are concerned solely or 
chiefly with the academic phase of education. That is 
only one part—and a minor part—of the work involved. 
Mr. Butterbaugh is a practical man, as well as a teacher, 
and his committee is concerned principally with “selling” 
the idea of adequate traffic departments and imbuing 
traffic men with the idea of the importance and possi- 
bilities of their profession. Traffic clubs that are mem- 
bers of the national association ought to cooperate in 
every way possible and those that are not members 
ought to start something on their own individual ac- 
counts, even if they cannot see their way clear to lending 
their support to a national and concerted program. 

The only action taken by the delegates to the San 
Francisco convention that requires ratification by mem- 
ber clubs to make it effective was the adoption of a reso- 
lution condemning political interference in the making 
of rates and calling attention to the tendency in this di- 
rection. We see no possibility of disagreement with the 
spirit of this resolution and we hope it will be promptly 
ratified so that it may go to the country and to members 
of our national legislature as an expression of what 
those who know and are most concerned think should 
be the policy of Congress in leaving the making of rates 
to the Interstate Commerce Commission, composed of 
men qualified for their task. 

The association, for the first time, chose a railroad 
man for president, notwithstanding the fear expressed 
in some quarters that to do this might lend color to the 
charge that the association was a railroad organization, 
or dominated by the railroads. This charge or innuendo 
was heard sometimes in the early days of the association, 
but we think suspicion has been allayed by the record 
made. It is, perhaps, wise to make a test at this time. 
An organization made up of both carriers and shippers 
cannot well continue to be afraid to elect a railroad man 
to high office in it, especially when the railroad man in 
question is so eminently fitted for his task by ability and 
constructive work in the organization, anymore than an 
individual traffic club can insist that its president must 
always be a shipper for fear the club will be suspected 
of being a railroad organization. We think the choice of 
Mr. Fitch as president is admirable from every point of 
view, and he has with him, as executive vice-president, 
Mr. Webster, of Dayton, Ohio, who stands high in the 
councils of shippers’ representatives. 

As one incidental indication of the serious purpose 
of the association, we commend the action of its board 
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of directors in deciding hereafter to hold conventions 
only in centrally located cities—unless for some emer- 
gency reason—whether invited by the local clubs or 
not, and to discourage plans for elaborate local enter- 
tainment of delegates and their wives. Entertainment 
features are, of course, pleasant, but they are often a 
burden on the local clubs and their effect, therefore, is 
bad on the organization as a whole. Moreover, they 
sometimes detract from interest in the business sessions. 
All that the association has a right to expect in this re- 
spect is that its conventions be recognized by the clubs 
in the cities where they are held and that the local clubs 
do what they can, without expense, in a cooperative 
spirit, to make the meetings successful. 


REPUBLICANS AND TRANSPORTATION 

Those who drafted the platform adopted by the 
Republican national convention at Kansas City appar- 
ently wished to please everybody in general and nobody 
in particular with the plank on railroads. If that was 
the object, an excellent piece of work was done. The 
plank is a good example of talking by persons who have 
nothing to say. 

It is surprising that a convention, understood, in its 
platform, to be voicing approval of the policies of Presi- 
dent Coolidge, should have ignored the President’s pol- 
icy with respect to consolidation of railroads. In every 
annual message to Congress since he has been Presi- 
dent, Mr. Coolidge has urged enactment of legislation 
on the subject of railroad consolidation. The authors 
of the railroad plank, however, may say that that subject 
is included in the following: 

Because, however, of changes in public demands, trade con- 
ditions, and of the character of the competition, which even the 
greatest railroads are now being called upon to meet, we feel 
that in the light of this new experience possible modifications or 
amendments, the need of which is proved, should be considered. 

As an example of “safety first” this declaration takes 
the prize. “Possible modifications,” the “need of which 
is proved, should be considered.” That does not com- 
mit the Republican party to anything. It certainly does 
not declare affirmatively for railroad consolidation legis- 
lation even if it was intended to cover that subject. We 
are almost persuaded to the opinion that the Republican 
party now has “cold feet” on the consolidation question. 
Omission of reference to that question is also of interest 
in view of the fact that Herbert Hoover, the Republican 
candidate for President, has been an advocate of con- 
solidation of railroads. 


The Hoch-Smith resolutionists may see in the third 
paragraph of the railroad plank commendation of the 
Hoch-Smith resolution. It says: 


The Republican party initiated and set in operation the In- 
terstate Commerce Commission. This body has developed a 
system of railroad control and regulation which has given to the 
transportation public an opportunity not only to make sugges- 
tions for the improvement of railroad service but to protest 
against discriminatory rates or schedules. We commend the 
work which that body is accomplishing under mandate of law 
in considering these matters and seeking to distribute equitably 
the burden of transportation between commodities based on their 
ability to bear the same. 


This paragraph is so phrased that it may be con- 
strued as approval of the work of the Commission under 
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the interstate commerce act—which is a “mandate” -to 
the Commission. It also may be construed as referring 
to the Hoch-Smith resolution. No doubt the Hoch- 
Smith advocates were on hand when it was written and 
succeeded in having inserted words they could point to 
as expressing approval of that resolution. But. the 
resolution was not mentioned by name. Even if it was 
the purpose of the drafters of the plank to have a camou- 
flaged reference to the resolution in the plank, and the 
plank is to be construed as referring to that resolution, 
we do not see that those expecting relief under the reso- 
lution can get much satisfaction out of the commenda- 
tion of the work of the Commission under the resolution 
because, as we understand the situation, they—including: 
Representative Hoch; Republican, of Kansas, co-aythor 
of the resolution—are not pleased with developments 
under the resolution. 

Members of the National Association of Railroad 
and Utilities Commissioners probably will not think 
much of the following plank on public utilities, although 
it appears to favor state regulation: 

Republican congresses and administrations have steadily 
strengthened the Interstate Commerce Commission. The pro- 
tection of the public from exactions or burdens in rates for 
service by reason of monopoly control and the protection of the 
smaller organizations from suppression in their own field, has 
been a fundamental idea in all regulatory enactments. While-rec- 
ognizing that at times federal regulations might be more effective 
than state in controlling intrastate. utilities, the party favors and 
has sustained state regulation, believing that such responsibility 
in the end will create a force of state public opinion whieh: will 
be-mote effective in preventing discrimination and injustices, 

_ We. do not understand why the Interstate.: .Céin- 
mérce Commission was mentioned in this’ paragraph: 
‘The state commissioners have gone on record a number 
of times since enactment of the transportation ‘act: in 
1920, protesting against provisions in that law that give 
the federal commission power to deal effectively with 
intrastate rail rates. : 

‘They desire amendments that witl restore to ‘them 
power taken away by the act. They do not think the 
Republican party “has sustained state regulation” so far 
as the railroads are concerned. This part of the platform 
may be read as dealing with state utilities other than 
railroads and for that reason we do not see why. the 
Commission is mentioned. Perhaps it was intended to 
be a declaration in favor of regulation of intrastate rail- 
road rates by the Commission as provided in the law. 

The plank on waterways avoids any reference, as 
we read it, to the government’s barge line activities. 
This declaration appears on its face to be confined to 
improvement of inland waterways. 

The merchant marine plank is an expression of ap- 
proval of the Jones-White merchant marine act, provid- 
ing for government aid to private operators and con- 
tinued operation of government shipping lines until they 
can be sold to private operators. This plank, it may’ be 
said, does contain a specific declaration against _govern- 
iment ownership and for sale of the present-government 
vessels when appropriate arrangements can be made. 
As a whole, the plank reflects the merchant marine pol- 
icy of President Coolidge more than it does the views of 
some Republican leaders in Congress. At least the Re- 
publican party has taken a fairly definite stand with-re- 
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spect to the merchant marine and is to be commended 
for having done so. 


LAKE CARGO COAL RATES 
The Trafic World Washington Bureau 


The lake cargo coal rate situation the early part of this 
week reached a relatively quiet stage. The 20-cent reduction 
filed by most of the northern lines became operative June 18. 
Tariffs of northern lines that did not follow the lead of the 
Pennsylvania and the New York Central in making the 20-cent 
reduction on coal going north of Port Huron, Mich., and Sarnia, 
Ont., effective June 18, reached the public files on June 18, in 
accordance with a sixth section permission issued on June 16, 
bearing June 27, 28 and 29 as the effective dates. The Baltimore 
& Ohio and Western Maryland tariffs are dated to become 
operative June 27. Tariffs of carriers for which F. V. Davis 
is publishing agent and the Pittsburgh & West Virginia are 
dated to become effective June 28 and tariffs of the Bessemer 
& Lake Erie to become operative June 29. 

The Commission, on June -13, refused sixth section permis- 
sion to the Baltimore & Ohio to file tariffs bringing its rates 
into line with those of other northern carriers not earlier than 
June 18. 

Three days later, after Archibald Fries, vice-president in 
charge of traffic, E. L. Beach, assistant general attorney, and 
H. A. Cochran, coal traffic manager, of the Baltimore & Ohio, 
urged the Commission to relent on that point, the Commission 
granted sixth section permission to all the out-of-line northern 
carriers to bring their rates to the same level, and under the 
conditions, of their neighbors whose reduced rates went into 
effect June 18. F. C. Baird, general manager of the Pittsburgh 
& West Virginia, also added his arguments to those of the other 
applicants for permission to get into line in a tariff sense. 

It was pointed out that President Willard, in declining to 
go along with his northern neighbors, believed he was lining 
up with the Commission to prevent a rate war, by filing tariffs 
in accordance with the compromise suggested by the northern 
lines at the conference at Cincinnati on May 3. To refuse 
permission to bring the B. & O. tariffs into line with its north- 
ern neighbors, on the same day, would be punishing a railroad 
that had tried to stop a downward competition in rates, it was 
suggested. In behalf of the Pittsburgh & West Virginia it 
was suggested that it kept up its rates on account of a con- 
viction held by its officials that the Commission would suspend 
the tariffs of the northern lines making the 20-cent cut. 

Nothing was given out by the Commission as to why it 
first refused to allow the out-of-line northern railroads to bring 
their rates into agreement with those of their neighbors, on 
the same day, namely, June 18. It was suggested, however, 
that the commissioners were inclined to take the position that 
inasmuch as the court, in the case brought by the southern 
operators, had enjoined its order which was intended to stop 
the competitive rate-cutting suggested by that move, it would 
not intervene to save the railroads from the course they seemed: 
to be setting out upon. However, that was mere speculation. 

Another suggestion was that if the Commission refused to 
intervene the railroads themselves would the sooner come to a 
conclusion that they had better refrain from reducing their 
revenues and allow the 45-cent differential, which the Commis- 
sion undertook to prescribe to become effective, or undertake 
to reach a compromise, at 30 or 35 cents. 


SOUTHWESTERN CLASS RATES 


Dozens of protests asking for the suspension of items 
in the Johanson tariffs, effective July 8, in obedience to the 
Commission’s orders in Consolidated Southwestern Cases, 123 
I. C. C. 203, have been received from all parts of the country. 
Many of the protestants make the point that they have not had 
an opportunity to be heard on the rates or relationship of rates 
changes in which are carried in the Johanson tariffs. Protests 
are expected to equal in number or exceed the number of peti- 
tions for rehearing, further hearing or some other proceeding 
looking to modification of the Commission’s decision or of the 
view the carriers take as to what the report in that case requires 
them to do. 

In some instances the railroads, particularly originating 
lines outside of southwestern territory, are quoted by shippers 
as. being in sympathy with shipper efforts to obtain suspension 
of particular items. Disruption of groups of origin or destina- 
tion have drawn pointed protests. Milwaukee and other com- 
munities north of Chicago, for illustration, point to the fact that 
officials of the Chicago & North Western and the Milwaukee, 
lines originating traffic in Milwaukee, have objected to the 
taking of Milwaukee out of the Chicago group as supporting 
their request for suspension of the items which would put Zion, 
Ill,, Milwaukee and other communities north of Chicago out of 
the Chicago group. A specific illustration of a group disrup- 
tion situation is presented in the petition of A. E. Hueneryager 
in behalf of members of the Confectioners’ Traffic Association 
and Zion (Ill.) institutions and industries. He points out that 
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the proposal in Johanson’s I. C. C. Nos. 2008 and 2012 to take 
Milwaukee, North Chicago and Zion out of the Chicago group 
will cause increases on traffic to the southwest ranging from 
4 to 17 cents on first class, 3 to 12 cents on second, 3 to 8 cents 
on third, and 2 to 9 cents on fourth class, all, as he claims, 
contrary to the views expressed by the Commission in cases 
reported in its reports of the Commission, from volume No. 23 
to No. 126. 

Other illustrative protests are: Ranney-Davis Mercantile 
Co., concerning canned goods from Charleston, S. C., to Arkan. 
sas City, Kan., the protestant being located at Arkansas City; 
Tulsa Traffic Association against restrictions on the routing of 
oil well supplies to the Seminole field, asking that the routings 
now in Johanson’s I. C. C. 1692 be left in effect; Texas Engineer. 
ing Co., Houston, Tex., against the cancellation of routes in 
Johanson’s I. C. C. 2008; like protest by the Missouri & North 
Arkansas Railroad; American Tobacco Co. against the cancel- 
lation of a commodity rate of $1.08 on smoking tobacco from 
Durham, N. C., to Dallas, Houston and other Texas points and 
to Oklahoma City, Okla.; Browne-Brun Wholesale Grocery 
Co., Fort Smith, Ark., against the increase in rates generally, 
Frederick Browne declaring that instead of an “unjust and un- 
reasonable increase” the Commission by order should require 
a reduction to match the shrinkage in values in other lines of 
business; H. H. Robertson Co., Pittsburgh, Pa., against the 
inclusion of asbestos roofing and sheathing in the roofing ma- 
terials list in Johanson’s I. C. C. Nos. 2008 and 2011; and the 
Galveston Chamber of Commerce, Galveston Cotton Exchange 
and Texas City Board of Trade against a long list of questions 
involved in gulf port cases. 

An unusual protest and request for suspension has been 
received from W. W. Campbell, president of the Arkansas Bank- 
ers’ Association. So far as could be recalled by men connected 
with the work of the Commission’s suspension board, this 
request, telegraphed by Mr. Campbell, was the first that had 
been received, at least for many years, from an association 
of bankers. In his message Mr. Campbell said: 


We protest against the inauguration of new schedule of freight 
rates effective July 8 by your order affecting Arkansas and surround- 
ing states in the southwest. In our opinion the proposed rates at- 
tack, in a disastrous way, the business structure of this state and 
amount to unfair discrimination against our producers as well as 
consumers. We can see no justification for installing rates which 
mean disaster to producers and distributors of the state. We re- 
spectfully request that the order inaugurating the rates be suspended, 
allowing time for Arkansas producers and consumers to present their 
side of the case. In our opinion producers in this state are discrim- 
inated against by lower rates on the products of other producing ter- 
ritories. Ample justification exists for lowering and adjusting down- 
ward rates on Arkansas products to equalize rates from other pro- 
ducing sections. Rates from all points in the upper Mississippi valley, 
which is our natural market, are increased by the new tariff. We 
urge the suspension of this tariff. 


VAN SWERINGEN PLAN CASE 


The Traffic World Washington Bureau 


Short line interveners in Finance No. 6114, the Chesapeake 
& Ohio-Pere Marquette case, have filed a petition with the 
Commission asking for reopening of the case for reconsidera- 
tion and argument. The interveners are the Arcade & Attica, 
the Arcadia & Betsey River, the Chicago, Attica & Southern, 
the Morehead & North Fork, the Mt. Jewett, Kinzua & Riter- 
ville, the New York & Pennsylvania, and the Prattsburgh Rail- 
way Corporation. 

The interveners said that the Commission, which authorized 
the C. & O. to acquire control of the Pere Marquette but rot 
of the Erie, erred in excluding the “weak Erie Railroad and 
its short line connections from the proposed system contem- 
plated by the applicant.” 

“The sanction of the combination of roads already strong 
and probably already earners of excess incomes, while deny- 
ing or not requiring the inclusion of weak carriers, is entirely 
contrary to the spirit and purpose of section 5 of the inter- 
state commerce act, disregards and flouts the intention of Con- 
gress, and contradicts the Commission’s own representations 
to the committees of Congress when section 5 was under ccn- 
sideration,” say the interveners. 

“The sanction of the Commission to any plan of acquisition, 
merger or consolidation should not be given unless and tuntil 
it clearly appears to be in harmony with and in advencement 
of a consistent plan for the ultimate consolidation of all carriers 
into a limited number of systems as contemplated and mandato- 
rily enjoined upon the Commission under and as an integral 
part of section 5 of the interstate commerce act.” 

Criticism of the Commission’s decision is also made on the 
ground that, in effect, that the question of taking over short 
lines, was left to voluntary action of the applicant. 


A CORRECTION 


In The Traffic World, June 16, under the heading, “Consoli- 
dated Classification Docket,” it was stated that the hearings of 
the Consolidated Classification Committee would be held, among 
other places, at New York, July 10. This was in error. The 
hearing on that day will be held at the Hotel Niagara, Niagara 
Falls, N. Y. 


June 
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Current Topics 
| in Washington 
oe ane, 


Hooking Up of Rail and Water Lines.—No play on the stage 
ever unfolded in a more absorbing way than the era that is 
now opening, of a unification of railroads and coastwise steam- 
ship lines resulting from the joint rate arrangement into which 
the Redwood Line and the Illinois Central have entered for 
carrying goods from the central west to the California ter- 
minals. The things that were suggested in this column May 
96 are beginning to appear, not exactly in form as suggested, 
put in substance. The water lines, instead of the rail lines, 
are moving first. P. A. S. Franklin, president of the Inter- 
national Mercantile Marine, has said that the railroads owe it 
to themselves to see to it that the north Atlantic ports are 
protected against the diversion of traffic from them for exit 
through New Orleans, by arrangement of what he calls the 
inland rate. That is the steamship way of speaking of the 
rail rates to the ports. It is possible for the trunk line carriers 
to do that, but the question is whether they care to meet the 
competition the Illinois Central has set up. The latter, in many 
things, does not follow the example of railroads on the Atlantic 
seaboard, as, for instance, its making of the growing of straw- 
berries in Louisiana profitable, by giving express service to 
the north almost from the start of the berry development in 
the adopted home of the Acadian. The thought, at first, was 
that the plea for competitive arrangements would come from 
the railroads. Instead, seemingly, it will come first from the 
steamship lines. That is indicated, it is suggested, by the organ- 
ization of the Luckenbach Gulf Steamship Company, Inc., to 
engage in the Gulf-Pacific trade on a rail-water joint rate 
arrangement with “the railroads,’ no particular rail carrier 
being specified. (See Traffic World, June 16, p. 1492.) The 
big collateral query in the matter is as to what the northern 
transcontinental lines will do, if anything. Next to that is 
what, if anything, the intermountain country will think and do. 
That part of the land has impressed its idea on the Commission 
as to how the fourth section shall be administered so that the 
transcontinental lines may not make rates to meet competition 
at Pacific coast terminals except on penalty of reducing their 
rates at intermediate points. The transcontinental railroads 
did not, as they might have, play a dog in the manger part in 
connection with the Illinois Central-Redwood Line arrangement. 
Perhaps they refrained from protesting and asking for the sus- 
pension of the rates because they believed the Commission 
could not do anything effective to prevent the joining together 
of the Mississippi Valley rail line and the Gulf-Pacific water 
line. But they could at least have gone through the motions, 
pointing out that, if the new route were allowed to be _ estab- 
lished, they would be deprived of whatever chance they had 
of carrying the traffic covered, via their all-rail routes. Among 
railroad men it is pointed out that the intermountain country, 
by making railroads choose between local intermediate rates 
and the possibility of hauling traffic to the Pacific coast, is 
depriving itself of what little benefit might come to it from 
having more trains operated over the rail through their part 
of the country. That may and probably does not amount to 
much, but, whatever it is, the intermountain country, according 
to this view, is depriving itself of it. 





Hoch-Smith Lake Cargo Coal Case—Why Not?—lIf, as 
some think, institution of a Hoch-Smith proceeding is a place 
of refuge for the Commission in time of perplexity and doubt, 
a Hoch-Smith lake cargo coal case might be of value. That 
resolution means almost anything anyone cares to say it means, 
including a view that it means nothing at all in addition to the 
interstate commerce act as it stood at the time Hoch and Smith 
made their names immortal. It is the custom of the Commis- 
sion to join with a Hoch-Smith investigation such formal docket 
cases on the subject as may be lying around performing no 
function other than looking accusingly at the man to whose 
care they may have been assigned. True, there is no formal 
docket lake cargo case now. The suspension docket case, en- 
forcement of the order in which has been enjoined, can be used 
as a nucleus. Anyhow, the resolution does not say there must 
be a core around which to build a structure in honor of Hoch 
and Smith. All those who have thus far taken part in the 
various formal docket lake cargo cases have alleged depression, 
actual or prospective, in the coal mining industry. Seriously 
speaking, however, should the rates now in effect on lake cargo 
coal be left at their present level, it is believed that other rates 
on coal will be attacked by the users of other rates as a matter 
of self-defense. There is a question as to whether the lake 
rates do not place in jeopardy the all-rail rates to Chicago and 
other points in the cargo coal territory. Rates to Chicago from 
the Appalachian mines have a bearing on charges from the 
mines in southern Illinois, which in turn bear on rates from 
western Kentucky, maintained, in part, at least, by carriers 
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that serve so-called southern lake cargo fields. Reduction in 
the rates to the northwestern docks means that the dock oper- 
ators can go farther afield in the near northwest, which again 
brings in question the quality of the rates from Kentucky mines 
via the Peoria gateway. In fact, the whole thing is a good 
deal of a ring-around-a-rosy matter with one ring impinging on 
another so as to revolve the whole coal rate structure between 
the Allegheny and the Rocky mountains, to a greater or less 
degree. And that, it might be suggested, is not a ridiculous 
territory to be covered by what many would believe to be a 
ridiculous Hoch-Smith case. 





Believe Not the Ardent Traffic Man.—The shipper who for- 
wards his goods over a route carrying a rate higher than the 
one applicable over another, on the promise, actual or implied, 
that the road having the higher rate will refund to the basis 
of the lower, exposes his financial neck to the headsman’s ax. 
The Commission seems to be laying down the rule that, unless 
the higher rate can be proved to be unreasonable, there shall 
be no refund. A case lending support to that view is No. 
18398, Elliott Jones & Co., Inc., vs. Atlanta & West Point et 
al. (elsewhere in this issue), in which the Commission found 
not unreasonable the rates of 29.5 and 33 cents on gasoline from 
San Antonio, Tex., to Baton Rouge, La., though the railroads 
asked to be allowed to make refunds to the basis of a rate of 19 
cents, applicable via routes from other Texas points to Vicksburg, 
Miss., the rates quoted being factors in the through charges to 
the southeast. The 19-cent rate was subsequently made applicable 
to Baton Rouge over the route of movement. For three years, 
1923 to 1926, the application of the carriers for permission to 
make refunds on 145 cars was on the Commission’s special 
docket. Then it was denied. In the formal complaint the Com- 
mission found the rates not unreasonable, leaving the complain- 
ant to stand the loss—unless it passed the freight rate on to 
its customers, in which event that passing was of no concern 
to the Commission at all. It is no part of its business to find 
who ultimately bore the charges. The Commission also found 
the rates not unduly prejudicial—an obvious conclusion, inas- 
much as the railroads that had the higher rates did not control 
the making of the lower ones. The decision, it is believed, 
also again emphasizes the fact that railroads cannot help ship- 
pers on their lines, when there is rate-cutting, except by cut- 
ting theirs just as soon as they find out what their neighbors 
are doing for competitors of their shippers. Seemingly, they 
7 extend any retroactive help, as the carriers in this case 
tried to do. 





Air Affords Some Freedom for European Business.—Air 
lines crossing frontiers in Europe without the vexations inci- 
dent ‘to such communications by earth lines, have made ar- 
rangements for air and express service via the federal railways 
of Switzerland, according to a report to the Department of 
Commerce. The Swiss railways are to give the freight carried 
to them by the air lines express schedules. The traffic will 
bear excess costs, if any, for the expedited service. Anything 
that affords any freeing of Europe from its burdensome frontier 
hazards is worth a report by the American government. The 
latter has nothing to say when an American express company 
makes arrangements for expediting its service by means of air 
lines. Such arrangements in the United States are not forced 
or necessary on account of governmental restrictions such as 
Europeans actually seem to invite by their suspicion of each 
other. Americans get an idea that they are far behind in the 
use of air lines because, unless the carriers pay for advertising 
their service, no notice is taken of their enterprises. When 
Europeans do anything of the sort, the thing is so close to 
political management that the fact is news. Americans give 
little free advertising to private enterprises. The free adver- 
tising is reserved for the doings of aviators not obviously mak- 
ing a living by their efforts in the ordinary business way. 
Manufacturers get some publicity when one of their number 
suggests that, within five years, the automotive industry will 
be organized to give service to airplanes as it now serves the 
automobile—that is, that there will be service stations every- 
where so that the flying man will be able to alight at almost 
any point and get what he needs, in the way of parts, oil, and 
gasoline, as for an automobile. That prediction was made by 
a speaker at the annual convention of the Automotive Equip- 
ment Association at Mackinac Island, Mich. On the same back 
page of a newspaper, four items pertained to air affairs and 
three of the five pictures were flying pictures. The front pages 
were devoted to the flight of Miss Earhart and the preparations 
others were making or abandoning for flights to Europe. Not 
one of the items, however, even remotely, was connected with 
the freeing of business from frontier vexations. 





Believer in the Open Door.—Dr. Hubert Work, Secretary 
of the Interior, who has been chosen to manage Herbert Hoo- 
ver’s campaign, will be a big figure in the presidential fight this 
fall. Work is a soft speaking, amiable man, who does his 
work with the door of his office wide open to the man ‘who 
thinks he has business with him. The door is literally open. 
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The man who thinks he should speak with Secretary Work is 
free to take a look in to determine for himself whether he 
should carry his doubts and perplexities to the head of the de- 
partment. It is true that a messenger sits just outside the 
door to help the man who thinks he should call on the open 
oor cabinet officer. The open door policy of the head of the 
department is followed, to a large extent, by his subordinates. 
With other cabinet officers it is the rule for seeing them to 
make arrangements with private secretaries and other screen- 
ing officials intended to conserve the time of the adviser of 
the President. There is no evidence that the Work plan is 
not as good as, if not better than, that of having the visitor 
run the gauntlet of messengers, doorkeepers, advisers, and sec- 
retaries. Dr. Work seems to have time for all comers and for 
the dispatch of business. Perhaps his ability to meet visitors 
and dispose of them comes from his long practice as a phy- 
sician. He became so well known in his profession that a 
number of years ago he was made president of the American 
Medical Association. In the pre-convention activities Dr. Work 
was one of the busiest Hoover advisers.—A. E. H. 





RAILROADS AND SMUGGLING 


The Traffic World Washington Bureau 


Seymour Lowman, Assistant Secretary of the Treasury, in 
charge of customs, said June 18 that there was no basis for the 
report that the Treasury had issued an ultimatum to railroads 
or had “threatened” to do this or that with respect to smuggling 
of liquor and other articles into the United States from Canada. 
He said the object of his department was to stop smuggling and 
that an effort was being made to work out the situation with 
the railroads. 

The comment of Mr. Lowman was made in connection with 
a letter sent by W. J. L. Banham, president of the New York 
Board of Trade and Transportation, to the Secretary of the 
Treasury, protesting against the Treasury doing what newspaper 
reports said it was doing. 

The situation under consideration by the Treasury was out- 
lined as follows: 





1. Cars in transit from one American point to another American 
point, passing: through Canada en route: 

Such ‘cars of merchandise are sealed with a blue seal and, as a 
result .of being sealed by customs authorities, they are permitted to 
ass into and -out of Canada without inspection of customs author- 
ties on the theory that it is strictly American. merchandise. It has 
‘Deen found,. however, that cars of liquor originating in Canada have 
been attached to trains carrying in transit merchandise, and in that 
way this liquor has come into the United States without any difficulty, 
because through bribery, theft or forgery the blue seals have been 

“obtained. and attached to such cars of liquor. : 

2. Merchandise originating in Canada and shipped to an Ameri- 
can port of entry for consumption at that port: : 

Such cars are examined when they come to the border end it is 
not difficult to detect violations of the smuggling laws, except that 
sometimes diamonds, narcotics and liquor are concealed in ordinary 
packages of merchandise. This form of smuggling is usually detected. 

3. Merchandise originating in Canada and destined for some entry 
point away from the port of entry: : 

The practice is for the customs authorities at the port of entry 
to seal the cars containing such merchandise without examination. 
Under the regulations they are required to be examined at the point 
of destination by the customs authorities at that point. This scheme 
would work all right except for the fact that such cars are diverted 
after they arrive in the United States and never reach their original 
point of destination. ‘This results in these cars going without inspec- 
tion of customs authorities. 

The United States customs authorities and the officials of the 
railroads operating in Canada are trying to devise plans whereby a 
closer clfeck can be obtained on cars of merchandise being smuggled 
into the United States. Under thé United States laws the customs 
authorities take the position that they have the right to open and 
examine every car and all the merchandise therein before it can 
enter the country. This would result in much delay and inconvenience 
to shippers, and if it can be avoided it will not be done. There are 
large shipments of merchandise from the Middle West, across the 
Canadian peninsula, between Detroit and Buffalo, and it is in that 
locality that most of the difficulty arises. 


Mr. Loman and other government officials have conferred 
with representatives of the Canadian National Railways, the 
Canadian Pacific, the New York Central, Wabash, Pere Mar- 
quette and Delaware & Hudson with respect to the matter at 
issue. Sir Henry Thornton, of the Canadian National, came to 
Washington for a personal conference on the subject. 

The Treasury has promulgated T. D. 42689, providing that 
unloading of cars to permit inspection of merchandise for cus- 
toms purposes must be done without expense to the government. 
After setting forth excerpts from an opinion of the Attorney 
General of the United States as to the authority for the position 
taken, the department, in the decision, says: 


The payment of expenses for placing or for unloading and reload- 
ing of cars to permit customs inspection of the contents, whether such 
inspection is for the purpose of appraisal and entry or for the detec- 
tion of contraband goods, will not hereafter be assumed by the gov- 
ernment. 

Sealed cars arriving at the border and destined for interior points 
will be detained and required to be unladen for inspection only when 
customs officers have reasonable ground to believe that contraband 
goods are concealed therein. 

All regulations and instructions in conflict herewith are hereby 
revoked. 


No orders based on this decision have been issued, accord- 
ing to information obtained at the Treasury Department, where 
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it was said that it was hoped that the smuggling problem coyjq 
be dealt with effectively without inconvenience to shippers, | 
was indicated, however, that there was a responsibility resting 
on the railroads because of the practice of sealing cars as out: 
lined above—a practice that was permitted to facilitate the 
movement of traffic. 


FARMER AND FREIGHT RATES 


“Out of every dollar paid for live stock by the packing 
industry of this country in 1927 the farmer, or prdoucer, re. 
ceived 94 cents net, which is the largest percentage of sale 
price he has received for his live stock in four years,” saiq 
C. D. Morris, of the Western Railways’ Committee on Public 
Relations, in an address at De Kalb, Ill., June 20. “This left 
but six cents out of each dollar with which to meet all the 
marketing expenses, of which the transportation cost was 3.8 
cents. On this basis a hog, for- which the packer paid $39, 
netted the producer $28.20, while the cost of marketing him 
was $1.80, of which the railroad got about $1.14 in freight 
charges.” He continued as follows: 


We have been hearing for some years that the chief cause of the 
depression in agricultural is high freight rates. The actual facts 
clearly prove that this is not the case. So far as live stock is con- 
cerned, marketing costs, as shown by this survey, are not excessive. 
Indeed, it has been years since the farmer has received so large a 
percentage of the sale price of his live stock as he does today, and 
a steer, hog or sheep will pay for carrying a ton of freight more miles 
today than at any time during the past four years. Admit, if you 
will, that the farmer has been passing through a period of hard times, 
you must also admit that the lack of prosperity on the farm is not 
and has not been due to excessive transportation costs, however much 
we may seek to make it appear that it does. 

It is a very easy matter for the agitator to assert that the farmer 
receives too low a price for everything he sells and is forced to pay 
an excessive price for everything he buys, but such statements as 
these must be considered in the light of actual facts before they can 
be relied upon. The farmer has unquestionably been suffering from 
the low prices he has received for some of his products, but these 
low prices are in no sense due to high freight rates. Indeed, if his 
products were transported to the market place absolutely free of 
charge the agitator would still find excuse to charge that he suffers 
from low prices, for the transportation cost per bushel of grain or per 
hundred pound of live stock is so low as to be of small consequence 
in the aggregate cost of production. 

So far as net earnings aré concerned the farmer and the railroad 
have been in the same boat for some years. The net returns of 
neither have been adequate or just. The expenses of producing trans- 
portation service have largely increased in the past decade. Interest, 
taxes, labor and other supplies: necessary to the farmer and -the -rail- 
road in the operation of their plants have not only been ‘high but 
have been constantly increasing. Moreover, each has suffered from 
increased competition. The prices of many farm products have not 
been high enough to make their production profitable, for the simple 
reason that there has been an overproduction of: those products, 
while the hard-surfaced highways, the canal and barge lines have 
operated to materially reduce the tonnage that would otherWise be 
earried by the railroads, and the rate-making authorities have~con- 
sistently refused to permit such rates to be charged on the tonnage 
the roads have left to make it possible for them to earn a fair return. 

The facts are that the price the framer pays for transportation 
service is relatively lower than what he pays for any other com- 
modity necessary in the conduct of his farm. Even his labor is rel- 
atively higher today, compared with a decade ago, than is his trans- 
portation bill. And what is true of the farmer is likewise true of 
every other industry. The increased cost of state and local govern- 
ments alone has added materially to the expense of operating every 
business and so long as we continue to increase government expendi- 
tures this situation will continue. Our good sense, however, should 
prevent the crippling of an industry, absolutely essential, as the rail- 
roads are, to the prosperity of every other industry, in the vain hope 
that a slight reduction in freight rates would solve our difficulties. 

The danger at this time arises from the fact that persistence in 
this policy is very likely to occasion a less efficient and satisfactory 
transportation service than we now enjoy. The railroads have already 
begun to reduce their expenditures for maintenance and for new 
equipment, their expenditures for these purposes during the first 
three months of this year being 56 mililon dollars less than the amount 
so expended last year. This policy, if necessary to continue it, cannot 
but result ultimately in inferior service. This is a matter of great 
concern to the business man and to the farmer who should see to it 
that the carriers be permitted to earn a reasonable return upon their 
investments, to the end that efficient transportation service may be 
indefinitely continued. . 


U. S. AND CANADIAN COMMERCE 


The Canadian legation at Washington has made available 
the following figures taken from a summary of exports of Cana- 
dian grains issued by the Dominion Bureau of Statistics, Ottawa, 
Canada: . 

Ten Months 


Month of Ended 
May, 1928 May, 1928 
Wheat (Bushels) (Bushels) 
A ae 164,542,020 
WER CRI, SOMBEE onc cesvewsciceccsens 8,050,017 58,944,402 
Vi CON CUNOON WOUUR soc icieiccctscwsscicces 19,857,090 133,256,486 
Barley 
a) Bf rere re ree 2,147,852 15,745,594 
Vid COMI BORO OR. o occcecicecscvececece 24,999 1,039,227 
Via — PE NR. Sarein divas ceeeeerenen 1,913,843 11,926,055 
ye 
Oe re 1,904,089 4,351,891 
i, Ce UN, oo nicin.dstcbccnc cece ce 2,000 197,108 
Via United States Ports. ...iciccccccccccesc 1,902,089 4,154,783 


MOTOR BUS CONVENTION 


The second annual convention of the motor bus division of 
the American Automobile Association will be held at Cincinnati, 
O., June 27, 28 and 29. ier eee 
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CEDAR PENCIL SLAT RATES 


The Commission, by division 3, in No. 19798, Gulf Red 
Cedar Company vs. N. C. & St. L. et al., has found unreasonable 
the rates charged on cedar pencil slats, carloads, from points 
in Tennessee and Huntsville, Ala.,to Norfolk and Newport News, 
Va., Savannah, Ga., Jersey City and Hoboken, N. J., Brooklyn 
and New York, N. Y., and Philadelphia and Angora, Pa., to the 
extent that they exceeded 120 per cent of the rates contem- 
poraneously in effect on lumber of the same species. Rates on 
the basis indicated are to be established not later than July 30 
from Huntsville to Philadelphia and Jersey City, N. J., over the 
Southern Railway as the initial carrier. 

The finding, divided into three parts, was that the rates 
assailed, except from points on the N. C. & St. L. to Newport 
News, in effect from July 20, 1924, to November 9, 1927, inclu- 
sive, were unreasonable to the extent indicated; that the rates 
from points on the N. C. & St. L. to Newport News in effect 


from July 20, 1924, to November 9, 1927, were unreasonable to 


the extent that they exceeded 120 per cent of the rates con- 
temporaneously in effect to Norfolk on lumber of the same 
species, and that the rates from Huntsville to Philadelphia and 
Jersey City, over the Southern as initial carrier, were and 
would be unreasonable fo the extent of the 120 per cent basis. 

This report also covers No. 16166, Cumberland Cedar Works 
et al. vs. Same; No. 16792, American Lead Pencil Co. vs. Erie 
et al.; No. 16905, F. & O. Cedar Works, Ltd., vs. Pennsylvania 
et al.; and No. 20017, American Lead Pencil Co. et al. vs. At- 
lantic Coast Line et al. 


LUMBER RATES PREJUDICIAL 


The Commission, by division 3, in No. 19191, Birch Valley 
Lumber Co. vs. Strouds Creek & Muddlety et al., has found 
not unreasonable but unduly prejudicial the rates on lumber, 
from Tioga and Delphi, W. Va., to interstate destinations in 
Canada, Trunk Line, New England and central territories and 
prescribed new ones to be effective not later than August 15. 
The rates were found unduly prejudicial to the extent they 
exceeded, exceed or might exceed the rates contemporaneously 
in effect from the group which includes Allingdale, W. Va. At 
that point the Strouds Creek road has its junction with the 
Baltimore & Ohio. 

According to the Commission’s report, the facts in this 
case are similar to those in Swift Lumber Co. vs. Fernwood & 
Gulf, 61 I. C. C. 485. In that case it ordered the application of 
the blanket or group rates from points on the short line, which 
were the:rates in effect at the junction between the short 
line and the Illinois Central. The Commission’s decision in 
that case sustained in the Supreme Court of the United States 
in United States vs. Illinois Central, 263 U. S. 515. In summing 
up its discussion of the matter the Commission said no reason 
appeared for reaching a different conclusion in this case. 

Commissioner Brainerd dissented, using the case that went 
through the Supreme Court as the foundatoion for the following: 


No sufficient basis is laid in the majority’s report for a finding of 
undue prejudice. The rate assailed from Tioga and Delphi, on the 
S. C. & M., which is found by the majority unduly prejudicial to the 
extent that it exceeds the rate from Allingdale and other points in 
the same district taking the junction point rate, can not be held 
illegal unless it is shown that the difference in the rates is not justi- 
fied by the cost of the respective services, by their values, or by 
other transportation conditions. United States vs. Illinois Central 
R. R., 263 U. S. 515. No showing has been made in the instant case 
that the cost of service from Tioga and Delphi was no greater than 
the cost of transportation from other points taking the same group 
rate; that the value of the service was the same; or that other traffic 
conditions incident to shipment from Tioga and Delphi were so 
similar to those of shipments from other points enjoying lower rates 
that the prejudice to which complainant and intervener had been 
subjected was undue and unreasonable. 


GRAIN ROUTES CASE 


Applying the principle enunciated in Routing via Midland 
Continental R. R., 78 I. C. C. 328, the Commission, by division 
3, in I. and S. No. 3037, elimination of routing on grain from 
western territory to New Orleans, La., and points on the New 
Orleans & Northeastern, has found not justified the schedules 
proposing the elimination of routes in connection with the Gulf, 
Mobile & Northern via Laurel, Miss., on grain and related arti- 
cles from Memphis, Tenn., and points in central and western 
territories, to New Orleans and other points in Louisiana on 
the New Orleans & Northeastern. The suspended schedules 
have been ordered canceled and the proceeding discontinued. 
The report also covers I. and S. No. 3066, another case of sim- 
ilar import covering other schedules. 

Upon protest of the Gulf, Mobile & Northern, the Merchants 
Company of Laurel and the Memphis Merchants Exchange, the 
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schedules were suspended. The burden of justification .was 
undertaken by the Southern, the New Orleans & Northeastern, 
the latter, according to the report, being a part of the Southern 
Railway system. The Southern, the report said, undertook to 
justify the cancellation proposed on the ground that the traffic 
moving over routes in connection with the Gulf, Mobile & 
Northern line via Laurel and the Northeastern was unre- 
munerative; that adverse conditions encountered by the North- 
eastern in receiving traffic from the protestant at Laurel ren- 
dered operation over that route uneconomical; and that the 
route short-hauled the Northeastern. The Southern, the re- 
port said, disclaimed any dissatisfaction with the divisional ar- 
rangements but insisted that the ratio of the Northeastern’s 
haul to the through haul was so small and the level of the 
rates on grain so low as to make the traffic unprofitable. The 
report said that inasmuch as the Southern owned a majority 
of the stock of the Mobile & Ohio, the latter was its preferred 
connection at Meridian. 

fter calling attention to the fact that the Gulf, Mobile & 
Northern had been given fourth section relief to enable it to 
increase its revenues and the further fact that it had never 
paid a dividend, the Commission said that the Northeastern 
did not originate the traffic and that in the Midland Continental 
case, where a similar situation was under consideration, it had 
refused to allow the Northern Pacific to eliminate the Midland 
Continental as an intermediate carrier on traffic from group F, 
transcontinental, to destinations in Montana on the Northern 
Pacific’s line. 


BARGE LINE DIVISIONS 


Financial need of the Warrior River Terminal part of the 
government barge line is not sufficient reason for the Com- 
mission calling upon the Louisville & Nashville to give the 
barge line increased divisions out of traffic interchanged at 
Ensley, Ala. On the ground that a division of 60 cents per ton 
on fertilizers and fertilizer materials, including sulphur, is too 
high for the service performed by the trunk line, its division 
on such traffic moving between Ensley and points in the Bir- 
mingham district has been ordered down to 45 cents, the 
barge line to receive a corresponding increase. 

These are the outstanding points in a report, on further 
consideration of No. 11893, United States War Department, 
Inland Waterways, Mississippi-Warrior Service vs. Abilene & 
Southern et al., No. 11892, Same vs. Same, and No. 13290, 
Secretary of War, operating Mississippi-Warrior Service, vs. 
Aberdeen & Rockfish et al., written by Commissioner Eastman. 
The issue, as stated by Mr. Eastman, involved the divisions of 
the complainant, called the barge line, the Warrior River Ter- 
minal and the Louisville & Nashville, on traffic exchanged with 
the latter at Ensley, a point within the city limits of Birming- 
ham, on the terminal railroad called the Ensley Southern while 
it was controlled by the Southern Railway and the Warrior 
River Terminal since its acquisition by the barge line. 

As a substitute for the existing arrangement, made in ac- 
cordance with the plan submitted by the barge line, the latter 
asked that the joint rates be divided at Brimingport, instead 
of at Ensley or Birmingham, using the same formula as obtained 
in respect of joint rates via Tuscaloosa and: Mobile, Ala.; 
and that out of the rail portion the Warrior River Terminal 
be allowed arbitrary divisions of 3 cents per 100 pounds on all 
carload traffic and 10 cents per 100 pounds on all L. C. L. traffic. 

In support of the substitute, the barge line, according to 
the report, asserted that its former proposal, which the Com- 
mission approved, was “inherently wrong,” that it was “hur- 
riedly prepared” and that it was based upon an “erroneous 
foundation.” 

In further support, it asserted that the divisional basis 
sought was that now in effect on traffic interchanged between 
the barge line and the Southern Railway and that the arbitrary 
divisions of 3 and 10 cents sought for the terminal “are neces- 
sary to cover the cost of operation.” In that connection, said 
the report, the barge line called attention to the fact that in 
Operation by Warrior River Terminal Co., 111 I. C. C. 398, it 
estimated a yearly movement over the line of 127,000 tons and 
an average revenue of 65 cents per ton. The Commission said 
not only had the movement materialized, but had increased to 
225,000 tons, resulting in a revenue of $132,750 on the divisional 
basis sought. The barge line, however, said that the expenses 
would be $132,900 and that any less favorable divisional plan 
would be disastrous and inconsistent with its representations 
in the case cited. 

Upon this further hearing, the Commission said that the 
divisions prescribed: in the previous report, 100 I: C. C. 491, of 
the joint barge-rail rates on traffic interchanged at Birmingham, 
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between New Orleans, La., and Mobile, Ala., on the one hand, 
and inland points on the Louisville & Nashville, on the other, 
had been found just, reasonable and equitable on traffic between 
the same points interchanged at Ensley, involving a haul ten 
miles shorter for the Warrior River Terminal and correspond- 
ingly longer for the Louisville & Nashville. ee 

The Commission further made the change in the division 
on fertilizer and fertilizer materials, including sulphur, inter- 
changed at Ensley to afford just, reasonable and equitable divi- 
sions on that traffic. It affirmed the divisional basis prescribed 
in the previous report in connection with the movement of 
cotton and cotton linters. 

This is the third report in connection with the matter. In 
the first report, 77 I. C. C. 317, the Commission laid down the 
general principles to be observed. Subsequent negotiations were 
not fruitful. The barge line, as a solution for its problem, ac- 
quired the Ensley Southern from the Southern and made divi- 
sional arrangements with that carrier of the sort it tried in 
this case to have the Commission prescribe for the Louisville 
& Nashville. The latter asserted that that divisional arrange- 
ment was a definite part of the trade when the ownership of 
the Ensley Southern was transferred and that it was taken into 
account in the consideration paid. It said the barge line had 
not denied that. 

In the second report, 100 I. C. C. 491, the Commission pre- 
scribed the basis of divisions which the barge line, in this 
case, asked to have changed to the basis hereinbefore set forth. 
After setting forth the facts, the Commission said: 


Upon analysis the chief question in_issue here relates to the 
divisions to be received by the Warrior River Terminal. The barge 
line stresses its own divisions for the water service to and from 
Birmingport and its contention that they should be placed upon the 
basis normally prevailing at its other ports and which we have 
approved. But the divisions which we found reasonable in our 
previous report fer the combined service to and from Birmingham 
could easily be apportioned so that the shares for the water service 
would be the amounts which the barge line desires. The trouble 
with such an apportionment is that it would not leave for the War- 
rior River Terminal all that it needs to cover its cost of operation. 
The arbitrary divisions of 3 cents on carload traffic and 10 cents 
on less-than-carload reflect these financial needs, and the barge line 
wishes the divisional plan arranged so that these arbitraries will 
—- upon the divisions of the L. & N. rather than upon its own 

visions. 

No evidence is offered in support of these arbitraries except the 
financial needs of the Warrior River Terminal, coupled with the 
fact that they were a part of the trade with the Southern when the 
Ensley Southern was taken over. Obviously they have been arrived 
at without regard to the character or grade of the traffic, except so 
far as they are different for carload and less-than-carload traffic, or to 
the amounts of the joint rates. Nor has any evidence been pre- 
sented to show that, comparing the transportation service performed 
by the Warrior River Terminal with that performed by the L. & N. 
and by the barge line, these arbitraries represent the Warrior River 
Terminal’s fair share of the joint rates. he service performed by 
that small carrier, it should be noted, is purely of an intermediate 
nature, in other words, that of a bridge line. It hauls traffic between 
junctions with its rail connections and a single junction with the 
barge line. 

The barge line emphasizes the financial prosperity of the L. & N. 
as contrasted with its own poverty and that of the Warrior River 
Terminal. The Supreme Court has in effect held that in fixing 
divisions we may take into consideration the financial needs of 
particular carriers, but for reasons indicated in previous reports we 
do not believe that such needs should be given weight in connection 
with the barge line’s divisions. Thus in our report in 92 I. C. C. 
528, 535, 536, we said: 

“The circumstances of the case, however, are peculiar, for the 
barge line is owned and operated by the government. It is so owned 
and operated, as was stated in our first report, “not necessarily as 
a permanent governmental undertaking, but to test the possibilities 
of transportation by barge upon these great inland waterways.” In 
view of this experimental status it does not seem to us that the 
factor of financial weakness ought to be given weight in the fixing of 
its divisions. The barge line is not, as yet, an established part of 
the National transportation system upon which communities are de- 
pendent, and it furnishes no service where means of transportation 
would otherwise not exist. It is rather a supplement to the rail 
service, a supplement which, it is hoped, will add to and render more 
nearly adequate the sum total of transportation facilities. Accord- 
ing weight to the factor of financial weakness, under such circum- 
stances, would tend to cloud the results of the experiment.” 

And this view of the matter is strengthened by the fact that in 
publishing the joint rates which we are asked to divide, no specific 
consideration has been given to the operating costs of either the 
barge line or the Warrior River Terminal, but they have been con- 
structed upon the theory that the level of rates for the water serv- 
ice must be 20 per cent below the level of corresponding rail service 
and that nothing can be added for the disabilities of the Warrior 
River Terminal as compared with other rail lines. Whatever the 
merits of this theory, the other rail lines ought not to be called upon to 
share in the burden in which it may result. 

The characteristics of the Warrior River Terminal were described 
in our report in 83 I. C. C. 742. It has no local traffic, runs through 
rugged country, and has difficult grades and 39 trestles, which ne- 
cessitate the use of a light engine. It was there stated that the run 
between Birmingport and Ensley requires two hours and that the 
rating of the engine is about 700 tons. It is the kind of a short, 
weak line which we have in many rate cases in southern territory 
found to be entitled to special rate treatment. Such lines have been 
permitted to add arbitraries over and above the normal rate level 
for the hauls or portions of hauls over their lines, and have been 
given wide latitu&le in fixing those arbitraries. But no such arbitraries 
have been added to the joint rates in this instance. The divisions 
which the law empowers us to fix must not only be just and rea- 
sonable but also ‘‘equitable.’’ The fact that the L. & N. has a direct 
connection with the barge line at Tuscaloosa which the latter has, 
no doubt for sufficient reasons, seen fit to subordinate to the inter- 
change at Birmingport through the medium of a connecting line 
difficult and expensive to operate, is a fact entitled to some measure 
of weight in determining the issues here under consideration. 

The divisional arrangement approved in our previous report in 


THE TRAFFIC WORLD 











Vol. XLI, No. 25 









100 I. C. C. 491 was then proposed by the barge line itself, ang it 
was based upon a rail haul of 28 miles between Birmingham and 
Birmingport which has now been reduced, in the case of the L, 
N. interchange, to a rail haul of 18 miles between Ensley and Bir. 
mingport. The barge line’s formula, which we then approved, for 
determining the percentages of 87.6 and 89.7 which were used jp 
arriving at the prorate factors may not have had a wholly sound basis 
but at least the illustrations of its unsoundness which have been, 
offered do not indicate that any_flaw in principle operated to the 
disadvantage of the barge line. We are of the opinion that under 
all the circumstances the divisions which we approved in our previous 
report for the combined rail and water service between Birmingham 
and Mobile or New Orleans will be just, reasonable, and equitable 
divisions for the combined service between Ensley and Mobile or New 
Orleans. Since the barge line and the Warrior River Terminal are 
under common control, no occasion exists for our undertaking to 
apportion these divisions between the two carriers. It should be 
added, however, that our findings are based upon the existing joint 
rates, and that if the barge line should see fit to increase these rates 
by lessening the spread between them and the corresponding all-rajj 
rates, it would fairly be entitled to a corresponding increase in the 
divisions for the combined service to and from Ensley. 


HELL GATE ROUTE CASE 


Opening of the Hell Gate route, as desired by the Port of 
New York Authority, has been refused by the Commission. Ip 
a report written by Commissioner Aitchison in No. 16923, Port 
of New York Authority vs. Santa Fe et al., it has found that to 
require such all-rail through routes and joint rates by way of 
the bridge between Long Island points and destinations west 
of New York and Pennsylvania would short-haul the Long 
Island and Pennsylvania railroads contrary to section 15(4) be. 
cause they are carriers operated in conjunction and under con- 
mon management and control. The short-hauling would be on 
outbound traffic. . 

However, the Commission has admonished the carriers to 
publish an alternate routing clause in their tariffs to enable 
the use of the Hell Gate route in times of emergency or serious 
congestion. The route has been used for freight service when 
climatic conditions have suggested necessity therefor. 

A further finding is that upon the present record the re- 
quirement of through routes and joint rates on inbound traffic, 
from the territory west of New York and Pennsylvania to Long 
Island would not be in the public interest. A third finding is 
that the exercise of the Commission’s power, under paragraph 
4 of section 3, to require the joint use of terminals, has not 
been shown to be in the public interest. 

The Commission granted a motion to dismiss an amend- 
ment to the complaint alleging undue preference of interstate 
commerce and undue prejudice of intrastate commerce in viola- 
tion of section 13(4), on the ground, as laid down in Mutual 
Creamery Company vs. American Railway Express, 132 I. C. C. 
207, that an issue of undue prejudice to intrastate commerce 
and of unjust discrimination against intrastate commerce, was 
not within the purview of the interstate commerce act. The 
railroads made that motion. 

After calling attention to the fact that there are through 
route and joint rate arrangements over the carfloat routes in 
the metropolitan area by way of all carriers between the terri- 
tories covered by the complaint, Commissioner Aitchison said 
“what the complainant seeks is a different and additional route 
or routes.” 

“We believe,” continues the report, “that all that is re- 
quired by the existing situation is to make certain that, at 
times when the harbor routes are tied up or badly congested, 
temporary relief can be afforded by moving traffic over the 
Hell Gate route.” 

As hereinbefore set forth the Commission is of opinion 
that the publication of an appropriate alternate routing clause 
in the governing tariffs will assure such emergency use of the 
route. The Commission is holding the case open, expecting the 
carriers, within 90 days, to confer with respect to the matter 
and publish schedules, within that time, which will adequately 
cover the situation. 

“We shall further expect that,” further says the report, 
“subsequent to such publication, the defendants will so co- 
operate in the use of the Hell Gate route for the handling of 
Long Island traffic in times of emergency or serious congestion 
that the maximum possible service will result, and make un- 
necessary the use of our emergency powers.” 


As summarized by Commissioner Aitchison the proceeding 
involved an effort by the complainant, on behalf of Long Island 
shippers or consignees, to have made available to them an all- 
rail route to and from points on the lines of the defendants 
(all railroads in the country) west of the New York-Pennsyl- 
vania line. That could be done because there is physical con- 
nection, at Fresh Pond, L. I., of the lines of the Long Island 
railroad and of the New York Connecting railroad. The last 
mentioned road connects, at Port Morris, N. Y., with the New 
Haven. The Port Morris branch of the New York Central con- 
nects with the New Haven at Port Morris. The New York Con- 
necting has trackage rights over the Long Island between 
Fresh Pond Junction and Bay Ridge, L. I., but it hires the New 
Haven to conduct all its operations between Port Morris and 
Bay Ridge. 

“Physical facilities thus exist,” says the report, “over which 
it is possible to handle carload freight traffic without breaking 
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pulk from or to Long Island to or from all points reached by 
or over the New Haven and New York Central systems and 
their connections.” 

Excepting the Pennsylvania tunnels to and from Manhattan 
Island, used for passenger and milk trains, the Long Island 
has no all-rail connection other than the one provided by the 
New York Connecting. The latter is used only as a “bridge” 
for through traffic for the New Haven-Long Island and New 
Haven-Pennsylvania interchanges. 

The New Haven and the Pennsylvania jointly own the New 
york Connecting, estimated to have cost $30,000,000 and ac- 
quired, primarily, the report says, to facilitate connection be- 
tween New England and the south and west. The Pennsylvania 
owns the stock of the Long Island, $34,110,000, and is the guar- 
antor of approximately $26,000,000 of its bonds. In addition, the 
Pennsylvania, according to the report, advances money to the 
Long Island to pay its traffic balances and carry on its work. 
On that statement of facts the Commission found that the Long 
Island and the Pennsylvania, the former an intermediate car- 
rier in the present through routes by car ferry to the destina- 
tion territory involved, were operated in conjunction and under 
common management and control. Mr. Aitchison called atten- 
tion to the fact that the prohibition against short-hauling in 
section 15 (4) required only a common management “or” con- 
trol to bring it into operation. ° 

Non-technically speaking, the proposal was to require the 
New Haven-New York. Connecting-Pennsylvania-Long Island 
combination to give the use of their facilities in the formation 
of through routes via the New York Central and its connections 
on business to and from Long Island notwithstanding the pro- 
hibition of section 15 (4). 

Commissioner Aitchison said that if the complainant was 
to be given the broad relief prayed for, the Commission would 
have to base its authority therefor on the ground that some 
part of section 3 was violated, or else proceed under section 
3 (4), which authorized the Commission to require the joint 
use of terminal facilities, if such use were found to be in the 
public interest and practicable without substantially impairing 
the ability of the carrier owning or entitled to the enjoyment 
of terminal facilities to handle its own business. 

It might be doubted, said Mr. Aitchison, whether the line 
of the New York Connecting came within the description ,“ter- 
minal facilities.” He said its purpose, use, and lay-out seemed 
to show it as an intermediate carrier in the New Haven-Penn- 
sylvania through routes. But, assuming it to be a terminal 
facility and that it is practicable to require the use of those 
terminal facilities by the New York Central, “has public in- 
terest been established?” asked Mr. Aitchison. The answer to 
the question was that it had not been established. ‘ 

The complaint, summarized to show why the Commission 
made certain findings, was that the failure and refusal to open 
the Hell Gate bridge route constituted a refusal to provide and 
furnish transportation upon reasonable request therefor; that 
the class and commodity rates, interstate, via the Hell Gate 
route, west of the states of New York and Pennsylvania were 
unreasonable to the extent they exceeded the rates between 
the same points via other routes, the Hell Gate route rates 
being combination and the others joint through rates; and 
that by reason of the facts the defendants had failed, in viola- 
tion of section 3 (3), to provide reasonable, proper and equal 
facilities for the interchange of traffic between their respective 
lines and for the receiving, forwarding and delivery of property 
to _ from the other several lines and those connecting there- 
with. 

The case brought forward and the joint-rate and short- 
hauling cases that have left strong marks in the reports of the 
Commission and the courts from the Waverly Oil Works case, 
28 I. C. C. 621, to and including Fort Smith, S. & R. I. vs. 
A. & V., 107 I. C. C. 523, now in the Supreme Court of the 
United States for second reargument, more commonly known 
as the Subiaco case. In the light of those cases, discussed by 
Mr. Aitchison, the Commission held: 


(1) That the Long Island and the Pennsylvania are operated 
under a common management and control, and that for the purposes 
of this case they are one system. i: 

(2) That the Long Island-Pennsylvania routes to the destination 
territory are not unreasonably long. 

(3) That to require the Long Island to participate in through 
routes and joint rates no higher than those applicable over the float 
route would short-haul the Pennsylvania system on all traffic orig- 
inating on the Long Island Railroad and destined to points reached 
by the Pennsylvania and its connections. 

(4) That in the hauling of traffic involved herein inbound to 
points on Long Island the Pennsylvania, in the absence of undue 
prejudice, has the right under the law to the long haul on all traffic 
that originates on its lines or that comes into its possession from its 
connections. 

(5) That as to traffic so far described we may not require either 
the Long Island or the Pennsylvania to participate in through routes 
and joint rates over the Hell Gate bridge unless we are warranted in 
agg such action under the various provisions of section 3 of 

e act. * 

In closing the discussion of the matter, the report said: 


In connection with the question of whether through routes and 
joint rates are in the public interest, there are general considerations 
that must not be-overlooked. The Pennsylvania and the New Haven, 
in order to improve their interchange arrangements and relieve their 
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terminal situations in the New York District, have expended large 
sums of money in acquiring and developing the connecting. In making 
these large expenditures they-anticipated a reasonable profit. While 
the use of the facilities as here requested would no doubt increase 
the earnings of the Connecting, the value of that carrier to the 
New Haven and the Pennsylvania can not be measured solely in terms 
of income earned by it. From it they receive a more important 
return in the increased volume of interchange traffic than they are 
able to handle and the greater efficiency of their routes by reason 
of the operation of the Connecting. The relationship of the Penn- 
sylvania to the Long Island is also to be considered. As has been 
shown the Pennsylvania has carefully supervised and in various ways 
has exercised a paternalistic attitude in promoting the interests of 
the Long Island Railroad. On the other hand we must consider the 
interests of the patrons and shippers of those lines, both on Long 
Island but elsewhere and do justice to all concerned. The record does 
not support the allegation that defendants fail and refuse to furnish 
transportation upon reasonable request therefor. Through routes and 
joint rates are now in effect over the carfloat routes by way of all 
earriers between Long Island and the entire destination territory 
here involved. What complainant seeks is a different and additional 
route or routes. Considering the volume of traffic, the continued 
industrial growth of Long Island and the natural deficiencies of the 
float routes under certain climatic conditions, as well as the other 
matters herein set forth, it would be to the interest of Long Island 
shippers to have an all-rail alternate route for use in connection with 
traffic from the west. Under normal conditions there is no advantage 
in point of time resulting from the opening of an alternate route. 
The difficulties, hazards, and interferences surrounding the proposed 
route, while not insuperable, make it doubtful whether the route is 
sufficiently elastic to accommodate a large and undetermined number 
of additional cars daily without resulting in delays and congestion. 
It is primarily as an emergency of safety-valve route that the 
Hell Gate route is desired. For the present, upon this record, we 
conclude that it is not now in the broad public interest to estab- 
lish’ through: routes and joint rates on inbound traffic. We have 
indicated: that we have not the power under the law to establish 
through routes and joint rates on outbound shipments from Long 
Island. When emergencies occur it is just as important that traffic 
be moved outbound as inbound. We believe that all that is required 
by the. existing situation is to make certain that, at times when 
the harbor routes are tied up or badly congested, temporary relief 
can be afforded by moving traffic over the Hell Gate route. This 
ean be accomplished by the publication in the government tariffs 
of an appropriate alternate routing clause. We shall expect the car- 
riers concerned to confer with respect to this and public schedules 
within 90 days from the service of this report which will adequately 
cover the situation. We shall further expect that, subsequent to 
such publication, the defendants will so cooperate in the use of the 
Hell Gate route for the handling of Long Island traffic in times of 
emergency or serious congestion that the maximum possible service 
will result, and make unnecessary the use of our emergency powers. 


SOUTHEASTERN SUGAR RATES 


An upward revision of sugar rates, effective not later than 
August 30, has been ordered in’ No. 13569, the southeastern 
sugar investigation, opinion No. 13397, 142 I. C. C. 459-65. In 
a supplemental report, on reconsideration, written by Com- 
missioner Eastman, the Commission has modified the prior 
report, 132 I. C. C. 477, in three respects, as follows: 





The finding in respect of intraterritorial rates within southern 
territory has been modified by eliminating, as destinations, west-bank 
Mississippi River points. 

The finding as to interterritorial water-rail rates from north 
Atlantic ports to points in southern territory have been eliminated be- 
cause the steamship lines, parties to such rates, were not made 
parties to the investigation. 

The finding in respect to interterritorial all-rail rates from north 
Atlantic ports to destinations in southern territory, has been modi- 
fied by eliminating, as destinations, all points except those in Ken- 
tucky, eastern Tennessee and the Carolinas; by prescribing, from 
Baltimore, to the remaining destinations rates on the same level 
as those prescribed for application in southern territory; by prescrib- 
ing rates on this same level, from the other north Atlantic ports to 
destinations in Kentucky, eastern Tennessee and the extreme western 
part of North Carolina; and by prescribing rates from the north 
Atlantic ports, other than Baltimore, to other destinations in the 
Carolinas by ading differentials to the Baltimore rates. 


This revision was made, to a large extent, upon the repre- 
sentations of the carriers, especially Official Classification ter- 
ritory carriers, that use of the interterritorial scale prescribed 
in Southern Class Rate Investigation, 100 I. C. C. 513; 109 I. 
C. C. 300; 113 I. C. C. 200; and 128 I. C. C. 567, would result 
in breaking down the adjustmant from the north Atlantic ports 
to the Ohio River because the rates to points a few miles 
south of the Ohio River would be materially lower than to the 
river points. For instance the scale would give a rate of 35 
cents to Walton, Ky., 21 miles south of Cincinnati, from Bal- 
timore, while the rate from Baltimore to Cincinnati would be 
46 cents. : 

As a substitute for that interterritorial scale in the making 
of rates the carriers suggested the use of the scale, K-2, pre- 
scribed in that case, for use within southern territory. The 
difference in the scales was made to take care of the difference 
in the levels of class rates in the two territories, on traffic gen- 
erally. On sugar, it was found that there was no difference in 
levels and that in many instances sugar rates in southern 
territory were on a lower level. Commissioner Eastman said 
that in the case of many commodities moving in volume there 
was no great difference in the level of the going rates in the 
two territories and that in some cases the southern rates were 
lower. Upon analysis, he said, that seemed to be situation as to 
sugar. After stating other pertinent facts about the situation, 
the Commission disposed of the case by saying: 


Upon further consideration we conclude that certain modications 
of the findings should be made. All findings with respect to rates 
via ocean-rail routes must be withdrawn owing to the fact that the 
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water lines were not made respondents. There appears to be no 
necessity at this time for prescribing all-rail rates from the north 
Atlantic ports to points in southern territory other than in Ken- 
tucky, North Carolina, South Carolina, and eastern Tennessee. Nor 
should we at this time require rates from north Atlantic ports to 
points in Kentucky lower than the present rates for like distances to 
Ohio River crossings. The rates from Baltimore to all points in 
southern territory should be substantially the same as those for like 
distances from producing and shipping points in southern territory 
to the same destination, as should the rates from north Atlantic ports 
north of Baltimore to points in Kentucky, eastern Tennessee, and the 
extreme western part of North Carolina; but from the latter ports 
to other points in North Carolina and to points in South Carolina, 
the rates should be made by adding differentials to the Baltimore 
rates. The adjustment thus outlined does not allow for the influ- 
ence of water-rail routes from Baltimore via south Atlantic ports 
to portions of South Carolina; but this territory is so near to the 
Savannah refinery that an attempt to allow for this influence seems 
unnecessary. 

Accordingly, the findings of the prior report numered 1 and 2 
are hereby set aside and we now find: 

1. (a) That reasonable interstate all-rail rates on sugar, in car- 
loads, from New Orleans and other producing points in Louisiana 
on and east of the Mississippi River, Savannah and Port Went- 
worth, Ga., Charleston, S. C., Jacksonville, Fla., Norfolk, Va., and 
other producing or distributing points on the Atlantic seaboard 
south of Norfolk, Va., to all points in Kentucky, Tennessee, Missis- 
sippi, Alabama, Georgia, North Carolina, South Carolina, Florida, 
Louisiana east of the Mississippi River, and north-bank crossings on 
the Ohio River, and from Savannah and Port Wentworth, Ga., to 
all points in Virginia, on and after the effective date of the order 
entered herewith will be rates, subject to a minimum carload weight 
of 40,000 pounds, equal to 27.5 per cent, resolving fractions to the 
nearest whole cent, of the corresponding first-class rate prescribed 
in Southern Class Rate Investigation, supra; provided, however, that 
the rates from Gramercy and Reserve, La., may be made the same as 
the rates from New Orleans, La. (b) That reasonable all-rail rates 
on sugar, in carloads, from Baltimore, Md., to all points in Ken- 
tucky, in Tennessee on and east of the main line of the Southern 
Railway from Cincinnati to Chattanooga, and in North Carolina 
and South Carolina and from Boston, Mass., Providence, R. I., 
New York, N. Y., and Philadelphia, Pa., to the same points, other 
than those in South Carolina and in North Carolina on and east 
of the line of the Norfolk & Western from the Virginia state line 
to Winston-Salem, N. C., the line of the Southern in North Carolina 
from Winston-Salem through Barber and Statesville to Newton, the 
line of the Carolina & Northwestern from Newton to Gastonia, and 
the line of the Southern from Gastonia to the South Carolina state 
line, on and after the effective date of the order entered herewith 
will be rates, subject to a minimum carload weight of 40,000 pounds, 
equal to 27.5 per cent, resolving fractions to the nearest whole cent, 
of the first-class distance-scale rates prescribed in Southern Class 
Rate Investigation, supra, for application between points within 
southern territory for the same distances, such distances to be com- 
puted in the same manner as provided in Southern Class Rate In- 
vestigation, supra, for computing distances within southern territory, 
provided that in lieu of applying strictly the point-to-point dis- 
tance-scale rates, reasonable groupings of destination points may be 
used, and provided that to points on lines classed as short or weak 
under finding 13 of Southern Class Rate Investigation, supra, arbi- 
traries in accordance with the provisions of that finding may be 
added, and provided further that where a rate to a point in Ken- 
tucky constructed in accordance with the provisions of this paragraph 
is less than the rate from the same point of origin to the highest 
rated Ohio River crossing which is the same or a less distance from 
such point of origin, the rate to such Ohio River crossing may be 
applied as minimum. 

2. That reasonable all-rail rates on sugar, in carloads, from Bos- 
ton, Mass., Providence, R. I., New York, N. Y., and Philadelphia, Pa., 
to points in South Carolina and to points in North Carolina on and 
east of the line described in paragraph 1 (b) above, on and after the 
effective date of the order entered herewith, will be rates which 
exceed the rates from Baltimore, Md., to the same points, determined 
in accordance with that paragraph, by the following amounts: From 
Philadelphia, 3 cents per 100 pounds; from New York, 5 cents per 
100 pounds; and from Boston and Providence, 9 cents per 100 
Laan in each case subject to a carload minimum weight of 40,000 
pounds. 


In a concurring report, Commissioner Woodlock said: 


I concur in the report in this case because the rates prescribed 
therein are not prescribed as maxima but are prescribed in accord- 
ance with section 15 (1) which authorizes and empowers us ‘to 
determine and prescribe what will be the just and reasonable in- 
dividual or joint rate, fare or charge or rates, fares or charges to be 
thereafter observed.’’ Rates of this sort are not, of course, neces- 
sarily yardsticks or measures for determination of other rates at 
other times in other places. 


The Commission began giving further consideration to the 
effect of its order in connection with its prior report, dated 
November 8, 1927, without formally reopening the case. So 
that the record would be kept according to routine it adopted 
a reopening order on the same day it came to the conclusion 
that its report should be modified. The modified report and 
the reopening order were issued on the same date. 


SUGAR REVISION ORDERED 


A new line-up of rates on sugar from California origin 
points, both cane refining and beet sugar producing, to the 
Pacific northwest as far east as Missoula, Mont., has been or- 
dered, effective not later than August 6, in I. and S. No. 3019, 
sugar from California to Portland and East Portland, Ore., and 
No. 16796, McClintock-Trunkey Co. vs. McCormick S. S. Co., 129 
I. C. C. 591. The last mentioned case also covered No. 17562, 
Board of Railroad Commissioners of the State of Montana et al. 
vs. Bay Transport Co. et al. It was reopened for reconsidera- 
tion in connection with the suspension docket proceeding. 

In a report, written by Commissioner Eastman, the Com- 
mission found justified the prcposed cancellation of commodity 
arbitraries and restriction of class rate arbitraries on sugar 
from San Francisco and other California origins to Portland. 
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It further found that the resulting through rates on sugar to 
Spokane, Wash., would be reasonable. That finding was in re. 
spect of the suspension proceeding. 

In the McClintock case the Commission modified the fing. 
ings in its former report, 129 I. C. C. 591, so as to bring about 
an increase in the minimum, both shippers and carriers agree. 
ing, to 60,000 pounds, and a change in two sets of rates. |[t 
found unreasonable the water-and-rail rates, from San Frap. 
cisco to Spokane and Missoula, to the extent they exceeded or 
might exceed 70 and 90 cents, respectively, awarded reparation 
and ordered them into effect. A further finding was that the 
all-rail rates from Portland and from Seattle and: Tacoma, Wash, 
to Spokane and Missoula were and would be unreasonable to 
the extent they exceeded or might exceed 50 and 70 cents, 
respectively, on the increased minimum, awarded reparation 
and directed the establishment of the reduced rates. 

By the schedules, dated to have become effective November 
28, 1927, and February 8, 1928, the railroads proposed to cance] 
the commodity arbitraries on sugar, from San Francisco and 
other group 1 points, including Alameda, Alvarado, Crockett 
and Tracy, Calif., and from Hamilton, Salinas, Spreckels, Vi. 
salia, Corcoran and Betteravia, Calif., to Portland, Ore., used 
as factors in constructing through rates to Spokane and other 
points in Oregon, Washington and Idaho, and to restrict the 
application of similar class arbitraries from group 1 points to 
Portland, so that they would not apply on sugar. The result 
of the proposals would be to make the through rates combina- 
tions of the locals to and from Portland. 

Upon protest of the Spokane Merchants’ Association, the 
Washington Department of Public Works and the Holly Sugar 
Corporation, the latter a beet sugar producer at Alvarado and 
Tracy, the schedules were suspended. The Commission said 
the Holly corporation was interested in keeping the rates from 
Alvarado and Tracy on the San Francisco level. Alvarado and 
Tracy are about 25 and 71 miles, respectively, from San Fran- 
cisco, but are intermediate by the preferred freight route of 
the Southern Pacific to Portland. 


The cancellations, Commissioner Eastman said, were pro- 
posed as a means of avoiding rate reductions which resulted 
from the McClintock-Trunkey case, although not required 
therein. In that case, among other things, the Commission 
approved a minimum of 44,000 pounds. 


In the course of the report, Commissioner Eastman dis- 
cussed many of the cases in which the Commission had under 
consideration class rates and rates on sugar, affirming in all 
respects the findings in the Trunkey case, except as indicated 
in the findings in this case, which are, exclusive of the one 
about reparation, as follows: 


_ We find that the proposed cancellations of the commodity ar- 
bitraries on sugar, in carloads, to Portland, Ore., and the proposed 
restriction of the application of the corresponding class-rate arbi- 
traries have been justified, and that the through rates on sugar, in 
carloads, from California origin points to Spokane, Wash., and other 
points in Washington, Oregon and Idaho which will result: therefrom 
will not be unreasonable. 

We further find that the finding in our former report in 129 
I. C. C. 591, 603, to the effect that the rate on sugar, in carloads, 
via the direct all-rail routes from San Francisco and Crockett to 
Missoula,, Mont., was and for the future would be unreasonable to 
the extent that it exceeded or might exceed $1 per 100 pounds, mini- 
mum 44,000 pounds, was in error, and that the then existing rate 
of $1.10, minimum 60,000 pounds, was not and will not be unreasonable. 
Inastnuch as the aggregates of the rates which respondents have 
proposed to Portland plus the rates which we below prescribe from 
Portland to Spokane and Missoula will be lower than maximum rea- 
sonable through rates no need appears for prescribing a maximum 
reasonable basis for the future. 

We further find that the water-and-rail rates on sugar, in car- 
loads, from San Francisco to Spokane and Missoula, have been, are, 
and for the future will be unreasonable to the extent that they have 
exceeded, exceed, or may exceed 70. cents to Spokane and 90 cents 
to Missoula, subject in both instances to a minimum of 60,000 pounds; 
and the findings in our former report with respect to such rates 
are hereby modified to this extent. 

We further find that the rates on interstate shipments of sugar, 
in carloads, from Portland and from Seattle and Tacoma, Wash., 
to Spokane and Missoula have been, are, and for the future will 
be unreasonable to the extent that they have exceeded, exceed, or 
may exceed 50 cents to Spokane and 70 cents to Missoula, subject 
in both instances to a minimum of 60,000 pounds; and the finding 
in our former report with respect to such rates is hereby modified 
to this extent. 


In reaching a decision as to the rates to be prescribed, the 
Commission used the scale prescribed in Arizona Corporation 
Commission vs. Arizona Eastern, 113 I. C. C. 52, as the founda- 
tion, making the rates on sugar 33 per cent of the first class 
therein. In a dissent Chairman Campbell said he could sub- 
scribe to 30 per cent as the basis on sugar from California 
and the north coast to the destinations involved. He pointed 
out that the Commission had approved 27.5 per cent for the 
southeast and 30 per cent for the southwest of the controlling 
scales for making sugar rates. He said that he did not concur 
in the view of the majority that the first class rates in the 
Arizona scale were low. The basis, he proposed, he said, would 
make the rates from the north coast to Spokane and Missoula 
45 and 62 cents, respectively, and by rail and water from San 
Francisco to the two destinations mentioned, 63 and 81 cents, 
respectively. . 

Commissioner Aitchison concurred in the results of the find- 
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stating reasons for limiting his concurrence to 


ings without ‘ 
Commissioner McManamy joined in the chairman’s 


the results. 
expression. 


BUTTER AND EGG REVISION 


The Commission, by division 2, in a report written by Com- 
missioner Esch, in No. 15823, Duluth Chamber of Commerce vs. 
Chicago & North Western et al., and No. 15824, Grand Forks 
Commercial Club vs. Same, has prescribed a revised adjustment 
of rates, effective not later than August 25, on butter, eggs, 
and dressed poultry, carloads, from points in the Dakotas, Ne- 
praska and Minnesota to Duluth, based: on findings of unreason- 
ableness, undue prejudice against Duluth and undue preference 
in favor of Chicago. Like findings were made in the original 
report, 120 I. C. C. 683. This report, prescribing rates on a basis 
of scales set forth therein, is to take the place of the adjust- 
ment ordered in the first report, the effective date of which was 
indefinitely postponed when the cases were reopened for fur- 
ther argument. 

In addition to the findings as to the rates, the Commission 
found that the concentration arrangements on dairy products 
in effect at points in South Dakota and Nebraska were unduly 
prejudicial to Duluth and unduly preferential of Chicago. 

In the former report the Commission used as the basis for 
removing the unreasonableness and undue prejudice in rates, 
percentages of the class rates prescribed in Fargo Commercial 
Club vs. A. & W., 98 I. C. C. 691. Carriers and shippers filed 
petitions for modifications, the result being a determination by 
the Commission to go over the whole subject again. Some of 
the petitioners, Mr. Esch said, urged that no decision be made 
in these cases pending final action in No. 16750, National Poul- 
try, Butter & Egg Association vs. A. & R. et al., hearings in 
which were recently completed. Mr. Esch said that to compel 
the complainants in these cases to await that decision would not 
be warranted. He said, however, the findings herein were with- 
out prejudice to findings. that might be made in that case or in 
No. 17000, part 2, Hoch-Smith Western Trunk Line class rates. 
He expressed the belief that the revision would not cause any 
appreciable reduction in the revenues of the railroads. The 
findings and scales are as follows: 

We find that the rates on butter, eggs, and dressed poultry, in 
carloads, to Duluth, from points in South Dakota, except points on 
the branches of the Soo Line extending from Fairmount and Wishek 
to Grenville and Pollock; from points in Nebraska north of the main 
line of the Union Pacific running from Omaha west except points 
located on the Union Pacific and the Burlingtén other than points 
located_on the line of the Burlington extending from Fremont to 
Sioux City, on the branch extending from Sioux City to O’Neill, and 
the main line extending northwest from Alliance; and from points in 
that part of Minnesota on a line extending from Worthington in a 
direct line to Slayton thence in a direct line to Tracy, thence via 
the North Western to Marshall, and thence via the Great Northern 
through Paynesville and St. Cloud to Duluth, and from points west 
of that part of the above described in line which extends from Worth- 
ington to Paynesville, and south and west_of the Soo Line extending 
from Paynesville through Glenwood and Elbow Lake to Fairmount, 
are, and for the future will be, unreasonable to the extent that they 
exceed the rates set forth in the appendix hereto under the heading 
“S. D.-Minn. Duluth scale’; and that the relationship of such carload 
rates to Duluth and the corresponding rates on like traffic from the 
same points of origin t6 Chicago is, and for the future will be, unduly 
prejudicial to Duluth and unduly preferential of Chicago to the extent 
that the rates to Chicago fail to bear such a relationship to the rates 
prescribed to Duluth as would result from the application to Chicago 
of ang rates set forth in the appendix under the heading ‘Chicago 
scale. 

We further find that the rates on butter, eggs, and dressed poul- 
try, in carloads, to Duluth, from points in North Dakota and from 
that part of Minnesota north and west of the Great Northern extend- 
ing from Paynesville through St. Cloud to Duluth and on and north 
of the Soo Line extending from Paynesville through Glenwood and 
Elbow Lake to Fairmount, and points in South Dakota on the branches 
of the Soo Line extending from Fairmount and Wishek to Grenville 
and Pollock are, and for the future will be, unreasonable to the extent 
that they exceed the rates set forth in the appendix hereto under the 
heading ‘‘N. D.-Minn. Duluth scale’; and that the relationship of 
such carload rates to Duluth and the corresponding rates on like 
traffic from the same points of origin to Chicago is, and for the future 
will be, unduly prejudicial to Duluth and unduly preferential of Chi- 
cago to the extent that the rates to Chicago fail to bear such a rela- 
tionship to the rates prescribed to Duluth as would result from the 
application to Chicago of the rates set forth in the appendix under 
the heading ‘‘Chicago scale.’’ 

__All of the rates herein prescribed shall be computed in accordance 
with the rules set forth in said appendix. 

Upon appropriate application, consideration will be given to the 
matter of fourth-section relief to enabte circuitous lines or routes to 
meet the rates herein prescribed over short lines or routes and to 
maintain higher rates based on_the scales at intermediate points on 
this traffic to both Duluth and Chicago. : 

We further find that the maintenance of concentration arrange- 
ments by defendant, the North Western, in the origin territory here- 
tofore described on shipments of dairy products to Chicago is unduly 
prejudicial to Duluth and unduly preferential of Chicago. Defendant 
should remove the undue prejudice and preference found to exist by 
either cancelling the butter, eggs, and dressed poultry items in its 
tariff, I. C. C. No. 9491, or amending the tariff to the end that 
Duluth may be accorded the same concentration privileges as are 
now granted Chicago. 


APPENDIX 


Rates found reasonable for application on butter, eggs, and 
dressed poultry, in carloads, from points in the territory described in 
No. 15823 on shipments to Duluth and to Chicago which do or do not 
eo _ Rates are stated in cents per 100 pounds. See notes 

nd 2. 
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S. D.- N. D. 
Minn. Minn. 
Chicago Duluth Duluth 
Distance— scale scale scale 
DP SO TNR So ocic soc w okasetscanesb aeons 18 20.5 21.5 
15 miles and over 10 22 23 
20 miles and over 15 23 24 
25 miles and over 20 24 25 
30 miles and over 25 25.5 26.5 
35 miles and over 30 26.5 27.5 
40 miles and over 35 27.5 29 
50 miles and over 40 29.5 30.5 
60 miles and over 50 31 32.5 
70 miles and over 60 33 34 
80 miles and over 70 34.5 36 
90 miles and over 80 36 38 
100 miles and over 90 38 39.5 
120 miles and over 100 40.5 42 
140 miles and over 120 42.5 44.5 
160 miles and over 140 45 47 
180 miles and over 160 47 49 
200 miles and over 180 49.5 61.5 
220 miles and over 200 52 54 
240 miles and over 220 54 56.5 
260 miles and over 240 56.5 59 
280 miles and over 260 58.5 61 
300 miles and over 280 61 63.5 
320 miles and over 300 63.5 66 
340 miles and over 320 65.5 68.5 
360 miles and over 340 68 ppl 
380 miles and over 360 70 73 
400 miles and over 380 72.5 75.5 
420 miles and over 400 75 78 
440 miles and over 420 77 80.5 
460 miles and over 440 79.5 83 
480 miles and over 460 81.5 85 
500 miles and over 480 84 87.5 
525 miles and over 500. 87 90.5 
550 miles and over 525 90 93.5 
575 miles and over 550 93.5 97 
600 miles and over 575 97 100.5 
625 miles and over 600 100.5 104 
650 miles and over 625 104 107.5 
675 miles and over 650 107.5 111 
700 miles and over 675. 111 114.5 
725 miles and over 700. 114.5 118 
750 miles and over 725. 118 121.5 
775 miles and over’ 750. 121.5 125 
800 miles and over’ 775. 125 128.5 
825 miles and over 800. 128.5 132 
850 miles and over 825 132 135.5 
875 miles and over 850. 135.5 139 
900 miles and over 875 139 142.5 
925 miles and over 900 142.5 146 
950 miles and over 925 146 149.5 
975 miles and over 950. 149.5 153 
1,000 miles and over 975 153 156.5 
1,025 miles and over 1,000 156.5 160 
1,050 miles and over 1,025 160 163.5 
1,075 miles and over 1,050 163.5 167 
1,100 miles and over 1,075 167 170.5 





Note 1—The arbitraries for extra line hauls are 6 cents for hauls 
of 250 miles or less, and 3 cents for hauls of from 250 to 501 miles, 
and are to be applied only when the lines embraced in the route are 
not under a common ownership and control. 

Note 2—In computing distances the shortest routes via existing 
connections for the interchange of carload traffic shall be used, em- 
bracing as a maximum the lines of not more than three line-haul 
carriers, except where through routes for the transportation of class 
traffic are now in use by defendants which embrace the lines of more 
than three line-haul carriers, and over which the distances are less. 
Lines under common ownership or control will be considered as a 
single line, and where a portion of the same railroad is: used more 
than once in computing a distance it will be counted as a separate 
line each time it is used. 

Note 3—From points in that part of the origin territory west of 
the western boundary lines of Buffalo, Sherman, Valley, Garfield, Holt 
and Boyd Counties in Nebraska, west of the western boundary line 
of Gregory County, S. D., west of the Missouri River from a point 
where it is intersected by the northern boundary of Gregory County 
to Washburn, N. D., west of the Soo Line extending from Washburn 
through Garrison to Max, N. D., west of a direct line drawn from 
Max to Minot, north of the Great Northern extending from Minot 
east to Towner, N. D., and west of the Souris River from Towner. 
to the international boundary, arbitraries shall be added to the rates 
under the above scales, as follows for the distances indicated west 
of the above-described lines: 


Cents per 
100 Ibs. 
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LEAD-SMELTER PRODUCT RATES 


Being convinced that it erred in No. 17863, Bunker Hill & 
Sullivan Mining & Concentrating Co. vs. Oregon-Washington 
Railroad & Navigation Co. and cases joined with it, the Com- 
mission, on reargument, has reversed its finding in the former 
reports, 78 I. C. C. 549 and 132 I. C. C. 266, that the rates 
on lead-smelter products, from Bradley and Kellogg, Ida., to 
destinations on and east of the Missouri River were unduly 
prejudicial. It has dismissed No. 17863. 

The reargument in which the reversal was made was in 
No. 10526, Anaconda Copper Mining Co. et al. vs. Director- 
General, as agent, Ann Arbor et al. The case that was reversed 
and No. 10581, American Smelting & Refining Co. et al. vs. 
Director-General, as agent, Ann Arbor et al., were joined with it. 

Upon petition of the complainant in the Bunker Hill case 
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and of the railroads in all the cases, the proceedings were 
reopened for reargument and reconsideration of all the issues. 
The only issue pressed.on reargument and the only one the 
Commission said it considered, was that of the alleged undue 
prejudice to Bradley and Kellogg and the undue preference of 
East Helena, Mont., and the Utah lead-smelting points, in the 
rates on their products, from their plants to all destinations on 
and east of the Missouri River. 

By decisions in the cases reconsidered the rates on lead- 
smelter products, stated in dollars per net ton, the Commission, 
in substance, extended an adjustment made by the Director- 
General by means of his General Order No. 28, effective June 
25, 1918. That adjustment made the lead-smelter product rates 
from Idaho, Utah, Montana, Arizona and Washington on a 
blanket to Atlantic seaboard territory. To destinations on and 
east of the Missouri River and west of the seaboard territory, 
however, the rates from Idaho continued higher than from 
Montana and Utah. Shortly thereafter the complaints in Nos. 
10526 and 10581, called the Anaconda cases, were filed. By 
petition of intervention the Commission was asked to make 
the rates from Kellogg (which includes Bradley, the two points 
being only two miles apart) to destinations on and east of the 
Missouri the same as the contemporaneous rates from Montana 
and Utah to the same destinations. In the first report that 
prayer was granted and on further hearing, 78 I. C. C. 549, it 
was affirmed. The rates thereupon became the same from 
Kellogg as from East Helena and the Utah Smelting points. 

The Commission in this report explained why it had done 
the things it was reversing. One of the grounds in the Ana- 
conda case was that a parity of rates already existed in 
Atlantic seaboard territory and that the same commercial 
necessity which appeared to have been responsible for the 
parity also affected the territory between the Atlantic seaboard 
and the Missouri River. 


Now, the Commission said, that parity was brought about 
by the Director-General when he was the sole authority as to 
what the railroads should do and that “we are not inclined, 
in view of the position which the corporate carriers have stead- 
fastly maintained in these cases (opposition to the parity), to 
hold them accountable for the parity required by the Director- 
General.” In discussing the last of four grounds that moved 
it to extend the parity of rates, and in disposing of the matter, 
the Commission said: 


The last ground was that the grouping of these points of origin 
would aid in the development of the ore-mining industry in the Coeur 
d’Alene district, and that graded rates would confine the output 
of the Kellogg smelter to the markets in the Atlantic seaboard terri- 
tory through the Pacific ports. Transportation conditions alone con- 
sidered, we do not regard $1 as too great a difference in the rates 
from Kellogg and Bradley, on the one hand, and from East Helena 
and Utah lead-smelting points, on the other, to destinations on and 
east of the Missouri River. It is undeniable that considerably more 
transportation service is performed from Kellogg and Bradley than 
from the other points. Under certain circumstances the carriers 
could no doubt disregard the difference in transportation conditions 
by including all of these origin points in a single group, without 
violation of section 3. But it is quite a different thing to find that 
by failing thus to disregard transportation conditions the carriers 
violate that section. In many cases we have found to the contrary, 
and upon further consideration we are of the opinion that we were 
in error in so finding here. 


Upon reargument we find that the maintenance of rates on lead- 
smelter products, in carloads, from Bradley and Kellogg to destina- 
tions on and east of the Missouri River while contemporaneously 
maintaining rates which are less by not more than $1 per ton of 
2,000 pounds on like products from East Helena, Mont., or Utah lead- 
smelting points to the same destinations was not and is not unduly 
prejudicial. Orders will be entered vacating our orders of October 
24, 1927, in No. 17863, and of April 2, 1923, in Nos. 10526 and 10581, 
and dismissing the complaint in No. 17863. 


GASOLINE REFUND DENIED 


The Commission, by division 3, has dismissed No. 18398, 
Elliott Jones & Co., Inc., vs. Atlanta & West Point et al., on 
a finding that the rates on gasoline, carloads, from San Antonio, 
Tex., to Baton Rouge, La., on shipments consigned to destina- 
tions east of the Mississippi River, in effect between April 6 
and July 22, 1921, were not unjustly discriminatory or unduly 
prejudicial. The railroads, on the special docket, asked for 
permission to make refunds, on 145 carloads, to the basis of 
the present rate of 19 cents. That permission was asked in 
1923 and denied in 1926. Rates of 33 and 29.5 cents were 
collected. 


The formal complaint alleged those rates were unduly 
prejudicial and unduly preferred competitors of the complain- 
ant at Fort Worth, Wichita Falls and other points able to ship 
via Vicksburg, Miss. Reparation to the basis of the 19-cent 
rate, the report said, would have the effect of cutting the rates 
paid, 14 cents on two cars, 10.5 cents on 131 cars and 8.5 cents 
on 12 cars. The railroads were willing to make reparation to 
that basis without the payment of interest. 


Some of the carriers which took the gasoline to Baton 
Rouge, the report said, were parties to the lower rate to Vicks- 
burg, but that they were not able to control the 19-cent rate 
or remove the alleged undue prejudice by withdrawing from the 
19-cent rate. The Commission said it was obvious that the 
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adjustment complained of afforded no basis for a finding of 
undue prejudice. 


LIVE POULTRY RATE CASE 


The Commission, by division 4, has dismissed No. 18263, 
Stahl Brothers vs. Galveston, Harrisburg & San Antonio et al, 
finding the rate charged on shipments of live poultry, carloads, 
from points in Texas to destinations in New York and New 
Jersey not unreasonable. 


SAND AND GRAVEL RATE 


The Commission, by division 3, in No. 18785, John Wroe 
et al. vs. L. & N. et al., has found the rate on sand and gravel, 
from Cleves, O., a point in the Cincinnati switching district, to 
Walton, Ky., not unreasonable either now or in the past. It 
has found the rate from Cincinnati proper to Walton unrea.- 
sonable to the extent it may exceed, in the future, 60 cents 


per net ton. That rate is to be made operative not later than 
August 4, 


TIN FOIL REPARATION 

A finding of unreasonableness, and an award of reparation 
have been made in No. 18507, Conley Foil Co. Inc. vs. Eastern 
Steamship Lines, Inc., et al., as to a commodity rate of 70 
cents on 12 carloads of plain paper-backed lead-and-tin foil from 
New York, N. Y., to Durham, N. C. The complaint alleged it 
was unreasonable to the extent it exceeded the subsequently 
established rate of 44.5 cents. The Commission found it was 
unreasonable to that extent and awarded reparation. 


CONTRACTORS’ OUTFIT RATING 
An order of dismissal has been made in No. 18913, 
Associated General Contractors of America et al., vs Santa Fe 


et al., the Commission, by division 3, finding not unreasonable 
the carload rating in Western Classification on contractors’ 
outfits without livestock. The contention was that the rating, 
class A, was unreasonable to the extent it exceeded class B. 


RATES ON CHOCOLATE COATING 


In report by division 3 in No. 19648, Loose-Wiles Biscuit 
Co. vs. Reading et al., the Commission has found unreasonable 
and unduly prejudicial rail-water-and-rail rates on chocolate 
coating, carloads, from Stamford, Conn., Harrisburg, Lititz and 
Hershey, Pa., to Kansas City, Mo., and has awarded reparation. 
All-rail rates charged on like traffic from Harrisburg and 
Lititz, Pa., and Brooklyn, N. Y., to Kansas City, were found 
to have been applicable and not unreasonable. The report 
also embraced a sub number, Same vs. Reading et al., involving 
the all-rail rates, the complaint in which was dismissed. The 
Commission said the rail-water-and-rail rates charged were 
unreasonable and unduly prejudicial to the extent they exceeded 


$1.39 from Harrisburg, $1.40 from Hershey and Lititz, and $1.43 
from Stamford. 


MALLEABLE CASTINGS RATES 

The Commission, by division 4, in No. 19851, Northwestern 
Malleable Iron Co. vs. Pere Marquette, has found that the 
applicable rates on malleable iron castings, carloads, from Mil- 
waukee, Wis., to Detroit, Mich., were and are not unreasonable. 
It has found that inapplicable rates were charged on shipments 
made between October 7, 1924, and January 19, 1926, and 
awarded reparation. It found that the rate of 26.5 cents which 
it found applicable on the shipments and the present rate of 
28.5 cents were not unreasonable. It awarded reparation. 


RULE 77 SCRAP BRASS RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 18684, Atlas Metal Co. vs. Baltimore & 
Ohio Chicago Terminal et al., as to rates on scrap brass, from 
Cleveland O., to Chicago, Ill., and from Buffalo and Black 
Rock, N. Y., to Cleveland. The Commission, by division 4, 
found the rates charged on shipments made in 1923 and 1924 
unreasonable to the extent they exceeded 17.5 cents from 
Buffalo and Black Rock to Cleveland, and 22.5 cents from Cleve- 
land to Chicago, for the reasons set forth in its report in 
Northwestern Leather Co. Trust vs. M. & O., 118 I. C. G. 37 
and 140 I. C. C. 191. 

The complainant contended for the application of lower 
rates which were in effect from Syracuse, N. Y., to the destina- 
tions in question on account of the publication of Rule 77 in a 
tariff the Commission held was applicable. The carriers claimed 
that intermediate and delivery lines were excepted from the 
obligation to publish the lower rates and cited the first decision 
of the Commission in the Northwestern Leather Co. Trust case. 
The Commission called attention to the fact that, on further 
consideration in that case, it has reversed itself. 

Commissioner Brainerd concurred in this decision to the 
effect that the rates were unreasonable, but in so far as this 
called attention to his dissent in that case in the 140 I. C. C. 
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report was based upon the decision in the leather case he 
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LEADITE RATING AND RATE 

The Commission, by division 4, in No. 19880, J. B. McCrary 
Co. vs. Pennsylvania et al., has found unreasonable the third 
class rating and rate applied under Southern Classification, on 
jeadite, a mineral pipe-fitting cement, in carloads, moving from 
Smyrna, ‘Del., and Pembroke, Pa., to Travelers Rest, S. C., to 
the extent they exceeded fifth class rating and rate. On October 
20, 1926, the third class rating was restricted to L. C. L. ship- 
ments. A fifth class rating, C. L., was established, so repara- 
tion only was involved in this case, the shipments having been 
made in 1925 and 1926 before the carload rating was changed. 


HORSE SHOE RATES 


A finding of unreasonableness and an award of reparation 
have been made in No. 19892, Phoenix Horse Shoe Co. vs. Big 
Four et al., as to the rates charged on horse shoes, carloads, 
and horse shoes and toe calks, in mixed carloads, from Cleves, 
0., to Springfield, Mo. The Commission, by division 4, found 
the rates charged unreasonable to the extent they exceeded 
52.5 cents. In view of the decision in Consolidated Southwest- 
ern Cases, 123 I. C. C. 203, the Commission said it would issue 
no order for the future. The scale therein prescribed, it said, 
would result ina rate, from Cincinnati to points in the southwest, 
239 miles beyond St. Louis, of 50 cents. Cleves is in the Cin- 
cinnati switching district and Springfield is 239 miles beyond 
St. Louis. The Commission said toe calks were not specifically 
included in the list of commodities considered in the Consoli- 
dated Southwestern Cases, but that the defendants would be 
expected to make applicable to toe calks the same rates as 
were established in harmony with the decision on horse shoes. 


STOCKER LIVE STOCK RULES, ETC. 


In I. and S. No. 3032, rules and affidavit form governing 
application of rates on stocker live stock, the Commission, by 
division 3, has found not justified proposed changes in rule 
and affidavit form governing application of local and propor- 
tional rates maintained by respondent from and to points in 
Kentucky on live stock, in carloads, shipped for further con- 
ditioning. The suspended schedules have been ordered can- 
celed and the proceeding has been discontinued. The Com- 
mission said the proposed changes, if made effective, would 
impose an additional financial burden on the live stock industry 
for which no sufficient reason had been presented. The Ken- 
tucky Railroad Commission suspended operation of the proposed 
schedules in so far as they applied to intrastate traffic. A joint 
hearing with that commission was held. 


POTATO RATE CASE 


The Commission, by division 3, has dismissed No. 19431, 
Grovier-Starr Produce Company vs. C. R. I. & P. et al., on a 
finding that the rate charged on a carload of potatoes shipped 
from Sidney, Colo., to Dodge City, Kan., December 5, 1925, was 
not unreasonable or otherwise unlawful. 





SAND CASE DISMISSED 


An order of dismissal has been made in No. 18630, L. E. 
Myers Company vs. Southern -et al., as to rates on sand and 
gravel from Cleves, O., to Dixdam, Ky. The Commission, by 
division 3, has found the rates in question applicable and not 
unreasonable. 


SASH AND DOOR RATE 


The Commission, by division 4, in No. 19974, Charles T. 
Abeles & Co. vs. C. R. I. & P. et al., has found inapplicable the 
rate charged on a carload of wood sash and doors shipped from 
Little Rock, Ark., to Chattanooga, Tenn., in 1924, that the ap- 
plicable rate was 34.5 cents, and awarded reparation. 


LUMBER INCREASES FORBIDDEN 


The Commission, by division 4, in I. and S. No. 3033, lum- 
ber from points in Arkansas and Oklahoma on the Kansas City 
Southern and connecting lines, to St. Louis, Mo., group points, 
has found not justified proposed increases in the rate applicable 
via Neosho, Mo., and the St. Louis-San Francisco on lumber 
and articles taking the same rates, from points on the Kansas 
City Southern and connecting lines in Arkansas and Oklahoma 
north of Texarkana, Ark., to St. Louis and points grouped 
therewith. It has ordered the cancellation of the suspended 
schedules and discontinued the proceeding. 

This report also covers No. 20434, Southern Pine Associa- 
tion vs. Christie & Eastern et al. 

Both cases grew out of fourth section situations. The 
carriers undertook to cure them by means of schedules filed 
to become effective December 15, 1927. The Commission al- 
lowed part of the rates to become effective. The pine asso- 
ciation filed a complaint against the rates that had been allowed 
to go into operatioin, against which it had protested unsuc- 
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cessfully. The association alleged the rates were, as increased, 
unwarranted and unjustified. It asked for just and reasonable 
rates for the future. 

The Commission said the record did not support a finding 
of unreasonableness against the rates attacked in the formal 
case. It said it would take no action in respect of the fourth 
section departures referred to in the report pending the dis- 
position of fourth section application No. 13280. 


PREPARED ROOFING RATES 


The Commission, on further argument in No. 15865, Flor- 
ence (Ala.) Chamber of Commerce vs. Louisville & Nashville, 
has changed the basis of rates on prepared roofing and asphalt 
shingles, from Chicago, IIll., St. Louis, Mo., Cairo, Ill., Evans- 
ville, Ind., Louisville, Ky., and Cincinnati, O., to Florence, 
Sheffield and Tuscumbia, Ala., prescribed by the division 3, in 
the original report, 104 I. C. C. 459. The basis prescribed in 
this report is ninth class prescribed in Southern Class Rate 
Investigation, 109 I. C. C. 300. Rates on the ninth class level 
have been ordered to be made effective not later than Septem- 
ber 18. 

In this further report the Commission affirmed the original 
finding which was that the rates were not unreasonable 
but unduly prejudicial to the extent set forth in the original 


report. Reparation was denied in the original report and also 
in this one. The findings, other than that of affirmation, 
follows: 


We further find that the rates on prepared roofing and asphalt 
shingles, in straight or mixed carloads, from Chicago, St. Louis, Cairo, 
Evansville, Louisville and Cincinnati to Florence, Sheffield and Tus- 
cumbia are, and for the future will be, unreasonable to the extent 
that they exceed, or may exceed, the ninth-class rates prescribed in 
Southern Class Rate Investigation, 109 I. C. C. 300, from and to 
the same points. We further find that the rates described are, and 
for the future will be unduly prejudicial to the extent that their 
relation to the rates from the same producing points to Corinth 
(Miss.) is, or will be, different from the relation which would result 
from the application from and to all points of the ninth-class rates 
— in the investigation referred to from and to the same 
points. 


QUEBRACHO RATE PREJUDICIAL 


The Commission, by division 4, in No. 19383, Ashtabula 
Hide & Leather Company et al. vs. Baltimore & Ohio et al., has 
found not unreasonable but unduly prejudicial the rate on que- 
bracho tanning extract, dry and liquid, in carloads, from New 
York, N. Y., to Ashtabula, O., to the extent it exceeds or may 
exceed a rate made 11.5 cents under the rate contemporaneously 
maintained from New York to Grand Haven, Mich. It found 
the rate from Wilmington, Del., to Ashtabula not unreasonable 
or unduly prejudicial. The undue prejudice found is to be re 
moved not later than August 25. Reparation was denied. 


STOCK CATTLE RATE 


The Commission, by division 4, in No. 16756, I. Gross vs. 
Santa Fe et al., has found the applicable rate, 60 cents, on 
stock cattle, from Alvin, Tex., to Hamilton, Kan., unreasonable 
to the extent it exceeded the Wichita, Kan., combination of 
41.5 cents to Wichita and 13 cents beyond, in connection with 
the minima scale applicable in connection therewith at the 
time of the movement. The carriers were authorized to waive 
undercharges. The Commission further found that the present 
rate was and would be unreasonable to the extent it exceeded 
or might exceed 54.5 cents, subject to a minimum of 22,000 
pounds. The 54.5-cent rate is to be established not later than 
August 4. 


BRASS SOCKET SHELL RATES 


The Commission, by division 4, has dismissed No. 19117, 
Trenton Chamber of Commerce vs. New York Connecting et al., 
finding not unreasonable or unduly prejudicial the rates charged 
on carload and less-than-carload shipments of brass socket 
shells from Waterbury, Conn., to Trenton, N. J. 


REPARATION ON SLAG 


A finding of inapplicability and unreasonableness has been 
made in No. 19824, Luke Sims et al. vs. Southern et al., as to 
the rates charged on slag, shipped from Alabama City, Ala., 
to Ellijay, Ga., in 1925 and 1926, on rates of 202, 213.11, 222, and 
240 cents per net ton. The Commission found that the ap- 
plicable rates were 213.11, 221.11, and 231.11 cents, according 
to the dates of shipment. It said that fourteen shipments 
were overcharged and twelve were undercharged. Complain- 
ants sought reparation to the basis of 145 cents, the present 
rate. The carriers conceded that the applicable rates were 
unreasonable to the extent they exceeded 176 cents, which would 
have been the rate over the short line had the carriers used 
the scale which they had used to make other slag rates over 
«a period of about six years, the report said. Under the scale 
prescribed in Rates on Chert, Clay, Sand, and Gravel, 122 
I. C. CG. 188, a rate of 145 cents is applicable over the short- 
line route and 150 cents over the route used. The cars were 
tendered unrouted, but were not sent over the short route. 
The Commission said the evidence did not show misrouting. It 
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also said the fact that it established a rate of 150 cents over 
the distance the complainants’ shipments moved did not neces- 
sarily mean that reparation would be awarded to that basis 
unless it clearly appeared that the rate would have been rea- 
sonable for the service rendered. 


LUMBER RATES PRESCRIBED 


The Commission, by division 3, in No. 18361, Muscle Shoals 
Traffic Bureau, for Florence Lumber Co. et al., vs. Illinois Cen- 
tral et al., has found unreasonable and unduly prejudicial, the 
rates on lumber, from points in Mississippi, to Florence, Shef- 
field, and Tuscumbia, Ala., prescribed new ones effective not 
later than August 1, and awarded reparation. The complaint 
alleged that the rates from Strickland, Leedy, Holcut, Paden, 
Tishomingo, Neil, Dennis, Belmont, and Golden, Miss., to the 
Alabama points mentioned were unreasonable, unjustly discrimi- 
natory and unduly prejudicial. The Commission found the rates 
unreasonable and unduly prejudicial to the extent that they 
exceeded, exceed, or might exceed 10.5 cents from Strickland, 
11 cents from Leedy and Holcut, 11.5 cents from Paden, Tisho- 
mingo and Neil, and 12 cents from Dennis, Belmont and Golden. 


ALUMINA SULPHATE RATE 


The Commission, in a supplemental report, in No. 19375, 
Board of City Commissioners, Okmulgee, Okla., vs. St. Louis- 
San Francisco, on further consideration, has modified the find- 
ing in the former report, 140 I. C. C. 571, that the rate on sul- 
phate of alumina, carloads, from East St. Louis, Ill., and St. 
Louis, Mo., to Okmulgee was and is unreasonable. In that 
former report it found that the rate of 70 cents had been and 
would be unreasonable to the extent it exceeded or might exceed 
‘65 cents and awarded reparation. The new finding is that the 
rate was and will be unreasonable to the extent it exceeded 
or may exceed 68 cents. The finding was changed so as to 
bring it into conformity with the revision of the fifth class 
rate percentage relationship to first class in Consolidated South- 
western Cases, made in 139 I. C. C. 5385. Previous orders have 
been vacated, but no order for the future has been entered. 


The carriers, however, when they comply with the order in: 


the consolidated cases, are expected to establish a rate not 
in excess of fifth class. That expectation, based upon a finding 
that fifth class should be applied in the future, the Commission 
said, was not to be construed as authority for increasing any 
commodity rates that are lower than the fifth class rates. 


CAR TRUCK TRANSIT 


The Commission, by division 4, has dismissed No. 18685, 
Magor Car Corporation vs. Delaware, Lackawanna & Western, 
finding that the failure of the defendant to maintain fabrication- 
in-transit arrangements on railroad car trucks at Athenia, N. J., 
did not result in unreasonable or otherwise unlawful charges. 


SAND RATES PRESCRIBED 


An order to establish new rates on sand and gravel not 
later than August 4 has been made in No. 17606, Cynthiana 
Construction Co. vs. Louisville & Nashville et al., based upon 
a finding of unreasonableness as to present rates from Cleves, 
O., to Independence and Butler, Ky. The Commission said 
the rates had not been unreasonable in the past, but would be 
unreasonable for the future to the extent they might exceed 
55 cents per net ton to Independence and 60 cents to Butler. 
Chairman Campbell made a notation of dissent. 


“LIQUID SOLDER” RATING 


The Commission, by division 1, in No. 19016, Modern Chem- 
ical Manufacturing Co., Inc., Dallas, Tex., vs. Abilene & South- 
ern et al., has found not unreasonable the ratings applicable 
to “liquid solder,” in carloads and less-than-carloads, in West- 
ern, Southern and Official Classifications, except as to carloads 
in Southern. It found that rating unreasonable to the extent 
it might exceed, for the future, fourth class. The new rating 
is to be made effective not later than August 22. The Com- 
mission put quotation marks around the words “liquid solder” 
because it said the commodity was not a solder but a watery, 
non-inflammable fluid containing a large proportion of pulpy 
vegetable matter, to stop leaks in automobile radiators be- 
cause it hardened and solidified after entering the small open- 
ings in radiators, thus stopping leaks. 


SUSPENDED TARIFFS 


In I. and S. No. 3124, the Commission has suspended from 
June 20 until January 20 schedules in supplement No. 10 to 
joint tariff, Jones’ I. C. C. No. 1984, and Speiden’s I. C. C. No. 
1150. The suspended schedules propose to restrict the present 
class rates between points in Central Freight Association ter- 
ritory and points on the Atlantic Coast Line, Walterboro to 
Ehrhardt, S. C., so as not to apply via the A. C. L. or the 
C. & W. C. in connection with the Hampton & Branchville, as 
an intermediate carrier. 

In I. and S. No. 3123 the Commission has suspended from 
June 18 until January 18, schedules as published in supplement 
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No. 5 to Chicago, Burlington & Quincy I. C. C. No. 16687. The 
suspended schedules propose to restrict the present rates from 
Cc. B. & Q. stations in Nebraska and Kansas to Hamilton ang 
Kidder, Mo., so that they will apply on wheat, corn, oats, 
kaffir corn, barley, rye and spelt, and products of these com- 
modities only, leaving higher combinations of local rates to 
apply on other grain articles, including mixed poultry or pigeon 
feed, which represents an increase of 5 cents per 100 pounds 
on such traffic. The following statement is illustrative: 
Rates in cents per 100 pounds, on poultry feed, carloads, from 
Ohiowa, Neb., to Hamilton and Kidder, Mo., present 22, proposed 27, 
In I. and S. No. 3121, the Commission has suspended from 
June 15 until January 15 schedules in supplement No. 17 to 
Johanson’s I. C. C. No. 1917, and various individual lines’ tariffs, 
The suspended schedules propose a general revision of rates 
on cotton linters from the southwest to Mississippi and Mis- 
souri River crossings, and beyond, resulting in both increases 
and reductions. The following is illustrative: 
Rates on cotton linters in cents per 100 lbs. 
From ‘o 
Little Rock, Ark. St. Louis, me. = Orleans, La. 
A B Cc re D 
ig ee eee 76.5 74.5 58.5 665 76.5 = 52.5 70 
Proposed (via all HNOS)...00 76.5 81 63 66.5 100 70 75 
A—Uncompressed, any quantity. 
B—Carrier’s privilege of compression, any quantity. 
C—Compressed, any quantity. 


D—Carload, minimum weight 20,000 pounds, subject Rule 34 of 
West Classification. 


In I. and S. No. 3122, the Commission has suspended from 
June 15 until January 15 schedules in supplements Nos. 15 and 
13 to Toll’s I. C. C. Nos. 1194 and 1198, respectively, and other 
agency tariffs joint therewith. The suspended schedules pro- 
pose to establish for account of the rail lines a charge of $5 
for blocking and bracing each automobile, in addition to the 
through rate, on traffic received from the lake boat lines 
at Duluth, Minn., Superior and Itasca, Wis., on traffic from 
Detroit and other eastern points when destined to northwestern 
and Pacific coast points via transcontinental routes. 


Present (via M 


PETITIONS FOR REHEARING, ETC. 

No. 20170, National Sash and Door Co. et al. vs. Santa Fe 
et al. . Interveners, Merchants’ and Manufacturers’ Traffic Bu- 
reau, Okmulgee, Okla., Chamber of Commerce, Baker Brothers 
Glass Co., the Victory Window Glass Co., Interstate Window 
Glass Corp. (Successors to V. Highland and R. A. Hill, re- 
ceivers for the Interstate Window Glass Company) and Harding 
Glass Co. have asked the Commission to consolidate this case 
with the Consolidated Southwestern Cases, 123 I. C. C. 203, and 
139 I. C. C. 535, for final disposition. 

No. 19376, Flowers Lumber Co. vs. Seaboard Air Line. Com- 
plainant asked Commission to reopen the proceeding and grant 
a rehearing. 

No. 17481, Mountain States Roofing Co. et al, vs. Santa Fe 
et al. Complainants ask, in a supplemental petition, for re- 
opening, rehearing and/or ‘reconsideration. 

The Atlantic Coast Line Railroad has asked for modifica- 
tion of fourth section order No. 9791 and reconsideration and 
formal hearing of Fourth Section Application No. 13307. 

No. 18978, Pine & Cypress Manufacturing Co. vs. Chesa- 
peake & Ohio. Complainant has asked Commission to reopen 
this case for purpose of hearing further and new evidence in 
connection with a particular shipment involved and also to 
grant reargument before the entire Commission. 

No. 18332, John F. Barker Produce Co. et al. vs. Arizona 
Eastern et al. Complainants ask for rehearing. 

No. 16687, Hansen Peterson Co. vs. Santa Fe et al. Com- 
plainant moves that the brief of the Duluth & Iron Range Rail- 
road, dated June 1, which seeks to have Commission vacate its 
supplemental order dated February 13, 1928, be stricken from 
the record. 


TRANSFER CHARGES AT ST. LOUIS 


The Commission has vacated and set aside its order in 
No. 16697, Chicago, Rock Island & Pacific et al. vs. Baltimore 
& Ohio et al., entered in connection with its report in 113 
I. C. C. 681, on July 12, 1926. The order required the so-called 
east side lines to cease and desist from their practice, in respect 
of charges on westbound freight from East St. Louis, IIl., to 
St. Louis, Mo., on the ground that the practice was unlawful. 
The order was vacated because the Supreme Court of the United 
States held that the order could not be sustained. 


DANGEROUS ARTICLES RULES 


The statement under the above heading in The Traffic 
World of June 9, p. 1460, that the change in paragraph 453, 
relating to metallic sodium or potassium, in No. 3666, the case 
in which the Commisison prescribes rules for the handling of 
explosives and other dangerous articles by freight and express, 
was effective June 8, was in error. The paragraph is to be 
effective August 15, the general effective date of the order. 

The exception, making part of the order effective June 8, 
applies to paragraph 476 (a), pertaining to pyroxylin plastic 
scrap. 
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FLOOR COVERING RATES 


In a proposed report in No. 17489, Certain-teed Products 
Corporation vs. Aberdeen & Rockfish et al. and two sub-numbers 
thereunder, William Volker vs. Abilene & Southern and Congo- 
leum-Nairn, Inc., vs. Aberdeen & Rockfish et al., Examiner 
Arthur Kettler has recommended that the Commission find 
unreasonable and unduly prejudicial the rates on linoleum and 
other floor coverings, carloads, from Philadelphia, Lancaster 
and Marcus Hook, Pa., Trenton, Kearney, Camden, Salem, Pauls- 
poro, New Brunswick and Newark, N. J., Staten Island, N. Y., 
East Walpole, Mass., and Asbestos, Md., to destinations west of 
the Mississippi and destinations in southern territory to the 
extent they exceed or may exceed 85 per cent of the contem- 
poraneous joint through fourth class rates, minimum 36,000 
pounds, and to the extent that any factors governed by the 
Western Classification, used in making rates to destinations in 
western territory, exceed or may exceed 85 per cent of the 
contemporaneous fourth class rates, 36,000 pound minimum. 

Kettler said the Commission should find not unreasonable 
or otherwise unlawful, the rates on oilcloth, carloads, and in 
mixed carloads with linoleum and other floor coverings, from 
Philadelphia and Trenton, N. J., to destinations in the United 
States, and on floor coverings, in straight carloads, from and 
to points covered by the Official Classification. 

Manufacturers and jobbers of the sort of floor coverings 
embraced in the complaints intervened. Kettler said that while 
the complainants and interveners sought various rate bases and 
minima, and different bases in one territory than in another, it 
appeared proper that the rates be maintained upon substantially 
uniform bases to destinations in all territories considering dif- 
ferences in transportation conditions as reflected generally in 
the class rate levels. 


WOOD PULP RATE CASE 


Examiner Albert A. Mattson, in No. 20632, Albany Per- 
forated Wrapping Paper Company vs. New Haven et al., has 
recommended that the Commission find unreasonable the sixth 
class rate collected on a carload of wood pulp, shipped from 
Port Newark, N. J., to Versailles, Conn., in 1927, to the extent 
it exceeded or may exceed, in the future, 18 cents, award rep- 
aration and prescribe the 18-cent rate. 


ROUGH STONE RATE 


A finding of unreasonableness, an award of reparation and 
the prescription of a new rate for the future have been recom- 
mended by Examiner George C. Clarke in No. 19897, Builders’ 
Association of Kansas City, Mo., Inc., vs. Burlington e*% al., as 
to a commodity rate of 30.5 cents on rough stone, from the 
Bedford, Ind., limestone district to Kansas City, to the extent 
it exceeded or may exceed 28 cents. The proposed rate is to 
apply not only to rough stone but to stone sawed on four sides 
or less. Clarke said the rate should be found not unduly prej- 
udicial. 


TANNING EXTRACT RATE 


In No. 20438, Pocahontas Tanning Co. vs. C. & O., Examiner 
John Davey has recommended that the Commission find un- 
reasonable but not unduly prejudicial, a commodity rate of 29 
cents on liquid chestnut tanning extract, carloads, from Waynes- 
boro, Va., to Durbin, W. Va., to the extent it exceeded, or may 
exceed 20 cents. He recommended reparation to that basis, 
and an order establishing the new rate. 


ICE CREAM IN OWNER’S CARS 

Examiner W. M. Carney has proposed the dismissal of No. 
20015, Furnas Ice Cream Co. ys. N. & W., upon a finding that 
the defendant’s failure and refusal to establish rates on ice 
cream and similar dairy products, carloads, to move “only in 
complainant’s cars” from Columbus, O., to Welch and Keystone, 
W. Va., is not unreasonable. This case was heard jointly with 
the Ohio Commission which had a similar case before it, No. 
4779, Furnas Ice Cream Co. vs. N. & W. The complaint alleged 
that the rates in existence were unreasonable. The complainant 
contended that the express service which it had been using was 
inadequate, causing a material decrease in its business. It also 
contended that the rates were prohibitive. Neither the com- 
plainant nor the defendant, the examiner said, had the neces- 
sary cars for handling ice cream in freight service. The com- 
Plainant proposed to acquire a refrigerator car suitable for 
the traffic. A witness for the complainant said that it assumed 
that it had the right to demand of a carrier of the transpor- 
tation of a privately owned car and that the railroad company 
should make rates limited to transportation in such car. To 
require the N. & W. to establish a rate so limited, said Carney, 
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would give to complainant a special privilege in that the rate 
established would only be applicable on traffic in cars owned 
by it and might conceivably result in the very discrimination 
which the act was designed to remedy, for shippers who could 
not afford to furnish private cars would be unable to ship com- 
modities such as were under consideration over the N. & W.’s 
line. 

“A shipper’s right to transportation,” says Carney’s report, 
“cannot be made dependent upon his ability to purchase private 
cars.” 


STONE CRUSHING MACHINERY RATE 


In a proposed report in No. 20051, Hardaway Contracting 
Company vs. Chattahoochee Valley et al., Examiner Lewis L. 
Prout has recommended that the Commission find unreasonable 
the rate on stone crushing and concrete mixing machinery, car- 
loads, from Riverview, Ala., to Norfleet, Fla., to the extent it 
exceeded 61.5 cents and award reparation. The shipment in 
question moved in 1927. Reparation only was sought. 


WALNUT AND HICKORYNUT RATE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner F. D. Binkley in No. 
20486, T. A. Winkleman vs. St. L.-S. F. et al., as to the rate on 
walnuts and hickory nuts, in mixed carloads, from Rogers, 
Ark., to Denver, Colo. Binkley said the Commission should find 
the rate assailed was and is unreasonable to the extent it ex- 
ceeded, exceeds, or may exceed 91 cents, minimum 30,000 
pounds, and prescribe that rate for the future. 


POLISHED MARBLE SLAB RATE 


Attorney-Examiner John H. Howell, in No. 20534, Hilgart- 
ner Marble Company vs. Ann Arbor et al., has proposed that 
the Commission find unreasonable the rates in effect prior to 
April 30, 1928, on carloads of polished marble slabs so packed 
as to prevent the shifting of the load and insure safe transpor- 
tation from Baltimore, Md., to destinations in Southern and 
Official classification territories. He said the Commission should 
award reparation and authorize the railroads to waive the col- 
lection of outstanding undercharges. 

The complaint arose from the operation of the classifica- 
tion rule providing higher ratings when shipments are not 
made in boxes or crates, or, in the case of blocks or pieces 
when the finished surfaces are not protected by boxes or crating, 
securely strapped to each piece. Since the hearing, Howell 
said the cause of complaint had been removed and there re- 
mained only the question of the reasonableness in the past of 
the ratings and rates assailed. On April 30, 1928, the classifi- 
cation rule was changed so as to prevent the penalizing of ship- 
ments made in the manner used in this case. 

Defendants, the examiner said, offered evidence only as to 
the impracticability of making effective at an earlier date the 
classification change which removed the cause of complaint. 
They called attention to the fact that the complainant was the 
only applicant for the change. Howell said the Commission 
should find the rates assailed were unreasonable to the extent 
they exceeded fifth class to points in Official territory, and 
sixth, to destinations in Southern territory. 


ALFALFA MEAL RATES 


Dismissal of No. 20522, Rupert Milling Co. vs. Oregon Short 
Line et al., has been recommended by Examiner R. J. Olentine, 
on a finding that the rates on alfalfa meal, carloads, from 
Rupert, Ida., to Portland, Albina and East Portland, Ore., are 
not unreasonable or otherwise unlawful. 


HARD COAL CHARGES 


Examiner F. D. Brinkley, in No. 20375, Wallace Coal Co. 
vs. St. Louis & Hannibal et al., has recommended that the 
Commission find that the applicable freight charges on a car- 
load of anthracite coal from Shamokin, Pa., originally consigned 
to St. Louis, Mo., there reconsigned to St. Charles, Mo., and 
thence reconsigned or reforwarded to Bowling Green, Mo., based 
upon the combination of rates to and from St. Louis or St. 
Charles, plus the local rate from -St. Charles to Bowling Green, 
should be found not unreasonable. He said, however, that the 
collection of reconsignment charges in addition to the collec- 
tion of the local rates to and from reconsignment points, should 
be found unreasonable. He said that discontinuance of the prac- 
tice of imposing the reconsignment charges, under conditions 
such as disclosed in this case, should be required. He said that 
the Commission should authorize the waiying of outstanding 
undercharges in the amount of the reconsigning charges. This 
recommendation is in line with the Commission’s decision in 
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Sofranscy Co. vs. R. Co., 129 I. C. C. 617, and the cases therein 
cited. 


GLASS BOTTLE RATE CASE 


A finding of unreasonableness and of misrouting, together 
with an award of reparation, and an order establishing a new 
rate on glass bottles, have been recommended by Examiner 
H. L. Main in No. 20512, Berney-Bond Glass Co. vs. Lake Erie, 
Franklin & Clarion et al., as to the rate on glass bottles, car- 
loads, from Clarion, Pa., to Nashville, Tenn. Main said the 
rate assailed should be found to have been, and to be unreason- 
able to the extent it exceeded or might exceed 66.5 cents. 


PETOSKEY (MICH.) EXTENSION CASE 


In a proposed report in finance No. 6705, proposed con- 
struction of line by Grand Rapids & Indiana and the Penn- 
sylvania, Examiner Thomas F. Sullivan has recommended that 
the Commission find that the present and future public con- 
venience and necessity had not been shown to require the con- 
struction of an extension of the G. R. & I. from its present 
terminus in Petoskey, Mich., 1.79 miles to the plant of the 
Petoskey Portland Cement Co., on Little Traverse Bay. 

Sullivan said the sole purpose of the proposed extension 
was to enable the Pennsylvania, through its subsidiary, to serve 
the cement plant. The Pere Marquette opposed the issuance 
of the desired certificate. Sullivan said there was nothing of 
record to indicate that any material benefit would be derived 
by the handling of inbound traffic by the Pennsylvania, nor, 
he added, was it contended that more favorable rates could 
be procured. On the other hand, Sullivan said, the testimony 
showed that the Pere Marquette could handle, with its present 
facilities, at least four times the volume of traffic now moving 
to and from Petoskey, and that it was prepared: to expand its 
facilities whenever the need for such expansion arose. 





WESTERN PACIFIC CONSTRUCTION 


The Commission, by division 4, in finance No. 6564, con- 
struction of extension by Western Pacific, has authorized the 
applicant to construct a branch line at Wells, Nev., to a con- 
nection with the Oregon Short Line, a distance of about 6,200 
feet. The Southern Pacific and the Central Pacific protested 
against the application on the ground that it would be a waste 
of money to duplicate facilities the Central Pacific had at Wells 
for interchanging traffic between the applicant and the Oregon 
Short Line; and that the viaduct, by which the Western Pacific 
would cross the Central Pacific, would encroach upon the lat- 
ter’s right-of-way at a point where ground for additional tracks 
would be needed. In granting the application, the Commission 
said its finding was not to be construed as approval of any 
particular type of viaduct over the right-of-way of the Southern 
Pacific-Central Pacific. 


ABANDONMENT OF OPERATION 


In finance No. 6412, abandonment of operation of line by 
Chicago, Rock Island & Pacific Railway Co., the Commission, 
by division 4, has authorized the Rock Island and the Choctaw, 
Oklahoma & Gulf Railroad Company to abandon operation of the 
line of railroad extending from a point at or near the northerly 
limits of Newport, Ark., to Jacksonport, Ark., a distance of 
3.412 miles. The Rock Island asked authority to abandon op- 
eration of the line and both applicants sought authority to 
abandon the line. The Commission denied the application in 
so far as it sought authority to abandon the line. ; 

The line is a part of the White & Black River Valley and 
the company owning it, which had leased the line to the 
Choctaw, which in turn was leased to the Rock Island, did 
not concur in the application. 

“While the rights of the applicants in the line in question 
are created by lease,” said the Commission, “it is urged that 
the contractual rights and obligations, and their enforcement, 
are not matters for us to consider. In our opinion we are 
without authority to authorize the abandonment of a lessor’s 
property without its consent, upon the application of a lessee.” 


As to the effect of an act of the Arkansas legislature, the 
Commission said: 


Under stipulation of the parties there was introduced in evidence 
a copy of an act of the legislature of Arkansas, approved May 31, 
1909, which requires the Rock Island to operate a regular passenger 
train each way daily between Brinkley, Ark., and Jacksonport, and 
to operate a freight train one way every other day, Sunday ex- 
cepted, between the same points. A penalty is provided of not less 
than $50 and not more than $200 for each day or part of a day the 
act is violated. The track which it is proposed to abandon forms 
part of the line between Brinkley and Jacksonport. Suit has been 
brought to recover penalties claimed to be due under this statute, and 
is now pending. This statute can not deprive us of the jurisdiction 
conferred by the transportation act, 1920, nor can it interpose any 
obstacle to the exercise of that jurisdiction. 


CHANGE IN DOCKET 
Hearing in No. 19623, W. J. Small et al. vs. A. & S. Ry. et 
al., assigned for June 21, at Ft. Worth, Tex., before Commis- 
sioner Taylor and Examiners Worthington and Walsh, was post- 
poned to a date to be hereafter fixed. 
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P. & W. VA. EXTENSION 


The Commission, by a vote of five to four, in finance No, 
6229, has authorized the Pittsburgh & West Virginia to exteng 
its line from Cochran’s Mill to Connellsville, Pa., a distance of 
about 38 miles, at an estimated cost of $12,800,000. Request by 
the applicant for permission to retain excess earnings has been 
denied. 

Had Commissioner Meyer, necessarily absent, been present 
he would have voted against the report. A statement to that 
effect was made part of the report. Commissioner Farrell did 
not participate in the disposition of the case, which declaration 
was also made a part of the report. Meyer’s voice would have 
made the vote five to five. 

Commissioner Eastman wrote a dissent. In that he wag 
joined by Commissioners Aitchison, Woodlock and Brainerd, 

Although saying that the representation that the extended 
line might furnish, in combination with other roads “a new and 
independent through route from the steel-producing territory, 
Lake Erie, and points beyond to the port of Baltimore,” the 
Commission said the application was considered “separate and 
distinct from the question of grouping of the railroads into a 
limited number of systems.” It said the application covered a 
construction that the present and future public convenience did 
require. 

The Commission said that the two strongest arguments in 
favor of the new line were: That it would open up a new 
route through the Pittsburgh district which would avoid the 
yards and junction points where congestion was now liable to 
occur, and that it would provide a permanent connection be- 
tween the Pittsburgh & West Virginia and the Western Mary- 
land so that they might, in combination with the Wheeling & 
Lake Erie, and possibly the Wabash, furnish the new route 
hereinbefore described. 

“Both of these arguments,” says the report, “have weight. 
In times of traffic congestion, conditions in the Pittsburgh dis- 
trict have always been particularly serious, and there is also 
much to be said for a new through route which may improve 
the situation of the Western Maryland and the Wheeling & 
Lake Erie, to say nothing of the port of Baltimore.” 

Extension of the line was opposed by the Pennsylvania, 
the Nickel Plate, the Baltimore & Ohio and the Wheeling & 
Lake Erie, the latter one of the companies mentioned as one 
of the members of the “new and independent through route.” 

The report is divided into two parts. The first has to do 
with the physical and traffic conditions brought forward to 
show the need for a new route, its cost, which the Baltimore & 
Ohio estimated at something more than $22,000,000 as compared 
with $12,800,000, the estimate of cost made by the applicant. 
The second has to do with the proposition of the applicant that 
the construction of the extension is necessary to the saving of 
ieself as a transportation agency. In connection with that 
there are references to the plan for four trunk line systems in 
the east; also to the recommendation of Professor Ripley that 
there be a fifth system in which the Pittsburgh & West Vir- 
ginia, Western Maryland and Wabash should be components. 

The Commission did not rest its decision upon the facts 
pertaining to construction, operation and traffic. Therefore the 
report has been looked upon as at least not closing the door 
against the proposed fifth trunk line system in the east. De- 
nial of the application, the thought was, would have been taken 
as indicating a strong leaning, on the part of the Commission, 
toward the four-trunk-line-system plan. In disposing of the 
case, the Commission said: 


To rest a decision solely upon the foregoing considerations (con- 
struction, operation and traffic facts) would be to ignore what must 
be regarded as the applicant’s principal contention, which has to do 
with the future of the Pittsburgh & West Virginia as an independent 
transportation agency. As has been indicated, the principal connec- 
tion of the Pittsburgh & West Virginia on the west is the Wheeling 
& Lake Erie, through which it participates in traffic to and from 
Ohio, Michigan, Indiana, Illinois and the west generally. Witnesses 
for the Pittsburgh Steel Co. placed great importance upon the utility 
of the routes to St. Louis and other points in mid-western territory 
by way of the Pittsburgh & West Virginia, the Wheeling & Lake 
Erie, and western connections. In the early months of 1927, the 
New York Central,.Baltimore & Ohio, and New York, Chicago & St. 
Louis secured a majority of the stock of the Wheeling & Lake Erie, 
with the ultimate purpose of sharing the control of that line as a 
feature of a four-system plan for consolidation of carriers in eastern 
trunk line territory. This commission, however, has denied an appli- 
cation of the principal officers of these three lines to become members 
of the board of directors of the Wheeling & Lake Erie. At about 
the same time, the Baltimore & Ohio acquired a large stock interest 
in the Western Maryland, with which it competes between Connells- 
ville and Baltimore, but the question of the legality of this control 
is now before this commission. It also appears that the Baltimore 
& Ohio and the Wheeling & Lake Erie have entered into a traffic 
agreement whereby the principal interchange of freight between those 
companies is at Terminal Junction, a point near Wheeling. Inter- 
change through this junction involves the use of the Baltimore & 
Ohio line to the east through Grafton, W. Va., and Cumberland, 
Md., instead of the route through Connellsville. The Wheeling & 
Lake Erie intervened in opposition to the application, which may be 
explained by its control by the Baltimore & Ohio, the Nickel Plate 
and the New York Central, and stated, among other things, that it 
preferred interchange on eastern traffic with the Baltimore & Ohio at 
Terminal Junction, instead of using the route by way of the Pitts- 
burgh & West Virginia, as the former would give it an increased 
haul of about twenty-eight miles. It fears that the construction of the 
proposed extension might result in diversion of traffic to the less 
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favored route and might also result in the closing of a present avail- 
able route over the Pittsburgh & West Virginia with interchange with 
the Baltimore & Ohio at Bruceton, on the West Side Belt. The West- 
ern Maryland, like the New York Central, took no formal part in 
this proceeding. | ; al 

Under these circumstances, the Pittsburgh & West Virginia fears 
not only that its future expansion will be prevented but that its 
present business and investment are jeopardized by the plans of the 
trunk lines; and that its future prosperity and utility depend upon the 
prevention of the consummation of those plans. It refers to the 
report of Professor Ripley upon the consolidation of railroads, in 
which he discussed the advisability of joining the lines of the Western 
Maryland and the Pittsburgh & West Virginia by rew construction, 
thus creating a new through route to Baltimore, to be made a rart 
of a system of which the Delaware, Lackawanna ¢ Western and 
the New York, Chicago & St. Louis would be the principal lines. 
Therefore, whether or not the proposed extension can be justified 
merely as an additional railroad facility without regard to its rela- 
tionships, it must also be tested by its possible utility as a necessary 
link in a through transportation system connecting the eastern sea- 
board with the middle west and competing with other systems 
serving those sections, The proposal raises the question as to whether 
the port of Baltimore should be served merely by two competitive sys- 
tems, the Pennsylvania and the Baltimore & Ohio, or should be 
served also by a third system, competing with both the others. A 
representative of the Western Maryland attended the hearing, and 
upon request that company filed a profile of its line between Balti- 
more and Connellsville, showing grade and curvature, for comparison 
and for use in connection with similar information furnished by the 
applicant, the Wheeling & Lake Erie, the Pennsylvania, and the 
Baltimore & Ohio. Testimony was also adduced as to other char- 
acteristics of the lines thus compared, bearing particularly upon the 
capacity of the lines for additional traffic and for development. 

The two strongest arguments in favor of the new line are (1) 
that it will open up a new route through the Pittsburgh district 
which will avoid the yards and junction points where congestion is 
now liable to occur, and (2) that it will provide a permanent con- 
nection between the Pittsburgh & West Virginia and the Western 
Maryland so that they may, in combination with the Wheeling & 
Lake Erie and possibly the Wabash, furnish a new and independent 
through route from the steel-producing territory, Lake Erie, and 
points beyond to the port of Baltimore. Both of these arguments 
have weight. In times of traffic congestion, conditions in the Pitts- 
burgh district have always been particularly serious, and there is 
also much to be said for a new through route which may improve 
the situation of the Western Maryland and the Wheeling & Lake 
Erie, to say nothing of the port of Baltimore. ... 

In addition to these facts, the tentative plan of Professor Ripley, 
which was made a part of a report of this commission, prepared and 
served under paragraphs (4) and (5) of section 5 of the interstate 
commerce act, grouped the Pittsburgh & West Virginia with the 
Western Maryland and the Wheeling & Lake Erie. He said: 

“The Western Maryland would appear more satisfactory to serve 
the public interest as a western outlet for a through route from 
Lake Erie via Pittsburgh. One such route by a short piece of in- 
termediate construction could be formed with the Wheeling & Lake 
Erie. .. . A natural through route is indicated, especially in con- 
nection with the now reorganized Pittsburgh & West Virginia ter- 
minals in Pittsburgh.” 

As against the strong evidence as to the present or future public 
convenience and necessity for the construction of this connecting 
link, the intervening railroads objecting to the granting of this peti- 
tion have not seriously attempted to contradict any of the testimony 
here referred to, but have rested their objection, at least mainly, if 
not entirely, upon an estimate of the cost of this work, which seems 
to be excessive, and for which they incur no direct liability. 


It should be borne in mind that this application is for an exten- 
sion of a line of raliway, and should be and is here considered by us 
separate and distinct from the question of any future grouping of 
the railroads into a limited number of systems, and, in our judgment, 
covers a construction that the present and future public convenience 
and necessity does require. 


Upon the facts presented we find that the present and future 
public convenience and necessity require the construction by the 
Pittsburgh & West Virginia Railway Company of the extension of 
its line of railroad in the counties of Allegheny, Washington, West- 
moreland, and Fayette, Pa., as described in the application. In our 
opinion the matters of record do not justify the grant of permission to 
retain the excess earnings from the proposed extension, 


Commissioner Eastman said he was inclined to believe that 
the question raised in the case was more far-reaching than 
appeared on the surface and that it had an important bearing 
upon the much broader question of the proper grouping of 
lines in eastern territory that might be formulated. He said: 


According to the majority, the two strongest arguments in favor 
of the new line are (1) that it will open up a new route through the 
Pittsburgh district which will avoid points where congestion is liable 
to occur, and (2) that it will in connection with the Wheeling & 
Lake Erie, the Western. Maryland and possibly the Wabash furnish 
a new and independent through route from the steel-producing terri- 
tory, Lake Erie and points beyond to the port of Baltimore. I agree 
that these are the strongest arguments, and they are appealing. But 
when the situation is analyzed the record does not, in my opinion, 
justify a grant of the desired certificate at the present time. 

The “two strongest arguments” above mentioned are really one, 
for unless the new line becomes part of a new and independent route 
so operated that it will attract through traffic from other routes, it 
will be of little avail in lessening the danger of congestion at Pitts- 
burgh. But obviously the Pittsburgh & West Virginia cannot develop 
such a new through route unaided; it must have the help of friendly 
and cooperative connections at either end. On the west the con- 
nection is the Wheeling & Lake Erie, which is now in control of 
three trunk lines, two of which are here in active opposition to the 
applicant. On the east the connection is the Western Maryland, in 
which the Baltimore & Ohio, one of these opposing trunk lines, now 
has a large and probably dominating financial interest. So long as 
this situation continues to exist, it is inconceivable that the applicant 
would be justified in embarking upon the heavy expenditures involved 
in the construction of the new line. Whether or not the interests 
of the trunk lines in the Wheeling & Lake Erie and the Western 
Maryland involve a violation of the so-called Clayton Act is a question 
which we now have under consideration in formal proceedings which 
we have instituted. The determination of that question is manifestly 
of vital importance to the plans of the applicant, and hence it is vital 
to our findings here. I am unable to see how we can find that public 
convenience and necessity require the construction of a line which 
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would be well nigh useless under conditions which now exist and 
which, so far as we now know, may perhaps persist. 

Furthermore, quite apart from the considerations just mentioned, 
the record in this proceeding does not show any too clearly that a 
new and independent through route between Baltimore, the Pitts- 
burgh district, Lake Erie, and points beyond is necessary or desirable 
in the public interest. I am quite prepared to believe that it is, but 
is that fact shown by this record. The shippers of Baltimore, the 
city which according to the majority has more to gain than any other 
from the new route, were conspicuous at the hearing by their absence. 
What influence may have kept them away we do not know, but at all 
events they contributed nothing to the record. The same may be 
said of the shipping interests in the territory west of Pittsburgh. 
If they need a new and independent through route to and from 
Baltimore, they did nothing to enlighten us on that point. Indeed 
very little evidence was presented by shippers that might be con- 
cerned in the development of the new through route, save and except 
shippers in the Pittsburgh district located on or near the proposed 
connecting line. 

I am inclined also to believe that the question raised as to this 
new and independent through route is more far-reaching than appears 
on the surface, and that it has an important bearing upon the much 
broader question of the proper grouping of the lines in eastern terri- 
tory under any consolidation plan that may be formulated. Even 
if the Pittsburgh & West Virginia, Wheeling & Lake Erie, and West- 
ern Maryland were united in this new enterprise, a system made 
up of those three roads alone would be in danger of falling into the 
‘‘weak sister’ class. To give the new route strength other and more 
important affiliations would probably be necessary. The Wabash 
furnishes a possibility, but there is nothing in this record which 
enables us to appraise that or any other similar contingency. A more 
comprehensive record, if not a broader proceeding, is necessary before 
we can wisely determine these matters. 

Finally I am impressed by the costly character of the construction 
proposed, even if applicant’s estimates of cost be accepted. There 
seems at least a possibility that the desired connection between the 
Western Maryland and the Pittsburgh & West Virginia might be 
secured at less cost and with equal advantage by a grant of trackage 
rights to the latter over the water-level line of the Pittsburgh & Lake 
Erie, combined, perhaps, with certain new construction of a relatively 
minor character. Whether or not such trackage rights would serve 
the desired purpose and would be granted by the Pittsburgh & Lake 
Erie this record does not disclose, but at least the New York Central, 
which controls the Pittsburgh & Lake Erie, has manifested no hostility 
to the new enterprise, and the possibility is one which ought to be 
canvassed. 

Under all the circumstances it seems to me that decision upon the 
application ought either to be held in abeyance for the present, or that 
it ought to be dismissed without prejudice to its renewal at a later 
date in the light of developments in proceedings now pending, and 
preferably in connection with proceedings involving the general ques- 
tion of the unification or grouping of systems in eastern territory. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 6830, authorizing the Sea- 
board Air Line Railway Co. to abandon a branch line of railroad in 
Colleton county, S. C. (extending from a connection with its main 
line at M. P. 452.6 in a southerly direction to the territory known as 
“Fenwick Island,’ a distance of 7.91 miles), approved. 

Report and order in F. D. No. 6929, authorizing the Terminal 
Railroad Association of St. Louis to issue $7,000,000, principal amount, 
of 41% per cent refunding and improvement mortgage bonds, series of 
1928, to be sold at not less than 97 per cent of par and accrued in- 
terest, and the proceeds to be used to retire certain bonds which 
will mature in 1929, approved. 

Report and order in F. D. No. 6843, and 6844, (1) authorizing the 
Kansas City & Grandview Railway Co. to issue $3,000,000 of first- 
mortgage guaranteed gold bonds, series A; said bonds to be sold at 
not less than 96.05 per cent of par and accrued interest from June 
1, 1928, and the proceeds used to finance the cost of constructing 
13.24 miles of railroad in Jackson county, Mo., terms and conditions 
prescribed; (2) authorizing the Kansas City Southern Railway Co. 
to assume obligation and liability, as guarantor, in respect of the 
payment of the principal of and interest on $3,000,000 of Kansas City 
& Grandview Railway Co. first-mortgage guaranteed gold bonds, series 
A; and (3) acquisition by the Kansas City Southern Railway Co. of 
control of the railroad and property of the Kansas City & Grandview 
Railway Co., under lease, approved. 

Report and certificate in F. D. Nos. 6850 and 6848, authorizing 
the Live Oak, Perry & Gulf Railroad Co. to abandon, (1) part of a 
line of railroad in Taylor and Jefferson counties, Fla., and (2) part 
of a branch line of railroad in LaFayette county, Fla., approved. 

Report and certificate in Finance Docket No. 6904, authorizing the 
Illinois Traction, Inc., to abandon, and the Illinois Terminal Co., 
lessee, to abandon operation of, that portion of the Ogden-Homer 
branch extending from State Road Elevator to Homer, in Champaign 
county, Ill, approved. 

Report and certificate in F. D. No. 6864, authorizin 
tiorl by the Chesapeake & Potomac Telephone Co. of 
properties of the Russell Telephone Co., approved. 
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‘FINANCE APPLICATIONS 


Finance No. 6965. Atchison, Topeka & Santa Fe Railway Co. 
asks authority to issue $14,691,000 of 4% per cent California-Arizona 
lines first and refunding mortgage bonds, to dispose of the bonds 
as may be authorized by its board of directors but for not less than 
par and accrued interest, and to apply the proceeds realized therefrom 
to the reimbursement of its treasury for advances made to the Cali- 
fornia, Arizona & Santa Fe Railway Co. 

Finance No. 6968. Pennsylvania Railroad Co. asks authority, under 
paragraph 2 of section 5 of the interstate commerce act, to lease 
the railroad and property of the Pennsylvania Tunnel & Terminal 
Railroad Co. for a period of 999 years from July 1, 1928. The appli- 
cant owns the entire outstanding capital stock of the tunnel and 
terminal company. It says the application is made in furtherance 
of its policy to obtain unity of operation and management of the 
railroad properties that are a part of the Pennsylvania system in 
order that the same may be better developed, extended and financed, 
and to serve the interests of the public by operation of said rail- 
road properties in connection with the lines of railroad now owned, 
operated and managed by the applicant. The lease provides that 
the lessee shall pay the interest on bonds, organization expenses, and 
5 per cent on the outstanding capital stock of the tunnel and terminal 
company. ; 

Finance No. 6957. Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co. asks authority to issue and sell $8,911,000 of 4% per cent 
equipment trust certificates, series E, F, G and H, at 97.55 per cent of 
+ af aaa amount and accrued dividends, to Halsey, Stuart & 
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Finance No. 6960. The Canton & Carthage Railroad Co. asks 
authority to construct and operate a line of railroad between Canton 
and Carthage, Miss., including the acquisition of a non-carrier line 
and the right to operate, under contract, over approximately 1.15 
miles of track of the Illinois Central, to and from the passenger 
station at Canton, Miss., to retain excess earnings and to issue capital 
stock and promissory notes. The line to be acquired belongs to the 
Pearl River Valley Lumber Co., and embraces approximately 33 
miles of railroad, of which 11 miles have been constructed. The 
applicant proposes to complete the construction of the remaining 22 
miles. The applicant asks authority to issue $100,000 of capital stock 
and $400,000 of notes. The line will traverse territory not now served 
by any line of railroad, according to the application. 

Finance No. 6961. Union Pacific Railroad Co. asks authority to 
operate as a branch line trackage constructed to serve the so-called 
Fairfax industrial district north of Kansas City, Kan. 

Finance No. 6729. Amended application of San Luis Valley South- 
ern Railway Co. asking authority to issue 20,000 shares of common 
capital stock of par value of $10 a share, and $100,000 of first mort- 
gage bonds, to purchase the line of railway formerly operated by the 
San Luis Southern Railway Co. and C. A. Robinson, receiver. 

Finance No. 6963. Pajaro Valley Consolidated Railroad Co. asks 
authority to abandon approximately 40 miles of line in Monterey 
and Santa Cruz counties, Calif. The main line extends from Spreckels 
to Watsonville, a distance of approximately 27 miles. The applica- 
tion also covers three short branches, called the Alisal, Buena Vista 
and Salinas branches. Lack of business is assigned as the reason for 
desire to abandon the line. Anes said there had been no in- 
terstate traffic moved over the line in the last five years and such 
intrastate traffic that had moved was practically all for the business 
of the Spreckels Sugar Co. that owned the majority of the stock of 
the railroad company. 

Finance No. 6964. Chicago, Attica & Southern Railroad Co. asks 
authority to issue $10,000 of §0-day notes and to pledge $44,000 of 
first refunding mortgage 6 per cent bonds as security therefor. The 
notes are to be issued to take care of the applicant’s interline ac- 


counts. 
Finance No. 6969. Alabama & Western Florida Railroad asks 


authority to operate its present line of railroad extending from Chipley 
to Southport, Fla. 

Finance No. 6970. Southern Pacific Railroad Co. and Southern 
Pacific Co. asks authority to construct a line of railroad between 
Martinez and Goodyear, in Contra Costa and Solano counties, Calif., 
a distance of approximately 6 miles. The applicants propose, when 
the new line has been completed, to abandon their existing car ferry 
operation between Port Costa and Benicia. 

Finance No. 3385. Cambria & Indiana Railroad Co. asks extension 
of time within which to complete construction of an extension of its 
line in Cambria county, Pa. Applicant asks that date for completion 
be postponed until such time that proceedings involving rates _ on 
coal from district to be served by the extension have been concluded. 


COMMISSION ORDERS 


Finance No. 164, final settlement with Liberty-White Rail- 
road. Petition of Liberty-White Railroad filed May 17, 1928, 
for reopening and rehearing, denied. 

Finance No. 4993, acquisition and construction of line by 
Columbia & Cowlitz. Time prescribed in said certificate and 
order, as extended, within which the Columbia & Cowlitz Rail- 
way shall complete construction of extension of line of railroad 
therein authorized has been further extended to December 31, 
1928. 

Finance No. 4505, construction and operation of Los Angeles 
Junction. Time prescribed in said certificate within which Los 
Angeles Junction Railway and Central Manufacturing District, 
Inc., or either of them, shall complete construction of line of 
railroad therein authorized has been extended to June 30, 1929. 

No. 18464, Austin Powder Co. vs. Wheeling & Lake Erie 
et al.; No. 15924, Grasselli Powder Co. vs. Akron, Canton & 
Youngstown et al., and No. 16938, E. I. DuPont De Nemours 
& Co. vs. Baltimore & Ohio et al. Proceedings reopened for 
reconsideration on records as made. 

No. 19713, C. W. Zaring & Co. vs. Pennsylvania et al. Com- 
plainant’s petition for reconsideration and oral argument denied. 

_ No. 18358, Bear Brand Hosiery Co. vs. Atlanta, Birmingham 
& Atlantic et al. Southeastern and Carolina lines for post- 
ponement of effective date of order, rehearing and reargument 
denied. 

No. 18755, Burger Bros. Co. vs. Akron & Barberton Belt 
et al. Complainant’s petition for reconsideration on record as 
made, denied. 

No. 18434, Meyenberg Evaporated Milk Co. vs. Chicago & 
——. Western et al. Complainant’s petition for rehearing 
enied. 

No. 19183, Jonesboro Freight Bureau et al. vs. Missouri- 
Kansas-Texas et al. Complainants’ petition for rehearing on 
record as made and for modification of findings of fact, of 
decision and order, denied. 

No. 20482 (Sub. 1), West Virginia Pulp and Paper Co. vs. 
Central of Georgia et al. The Mead Fibre Co. and Mead Pulp 
and Paper Co. permitted to intervene. 

No. -20912, Illinois Coal Traffic Bureau vs. Alton & Eastern 
et.al. Beloit Commercial Club and Fairbanks, Morse & Co. per- 
mitted to intervene. 

No. 21012 and Sub. Nos. 1 and 2, Interstate Commerce Com- 
mission vs. Baltimore & Ohio et al. The Pittsburgh & West 
Virginia permitted to intervene. 

No. 18468, S. J. Peabody Lumber Co. vs. Pennsylvania et al. 
Complainant’s petition for reargument and _ reconsideration 
denied, in view of division 4 reopening same for reconsideration. 

No. 18641, Potomac Electric Power Co. et al. vs. Chesapeake 
& Ohio et al. Defendants’ petition for reopening for argument 
before entire Commission, postponement of effective date of 
order, or modification of order by eliminating the finding of 
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prejudice against the rates to points on Baltimore & Ohio 
delivery at Washington, denied. 

No. 20844, Americus Grocery Co. et al. vs. Alabama Great 
Southern et al. Atlantic Ice Cream Co.; Alfred Dorman; W. W. 
McElmurray; Smith Bros. Co.; Sol Loeb Co.; Thornton Grocery 
Co.; Tribole-Wilson & Co.; West Point Wholesale Grocery Co.: 
Whitehead & Gholston; John R. Whitman; and Swift & Co. 
permitted to intervene. 

No. 20844, Sub. 1, Kingmann & Everett, Inc., et al. vs. Ala- 
bama Great Southern et al. Lowell Bleachery, South permitted 
to intervene. 

The petition filed by the Texas and New Orleans in Fourth 
Section Application 13334, for a modification of Fourth Section 
Order No. 9778, Commodity Rates from and to New Orleans, 
entered therein March 30, 1928, has been denied. 

No. 20999, East Texas Chamber of Commerce vs. Santa Fe 
et al. Larsson Traffic Service and California Redwood Assn. 
permitted to intervene. 

Finance No. 6409, in- the matter of the joint application of 
Great Northern Pacific and Spokane, Portland and Seattle for 
authority to the first-named company to acquire control by 
lease and to operate the railroad of. the latter company; to 
issue capital stock and assume certain liabilities, and finance 
No. 6410, in the matter of the application of the Great Northern 
Pacific, Northern Pacific and Great Northern for authority to 
the first-named company to acquire control of the other two 
named companies by purchase of capital stock and to lease 
their railroads. The application of the Chicago Great Western 
in so far as permission to intervene therein and be treated 
as a party thereto is granted, but as to further hearing is denied. 

Finance No. 6895, in the matter of the application of the 
Pere Marquette for a certificate to construct lines of railroad 
in Livingston, Oakland and Macomb counties, Michigan. Michi- 
gan Air Line, Canadian National, Detroit, Grand Haven & 
Milwaukee and Pontiac, Oxford & Northern permitted to in- 
terfere. 

No. 19309, Prairie Pipe Line Co. vs. Missouri Pacific et al. 
Complainant’s petition for rehearing and/or modification denied. 

No. 19052, Zion Institutions & Industries vs. New York 
Central et al. Complainant’s petition for reopening, rehearing 
and reconsideration by entire Commission or by division 3, or 
reconsideration by the entire Commission or by division 3, on 
the present record solely on question of unreasonableness of 
rates in past and reparation, denied. 

No. 17741, E. Morgan & Brother vs. Illinois Central et al. 
Complainant’s petition for rehearing or reconsideration denied. 

No. 16258, Grand Island Chamber of Commerce vs. Burling- 
ton et al. Complainant’s petition for rehearing and for indefi- 
nite postponeemnt of order of the Commission of March 9, 
1928, and order supplementary thereto which grants the de- 
—— permission to publish required rate on short notice, 

enied. 

No. 21025, Dann-Gerow Co., Inc., et al. vs. Alabama Great 
Southern et al. Florida East Coast has been dismissed as party 
thereto. 

No. 20509, White Eagle Oil and Refining Co. et al. vs. Great 
Northern et al. The Texas Co. and Continental Oil Co. per- 
mitted to intervene. 

No. 20482, R. T. Vanderbilt Co., Inc., et al. vs. Atlantic 
Coast Line et al. United States Potters’ Association and the 
Golding Sons’ Co. permitted to intervene. 

No. 20618, Anchor Coal Co. et al. vs. Alton & Southern 
et al. Wrought Iron Range Co., the Buck’s Stove and Range 
Co., Liggett & Myers Tobacco Co. and Bemis. Bro. Bag Co. 
permitted to intervene. 

No. 17032, Florence Chamber of Commerce vs. Alabama & 
Vicksburg et al. Louisville & Nashville petition granted as 
to one route of 41 45-100 per cent circuity and denied as to all 
other routes. 

No. 13413, in the matter of automatic train control devices. 
The Central Railroad of New Jersey has been granted authority 
to exempt certain Pennsylvania Railroad locomotives from the 
requirements of Commission’s order of January 14, 1924, as 
amended. 

No. 20917, Wisconsin Paper & Pulp Manufacturers’ Traffic 
Assn. vs. Chicago & North Western et al. Cornell Wood Prod- 
ucts Co. and Chamber of Commerce of Shreveport, La., per- 
mitted to intervene. 

No. 20357, Brown Cracker and Candy Co. vs. Missouri-Kan- 
sas-Texas et al. Consolidated Paper Co. permitted to intervene. 

No? 21042, Anglo Canadian Pulp & Paper Mills, Ltd., et al. 
vs. Algoma Central & Hudson Bay et al. Publishers’ Assn. of 
New York City and American Newspaper Publishers’ Assn. 
permitted to intervene. , 

No. 20613, Anchor Coal Co. et al. vs. Alton & Southern et 
al. The Medart Co., Fayette R. Plumb and Donk Bros. Coal 
and Coke Co. permitted to intervene. 

No. 21032, Interstate Commerce Commission vs. Baltimore 
& Ohio. The Business Protective Association permitted to in- 
tervene. 

No. 20775, Southwest Utility Ice Co. et al. vs. Santa Fe et 
al. and No. 20778, Fort Smith Traffic Bureau et al. vs. Arkansas 
Valley Interurban et al. American Salt Corp.; The Barton Salt 
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Co.; The Carey Salt Co. and Western Salt Co. permitted to in- 
vene. 

” No. 15928, Lobman, Moog & Co. et al. vs. Milwaukee et al. 

The order’heretofore entered in this case, dated June 5, 1928, 

which by its terms is effective July 18, 1928, has been modified 

so as to become effective August 8, 1928. 

No. 18773, Manufacturers’ Traffic Bureau for The Com- 
pound & Pyrono Door Co. vs. Baltimore & Ohio et al. The 
order entered in this proceeding on May 2, 1928, has been mod- 
ified to extent of requiring establishment of rates prescribed, 
on or before September 23, 1928, instead of July 23, 1928. 

I. & S. 2595, meats and packing house products to, from, 
and between Southwestern and Western Trunk-Line points. 
The order of January 9, 1928, has been further modified to the 
extent of requiring cancellation of said schedules on or before 
September 3, 1928, instead of July 5, 1928. 


HOCH-SMITH COTTON 


The Commission, under date of June 21, has announced its 
further program in respect of No. 17000, part 3, Hoch-Smith 
cotton, and the dozens of cases joined with it, as follows: 


The above-entitled proceedings are assigned for hearing before 
Examiner G. H. Mattingly at the Lee Huckins Hotel, Oklahoma City, 
Okla., at 10 o’clock a. m., on July 18, 1928. This hearing is assigned 
pursuant to request of counsel for the Corporation Commission of 
Oklahoma for a ‘‘hearing in Oklahoma for rebuttal on the testimony 
of the carriers dealing with the question of ‘the existing depression 
in agriculture’ under the Hoch-Smith resolution.’”’ The hearing will 
be limited to such rebuttal, such proper surrebuttal as opposing 
parties may desire to present, and cross examination of witnesses 
referred to on page 6680 of the record whose evidence in the original 
proceeding in No. 17000 and Ex Parte 87 counsel for the Corporation 
Commission of Oklahoma desires to use in the instant proceeding, 
it being understood that such evidence may be so used only in the 
event that the witnesses who presented it are produced for cross 
examination in the instant proceeding. 

It appears desirable at this time to make an announcement as 
to one or two questions which were left in a condition of uncertainty 
at the conclusion of the previous hearings. 

A proposal was made to consolidate No. 17567, Dallas Cotton 
Exchange et al. vs. Abilene & Southern et al., with the instant pro- 
ceeding. It has been decided that this consolidation will not be made. 

Evidence was admitted, over objection, in support of the con- 
tention that rail-barge rates on cotton from Oklahoma to New 
Orleans are unduly low in relation to the rates from Oklahoma to 
Galveston. Upon mature consideration it has been decided that this 
issue is not within the previously announced scope of the present 
hearings in this proceeding, and evidence directed thereto will not 
be considered at this time. . 

It is contemplated that approximately sixty days from the con- 
clusion of the hearings herein assigned will be allowed for filing 
original briefs by all parties, and thirty days additional for the 
filing of reply briefs. No general announcement of brief dates will 
be made other than at the hearing, but parties who are not in 
attendance, and are not otherwise advised, may ascertain the dates 
by communicating with the Commission. 


HOCH-SMITH COTTONSEED 


Hearing in docket 17000, part 8, cottonseed, its products and 
related articles, at Chicago, before Examiners Money and Esch 
(see Traffic World, June 16, page 1478), ended June 18. 

The proposals of the Western Trunk Line carriers were 
introduced by E. Rigg, assistant general freight agent, C. R. I. 
& P. He introduced four scales for application to the cotton- 
seed and other vegetable oils, the first of which was the same 
as the proposed class C rates introduced by the W. T. L. car- 
riers in part 2 of docket 17000 (30 per cent ef the first class 
rates proposed by the carriers in that proceeding). His scale 
1 was to be applied to the territory on and east of the Missouri 
River. Scale 2 was to be applied to the interterritorial traffic 
between the scale 1 territory and the rest of Western Trunk 
Line territory. Scales 3 and 4 were for application within 
portions of W. T. L. territory lying west of the Missouri River. 
The territorial divisions set up were the same as those pre- 
sented in the class rate case. Scale 2 was approximately 110 
per cent of scale 1; scale 3 was 115 per cent, and scale 4 
was 120 per cent of scale 1. 
on salad, cooking, and edible oils were not involved. Along 
with the scales for application to the oil traffic, he introduced 
four .scales paralleling those for application to oil cake and 
meal. His scale 1, for application to the latter, was 22.5 per 
cent of the first class rates proposed by the W. T. L. carriers 
in the class rate case, as compared to 30 per cent on the oiis. 

The scales proposed, he said, were suggested merely as 
the basic framework of the adjustment. It was not the desire 
of the carriers, according to him, to put into effect any rates 
that would have the result of driving manufacturers out of the 
territory. Wherever it developed that some modification was 
necessary to enable W. T. L. manufacturers to compete with 
manufacturers or shippers in Illinois or Central Freight Asso- 
ciation ‘territory, such adjustments would be made, he said. 
The proposed rates, if allowed, would: mean increases, except 
in some instances in the territory west of the Missouri River, 
according to him. 

While the basic rates proposed for application to the oil 
traffic were the same as the class C rates proposed by the 
carriers in the class rate case, the proposal was expected to 
stand on its own merits, as to the level of the rates, irrespec- 
tive of what happened in the class rate case. He contended 
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that the existing rates were abnormally low and that increases 
were necessary to put the traffic on a paying basis. The pur- 
pose of the carriers’ proposals had a twofold aspect, he said, 
the first of which was to bring the rates to a proper level and 
the second to create uniformity. 

In the course of cross-examination, it was developed that 
there was a rate of 17 cents on corn oil in tin cans, boxed, 
from Cedar Rapids, Ia., to Chicago, as against a rate of 30 cents, 
which would apply to corn oil, in tank cars, under the scales 
proposed by Mr. Rigg. Mr. Rigg said that it was the intention 
of the carriers to revise all the commodity rates after the 
class rates were fixed. “Salad and cooking oils are not in- 
volved here, so we have no proposals with reference to them,” 
he said. But when the time came to revise the commodity 
rates, the carriers would not leave any of the salad and cook- 
ing oils on a lower basis than applied to coarse, oils in drums 
or tank cars, he said. 

The proposals of the W. T. L. carriers were intended to 
harmonize with those previously introduced by the southwest- 
ern carriers, he said, with: the exception of the rates on oil 
foots, greases, and tallows. The proposals with reference to 
those commodities introduced by the southwestern carriers 
were too low, in the opinion of the W. T. L. carriers, he said. 
The latter were not, however, making any specific proposal 
as to them, but were leaving it to the Commission to determine 
what basis should apply. 

L. E. Wettling, manager of the statistical bureau, Western 
Lines, presented testimony with reference to the revenues and 
the financial condition, generally of the carriers, similar to that 
he introduced in the live stock case and the W. T. L. class rate 
case. 

Facts as to wage increases, both past and prospective, were 
introduced by Ray F. Welch, examiner for the Association of 
Western Railways. 

R. J. Bell, assistant general freight agent, Southern Pacific, 
who represented the transcontinental carriers, defended the 
present adjustment, in so far as rates in the territory served 
by the lines he represented were concerned. He said that, in 
his opinion, the existing rates were very low, but no changes 
were proposed. 


CLASSIFICATION CHANGES 


Hearing in I. and S. 3101, classification changes in Official, 
Southern, and Western territories, was held at Chicago before 
Examiner Maidens June 15. Testimony was introduced with 
respect to the ratings on wheeled graders (carload), range 
boilers, rags and waste paper, and fertilizer distributors. 

W. S. Flint, assistant to the chairman of the Official Clas- 
sification Committee, introduced, in exhibit form, the results 
of investigations made with respect to the weight and other 
transportation characteristics of the rag and waste paper items. 
The facts presented were the result of special inspections, 
which he detailed, outlining the procedure employed. While it 
was expected that the major portion of the testimony with 
respect to those commodities would be put in at New York, it 
was explained that the testimony having to do with the work 
of inspectors in this territory was put in at Chicago that the 
inspectors might be on hand for cross-examination. 

W. E. Prendergast, member of the Western Classification 
Committee, explained that it had been the intention of the 
carriers to increase the rating on wheeled scrapers, assembled, 
from third to second class, but that they were agreeable to 
cancellation of that proposal. With respect to the protest of 
shippers to an addition to the item-heading applying to range 
boilers, Mr. Prendergast said that the words added, “other than 
automatic or instantaneous,” did not change the applicable 
rates on the articles in dispute, as far as the southern and 
western carriers were concerned. He explained that protestants 
of that change held that the inclusion of the additional phrase 
resulted in excluding articles produced by them from the range 
boiler rate and assessing higher rates applicable to automatic 
water heaters. Following the introduction, in exhibit form, of 
advertising material and other matter describing the articles 
manufactured by the protestants, he said: “For the reason 
that the ratings for automatic gas watered heaters with iron 
or steel jackets already apply to the protestants’ product, which 
they themselves uniformly call automatic gas heaters with 
jackets, and the further fact that the complainants in no in- 
stance have represented these articles to the public as range 
boilers with interior heaters, any showing on our part as to 
the reasonableness of rating already in effect is unnecessary.” 

D. T. Lawrence, chairman of the Official Classification Com- 
mittee, adopted the testimony of Mr. Prendergast, with reference 
to the range boiler item. 

T. J. McLaughlin, assistant traffic manager, American Radi- 
ator Company, testified that the range boiler item took rule 25 
rates in Official Classification territory, less-carload, and second 
class in Southern and Western territories. The carload classi- 
fication in all three territories, he said, was fifth class. The 
carload classification on water heaters, automatic or instantane- 
ous, in Western Classification territory, according to him, was 
class A (45 per cent of first); fifth class in Official territory 
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(35 per cent of first), and fourth class in Southern territory 
(55 per cent of first). “In addition,’ he said, “the carriers 
propose an increase in the less-carload ratings in Official and 
Western territories from second to first class. Such relation- 
ships cannot be defended,” he said. 

Protestant witnesses contended that the distinctive feature 
of the range boiler, as contrasted with the heater, was that the 
boiler included, within itself, storage space for hot water, and 
that the distinctions which the carrier witnesses attempted to 
make amounted to no more than “criticism” of improvements 
that had) been made on ancient types of the range boiler. 
Range boilers were said to have an average value of about 18 
cents a pound and an average weight a cubic foot of about 
fourteen pounds, as against an average value for the articles 
coming under the water heater item of 36 cents a pound and 
an average weight of 21.5 pounds a cubic foot. 

Other shipper representatives who testified in that con- 
nection were as follows: J. A. Brough, traffic manager, Crane 
Company, Chicago; W. C. Watterson, Ruud Manufacturing 
Company, Pittsburgh, and M. F. Hoagland, John Wood Manu- 
facturing Company. 

Testimony with respect to the proposed increase from third 
to first class, less-carload, on fertilizer distributors, when as- 
sembled, in the Southern Classification, was introduced by 
S. A. Cash, traffic manager, B. F. Avery & Sons, Louisville, 
Ky.; H. A. Miller, International Harvester Company, Chicago; 
and Walter J. Evans, traffic manager, National Association of 
Farm Implement Manufacturers. 

According to the testimony of Mr. Cash, his company had 
found it necessary to ship its product assembled, as dealers 
and buyers were unable to reassemble it from a knocked-down 
condition in such way as to get proper results. Damages, in 
the past, had been practically negligible, he said, but, if the 
article was shipped in accordance with the rules set up by the 
classification committee, they would be greatly increased. He 
contended that the space saved by compliance with the knocked- 
down requirements was not sufficient to offset various trans- 
portation disadvantages that would result. 


RATES ON WOOL 


Joint hearing in dockets 20702, Midwest Wool Trade Asso- 
ciation against the A. & W. and others, and 20571, Midwest 
Wool Trade Association against the A. & E. and others, was 
held at Chicago before Examiner Kerwin June 15 and 16. In 
Docket 20702, the complainant charges that the rates on wool, 
in grease, carload, from points in Iowa, Missouri, Minnesota, 
Wisconsin and the upper peninsula of Michigan to destinations 
in Eastern Trunk Line and New England territories are un- 
reasonable. The rates between Western Trunk Line territory 
and Illinois Freight Association territory are attacked in the 
other case. 

According to the testimony of A. E. Sicilia, traffic manager, 
S. Silverman & Sons, and traffic director of the Midwest asso- 
ciation, complainant seeks a commodity rate of 78 cents a 
hundred pounds, with a minimum weight of 24,000 pounds, from 
Chicago to Boston, with rates to other points related to that, as 
against the present third class rate of 99.5 cents, with a min- 
imum of 16,000 pounds. It was contended that the 78-cent rate 
would represent a proper relationship as compared with the 
present proportional rates applicable from the Mississippi River 
to Boston, of 91 cents from the east bank crossings and 92 
cents from the west bank crossings—the latter being a Com- 
mission-made rate. Mr. Sicilia explained that, under the present 
adjustment, the proportional rates applied on traffic originating 
within a restricted territory (generally, that between the Miss- 
issippi and Missouri rivers) and asked that they be applicable 
to all the traffic originating west of the Mississippi where joint 
through rates were not in effect. All the western wool is in 
competition, he said, and the present adjustment favors some 
sections against others. He made various comparisons between 
the earnings produced by the wool traffic and that produced 
on such other traffic as fresh meats, furniture, agricultural im- 
plements and other articles in support of the reasonableness of 
his proposals. 

Some of the commodities that the carriers used in com- 
paring the relative remunerativeness of the present wool rates 
were wheat, corn, soap and structural iron. They contended 
that the earnings on the wool traffic were exceptionally low. 
The eastern carriers requested that all existing rates based on 
proportionals from the west bank of the Mississippi be ordered 
out and that where such rates were in effect, principally from 
Iowa, the locals to the east bank of the river be made by 
increasing the existing rates to the west bank by one cent. 


According to H. L. Baird, assistant general freight agent, 
N. Y. C., any reduction in the present rates would reduce the 
earnings on the traffic below the cost of transportation. The 
average cost of transportation in the eastern district, he said, 
was slightly over 21 cents a car mile. The average earnings 
on all traffic in the district, he said, was 30.06 cents. Though 
the average haul on the wool traffic was greater than the 
average for all traffic in the territory it was plain, he said, 
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that the present rates did not approach the. maximum of reagop. 
ableness. The earnings which the eastern lines received under 
proportional rates from the river, according to him, were jy 
the neighborhood of 19 and 20 cents a car mile. 

The following additional carrier witnesses appeared: Walter 
Smith, assistant to assistant general freight agent, N. Y. ¢, 
Cc. C. Plummer, special agent, Pennsylvania; Henry Christianson, 
commerce assistant, Burlington; H. W. Schaffer, commerce 
agent, Rock Island; A. O’Heron, Santa Fe; O. H. Timm, com. 
merce agent, C. M. St. P. & P., and J. E. Flansburg, C. & N. w, 


SANTA FE-ORIENT ACQUISITION 


In its application for permission to acquire the stock of 
the reorganized Kansas City, Mexico & Orient (see Traffic 
World, June 16), the Santa Fe said that while it had acquired 
the subscription rights to 14,561 shares of the stock of the 
new Orient company, it had not exercised any control over 
the property it desired to control. It took pains to show that 
its contract for the purchase of the property and everything 
in connection with the matter was made contingent upon the 
Commission’s approval of the plan. 

The price of $414.50 per share, the Santa Fe said, repre. 
sents a free meeting of the minds of the sellers and the buyer 
as to the fair price and represents also a value of the physical 
property of $14,000 per mile, including the mileage of the lines 
in Mexico, after taking into consideration the excess of current 
assets over current liabilities and all indebtedness of the 
carrier.” 

In addition to that the applicant says the price “is much 
less than the cost of building the railroad originally and less 
than one-half of what it would cost today to build the railroad, 
without taking into consideration its rolling stock.” 

Acquisition of the stock giving control of the reorganized 
Orient is to be the result of a contract between the Santa Fe 
and W. T. Kemper, who was receiver for the old Orient. The 
plan of organization was made in the federal court. It pro- 
vides for the organization of a railway company to take the 
place of a railroad company, the former to have an issue of 
35,000 shares of capital stock. The new company has on file 
an application with the Commission for approval of the plan. 
The application of the Santa Fe to buy the stock, issuance of 
which depends upon the Commission’s decision on the Orient’s 
application therefor, is contingent upon such approval. 

The court, in approving the plan for reorganization, gave 
the interests represented by the receiver the right to buy 20,354 
shares of the new stock and the right to buy 14,455 shares of 
the new stock to the interests represented by the English Note- 
holders’ Committee. 

The contract between Kemper and the Santa Fe provides 
for the acquisition of the whole or a majority part of the new 
issue of 35,000 shares at the price named, regardless of whether 
the shares come from Kemper or the English holders. 

A provision in that contract says that Kemper warrants 
to the Atchison company (the name used in it to designate the 
buyer) that on May 1, 1928, the Orient (including the Mexican 
receivership) had in its treasury or among its assets, cash or 
its equivalent, and stores, materials and supplies, aggregating 
$2,500,000 or more and that the purpose of that warranty was to 
assure to the Atchison company such assets as an offset against 
the obligation of the Orient to the United States government 
in the sum of $2,500,000 and interest at 6 per cent, from De- 
cember 1, 1927, which was outstanding when this transaction 
was completed. 

The contract was made May 19, 1928. It provides that the 
purchase price mentioned shall begin drawing interest at the 
rate of 3.5 per cent from July 1. 

The Santa Fe asserted that less than five per cent of the 
traffic of the two roads was competitive and that they comple- 
mented each other. Their junction points are at Wichita, Viola, 


and Anthony, Kan.; Cherokee, Okla.; and Sweetwater and San 
Angelo, Tex. 


FINAL VALUATION REPORTS 


Valuation No. 675, Midland Valley Railroad Co. et al., opinion 
No. B-672, 141 {. C. C. 389-444, final value for rate-making purposes 
of the property of the Midland Valley Railroad Co., owned and used 
for common carrier purposes, found to be $10,750,000; of property 
used but not owned, $975,185, and of the property of the Wichita and 
Midland Valley Railroad Co., owned but not used, $975,000, as of 
June 30, 1919. 

Valuation No. 936, Canadian Northern Railway Co. et al., opinion 
No. B-678, 141 I. C. C. 577-94, final value for rate-making purposes 
of properties of the following carriers, as of June 30, 1919, found 
to be: Canadian Northern Railway Co., owned and used for common 
carrier purposes, $20,000, and used but not owned, $983,000; the Minne- 
sota and Manitoba Railroad Co., owned but not used, $911,280; the 
Minnesota and Ontario Bridge Co., owned but not used, $72,000. 


METHODS OF HANDLING GOODS 
A formal call for a general conference, June 28, at the 
Department of Commerce, on simplification of lift trucks, has 
been issued by R. L. Lockwood, of the division of simplified 
practice of the department, to manufacturers, distributors and 


users of hand and power lift trucks. (See Traffic World, June 
16, p. 1510.) 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 
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BILLS OF LADING 


(Supreme Court of Ohio.) A bank which has discounted 
in due course a draft made by a seller of goods with bill of 
lading attached is not liable for breach of contract on the part 
of seller respecting the quality of the goods purchased.—Bank 
of Italy vs. Colla, 161 N. E. Rep. 330. 


TELEGRAPHS AND TELEPHONES 


(Court of Appeals of Georgia, Division No. 1.) Third per- 
son, who is neither sender nor addressee of telegraph message, 
may sue telegraph company for its negligence in failing to 
deliver message, where message shows, or company is other- 
wise informed of, his beneficial interest therein—Western Union 
Telegraph Co. vs. Smith, 143 S. E. Rep. 147. 

Where plaintiff informed agent of telegraph company that 
he expected answer in response to message for money or rail- 
road tickets and agent agreed to inform him of answer and 
procure railroad tickets, and message sending money was re- 
ceived addressed to manager of telegraph company, plaintiff 
was entitled to recover damages for company’s failure to de- 
liver message or notify him of same.—Ibid. 

In suit against telegraph company for failure to deliver 
message addressed to manager of telegraph company, but known 
to be for benefit of plaintiff, plaintiff was entitled to recover 
statutory penalty of $25 for failure to deliver message.—Ibid. 

In suit against telegraph company for failure to deliver 
message addressed to manager of telegraph company, but known 
to be for benefit of plaintiff, recovery by plaintiff was not er- 
roneous on ground that message received by telegraph com- 
pany was addressed to manager of company and hence was 
delivered without delay.—Ibid. 

In suit against telegraph company for failure to deliver 
message addressed to manager of telegraph company, but known 
to be for benefit of plaintiff, recovery by plaintiff was not er- 
roneous on ground that agent acted outside of authority in 
agreeing to notify plaintiff of message received.—Ibid. 
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Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1928, by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 


(Supreme Court of Wisconsin.) Party shipping logs during 
federal control of railroads by designated route was bound: to 
pay rate in published tariffs on file with Interstate Commerce 
Commission, though rate by another route was lower, and rail- 
road agents had misstated rate over route designated.—Mellon, 
Director-General of Railroads, vs. Johnson Co., 219 N. W. Rep. 
352. 

Published tariffs of carriers’ rates on file with Interstate 
Commerce Commission constitute legal rates under federal con- 
trol as well as before.—Ibid. 

In action by Director-General of Railroad to recover freight, 
where defendant had designated route for shipment, but re- 
sisted’ payment of rates on such route on theory that lower 
rates by another route should apply, court’s only inquiry related 
to legal rate indicated by published tariff on file with Interstate 
Commerce Commission for route over which shipment took 
place, and fact that such rate might seem unreasonable was of 
no importance.—Ibid. 

Interstate Commerce Commission, and not courts, has power 
of declaring carriers’ rates unreasonable, and to authorize rep- 
aration of charges paid.—lIbid. 

In action by Director-General of Railroads to recover freight, 
misquotation of rates by railroads’ agents did not constitute 
estoppel to collect rates for designated route of shipment con- 
tained in published tariff on file with Interstate Commerce 
Commission.—Ibid. 

In Director-General of Railroads’ action to recover freight 
shipped over route designated by shipper, orders of Director- 
General permitting designation of routes by shippers to be 
disregarded when speed and efficiency of transportation might 
be promoted, and providing that, when traffic was forwarded by 
railroads by route to which higher rate applies than over route 
specified by shipper, rate over route specified by shipper must 
not be exceeded, did not apply so as to make rate over route 
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not designated by shipper applicable, where route which ship- 
per designated was followed.—Ibid. 

In action to collect freight, shipper is chargeable with 
knowledge of legal rate in published tariff schedules filed with 
Interstate Commerce Commission.—Ibid. 

(Supreme Court of Colorado.) Power conferred on Public 
Utilities Commission by motor vehicle act, Laws, 1927, p. 507, 
sec. 15, to appoint such inspectors as proper administration of 
act requires, is not judicial power; such power being generally 
administrative in character, whether vested in officer or board 
of judicial, legislative, or executive department.—Public Utilities 
Commission of State of Colorado vs. People ex rel. Hamrock, 
267 Pac. Rep. 198. 

The only discretion conferred on Public Utilities Commis- 
sion by motor vehicle act, Laws 1927, p. 507, sec. 15, authorizing 
it to appoint such inspectors as proper administration of act 
requires, is as to whether it will make any appointment, and 
such discretion is exhausted by making appointment, which must 
be done in conformity with statutory requirement that one first 
on Civil Service Commission’s eligible list be appointed before 
any others.—Ibid. 

Public Utilities Commission’s appointment of one who was 
second on Civil Service Commission’s eligible list to fill one of 
two positions as inspector under motor vehicle act, Laws 1927, 
p. 507, sec. 15, without appointing one first. on list to other 
position, held purely arbitrary, illegal, and abuse of discretion, 
and contrary to statute, provision of civil service amendment, 
and rules of Civil Service Commission, even if any element of 
discretion were involved.—Ibid. 

Mandamus, not quo warranto, is proper remedy to compel 
Public Utilities Commission to observe mandatory provisions 
of civil service law by appointing person first on Civil Service 
Commission’s eligible list to one of two inspectorships which 
it determined to fill under motor vehicle act, Laws 1927, p. 507, 
sec. 15, before appointing second on such list; proceeding not 
being for purpose of trying title to public office.—Ibid. 

Civil Service Commission cannot rightfully consent to ap- 
pointment of second person on eligible list as inspector by 
Public Utilities Commission under motor vehicle act, Laws 
1927, p. 507, sec. 15, nor approve warrant for his salary until 
one first on list has been certified and recognized by latter 
commission as first in rank of the two employes.—Ibid. 

(Supreme Court of Oklahoma.) Where questions of law 
upon a state of facts have been settled upon a former appeal 
and are based, in substance upon the same evidence when again 
presented, the decision on the former appeal is the law of the 
case, and binding upon this court.—Atchison, T. & S. F. Ry. 
Co. vs. State, 267 Pac. Rep. 2538. 

The Corporation Commission is not prevented from chang- 
ing a rate which is manifestly discriminatory because such order 
impairs the general rate scheme. If a fixed rate is so dis- 
criminatory as to be abusive, the abuse should be corrected.— 
Ibid. 

When the interstate freight rates put into effect by the 
Interstate Commerce Commission are materially lower for the 
same length of haul on the same class of commodities than 
the intrastate rates made under the order of the Corporation 
Commission, this constitutes discrimination, and it is the duty 
of the Corporation Commission to remove it by readjusting the 
rates.—Ibid. 

Section 30,-art. 9, of the Constitution, contemplates re- 
adjustment of rates apart from the general schedule of rates, 
where competition located without this state makes necessary 
the prescribing of special rates in eliminating discrimination. 
—Ibid. 

Rates charged elsewhere under similar circumstances for 
the same or similar service are evidentiary of the reasonable- 
ness of the rates in issue with respect both to the rights of 
the public and of the carrier, the assumption being logical that 
a rate reasonable in one instance will be reasonable in all in- 
stances, where the same or similar services are performed under 
similar circumstances.—Ibid. 

Under section 18, art. 9, Constitution, the Corporation Com- 
mission is specifically charged with the duty of supervising, reg- 
ulating, and controlling all transportation and _ transmission 
companies doing business in this state in all matters relating 
to the performance of their public duties and their charges 
therefor, and for correcting abuses and preventing unjust dis- 
crimination and extortion by such companies, and the duty of 
promulgating the order herein was by virtue of such constitu- 
tional provision. Section 59, art. 5, of the Constitution, had no 
application to the situation herein presented.—Ibid. 

Under section 22, art. 9, of the Constitution, the action of 
the Corporation Commission in promulgating the order appealed 
from is considered prima facie just, reasonable, and correct.— 
Ibid. 

(District Court, E. D., Louisiana.) Under interstate com- 
merce act, sections 4 and 6 (49 USCA, sections 4, 6; Comp. St., 
sections 8566, 8569), which, considered together, intend that, if 
carrier filed tariffs which contained through rate exceeding 
sum of locals, such rate would be prima facie unlawful, unless 
protected under one of its provisions, through rate exceeding 
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sum of local rates held legal, under railroad control act, sec. 
10 (Comp. St., sec. 3115%j), turning railroads over to President 
and empowering him to initiate tariffs by mere filing of same 
with Commission, and orders issued thereunder.—Davis, Direc- 
tor-General of Railroads, vs. Krauss Bros. Lumber Co., 25 Fed. 
Rep. (2d) 888. 

Shipper must attack reasonableness of through rate, greater 
than sum of intermediates, before Interstate Commerce Com- 
mission, and not in courts.—Ibid. 

Shipments made from Iuka, Miss., to Memphis, Tenn., and 
reconsigned from Memphis to cities in Arkansas, must be re- 
garded as through shipments from point of origin to point of 
ultimate destination, for rate purposes.—lIbid. 

Lawfulness of through rate being established, such rate 
was applicable, even though combination of commodity rates 
made lower rate.—Ibid. 

Under interstate commerce act, sec. 6 (49 USCA, sec. 6; 
Comp. St., sec. 8569), carriers must collect published rate, with- 
out regard to its inherent lawfulness, under sections 1 to 4 
(49 USCA, sections 1-4; Comp. St., sections 8563, 8564-8566).— 
Ibid. 










Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
opyright, 1928, by West Publishing: Co.) 


(Supreme Court of Washington.) Under contract for char- 
tering of gasoline vessel whereby charterer agreed at its own 
expense to cover the vessel with marine insurance, which in- 
surance should fully cover its responsibility to owner for all 
loss or damage to the vessel, charterer held liable for damage 
to cylinder head in engine of boat chartered, where policy fur- 
nished did not fully cover the vessel, in that for loss suffered 
there could be no recovery on the policy.—Janovich vs. North- 
western Herring Co., 267 Pac. Rep. 37. 

Finding of jury, based on substantial evidence that injury 
to cylinder head in chartered vessel was not caused by ordinary 
wear and tear within exception of charter party, held con- 
clusive on appellate court.—Ibid. 

Finding of jury that injury to chartered vessel repaired 
by charterer arose from- causes other than seaworthiness of 
vessel held sustained by evidence, precluding recovery by char- 
terer under charter party when sued by owner for breach 
thereof.—Ibid. 


Trial court may grant new trial, where it is convinced that 
verdict is against weight of evidence, even though there is 
substantial evidence supporting verdict, but this is prerogative 
it exercises as matter within its sound discretion, and instances 
in which appellate court will interfere must necessarily be rare, 
whichever way discretion may be exercised.—lIbid. 

(District Court, S. D., New York.) Charter of vessel from 
date of delivery “for about two months to about three consecu- 
tive months” held not to give charterer right to redeliver in 
less than two months.—Britain S. S. Co., Limited, vs. Munson 
S. S. Line, 25 Fed. Rep. (2d) 868. 

Where, under such charter, the charterer redelivered the 
vessel before expiration of two months, and she was accepted 
under protest, but two days later, without prejudice to owner, 
rechartered her at a lower rate for a voyage which could rea- 
sonably be made within the three months of the original charter, 
the owner held entitled to the original charter hire for such 
voyage.— Ibid. 

(Circuit Court of Appeals, Fourth Circuit.) Evidence held 
to show that steamship was unseaworthy at commencement of 
voyage, due to neglect of her owner; test of “seaworthiness” 
being whether vessel is reasonably fit to carry cargo which 
she has undertaken to transport.—Bank Line, Limited, vs. Porter, 
25 Fed. Rep. (2d) 843. 

If there is any doubt as to the seaworthiness of a vessel, 
— must be resolved against owner and in favor of shipper.— 

Certificate of seaworthiness issued by surveyor at place 
of commencement of voyage was not sufficient to absolve owner 
from neglect with regard to condition of vessel, where owner 
was in possession of information respecting history of vessel’s 
voyage from G. to place of commencement of voyage, which 
should have been communicated to surveyor, but was not, since 
diligence required is diligence with respect to vessel, not in 
respect to obtaining certificate —Ibid. 

Law imposes upon owners of ships duty of using due care 
to ascertain and consider nature and characteristics of goods 
offered for shipment, and to exercise due care in their handling, 
including such methods as their nature requires.—Ibid. 

Where owner knew, in addition to two months occupied 
by voyage, of long, and unexpected delay in sailing of vessel 
after loading was completed, and of other delays during voyage, 
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and also knew that cargo included jute, and of the hot climate 
in which vessel had been during such period, neglect to take 
steps to prevent fire by spontaneous cumbustion of jute wag 
directly chargeable to owner of vessel, since’ knowledge of facts 
that may be reasonably expected to lead to certain results im. 
poses a direct liability for those results.—Ibid. 

In suits for loss of or damage to cargo, evidence that car. 
goes of jute under different circumstances were carried oy 
longer voyages without any resulting spontaneous combustion 
held irrelevant, where spontaneous combustion of jute did result 
in instant case, under conditions that existed, causing damage 
to: cargo.—Ibid. 

That cargo was handled with joint assent of representatives 
of cargo owners after first outbreak of fire did not excuse vesgge] 
owner for its negligence prior to first fire.—Ibid. 

Comp. St., sec. 8020 (46 USCA, sec. 182), exempting owner 
of vessel from liability for loss or damage to cargo by fire, does 
not apply where owner contributed to loss by his own neglect in 
permitting vessel to sail in unseaworthy condition, and in not 
taking steps to prevent spontaneous combustion, and where 
owner, under terms of bill of lading, expressly contracted that 
it would be responsible for loss by fire, should vessel be un. 
seaworthy.— Ibid. 

Intention of owner of vessel to contract as against benefits, 
conferred by fire statute (Comp. St., sec. 8020; 46 USCA, sec, 
182), must be plain and explicit, but right to so contract exists, 
—Ibid. 

Unseaworthiness of vessel, which caused delay in voyage 
long enough for incubation of fire by spontaneous combustion 
of jute in cargo, held to be proximate cause of fire.—Ibid. 


A. B. & C. ASKS INJUNCTION 

The Atlanta, Birmingham & Coast, in equity case No. 497, 
in the federal court for the northern district of Georgia, Atlanta, 
has asked for an injunction forbiddifig the Commission to 
enforce its order of April 9, 1928, requiring the petitioner to 
state its investment in the property acquired from the Atlanta, 
Birmingham & Atlantic at $7,080,872.79 instead of $29,471,859, 
the latter being the sum at which the Commission stated the 
value of the property of the predecessor company, which was 
acquired by the petitioner at foreclosure sale. 

The Commission ordered the investment figure placed so 
low because the small sum mentioned was the amount the 
Atlantic Coast Line paid to creditors of the old company and 
which payment resulted in freeing the property acquired by 
the petitioner from the foreclosure proceedings in the court. 
The railroad company contends that if required to keep its 
investment account in the way indicated by the Commission, it 
will be deprived of its property in violation of the Constitution 
ef the United States. 


U. S. LOANS TO RAILROADS 


A claim that the United States is a preferred creditor, ahead 
even of mortgagees and lienors, has been asserted by the govern- 
ment in Nos. 290 and 299, Guaranty Trust Co. of New York, as 
trustee, et al., vs. Minneapolis & St. Louis et al., the receiver- 
ship proceedings in respect of the road mentioned, in the federal 
court for the district of Minnesota. The foundation has been 
laid, in a brief filed by William J. Donovan, the assistant to 
the Attorney-General, and Elmer B. Collins, special assistant 
to the Attorney-General, on that point, for taking the question 
as to the status of the government in respect of loans made 
by it to the railroads in the war period to the courts. 

Unless the government can sustain its contention in the 
courts the chances are good that it will lose a substantial part 
of loans totaling about $100,000,000 still outstanding. The Min- 
neapolis & St. Louis, when it went into the hands of a receiver, 
owed the government about $3,770,000, principal and interest. 

According to the view generally held, the government is 
a preferred creditor after the claims of mortgagees andi lienors 
have been satisfied. Messrs. Donovan and Collins, represent- 
ing the treasury, in this case, take the ground that section 3466 
of the Revised Statutes, which, admittedly, makes the United 
States a preferred creditor where there are no mortgagees 
or lienors, applies to all claims, no matter how arising. 

Establishment of that contention would mean that the hold- 
ers of the bonds of all railroads which, in the war period, bor- 
rowed money from the United States treasury, in case of fore- 
closure, would have the money coming to them shrunk by the 
amount of such claims. In the reorganization of railroads, 
which is usually accomplished by the bondholders taking over 
new pieces of paper, the bondholders would have to provide 
for the payment of claims proved by the United States. The 
same is true of lienors which include those who have supplied 
labor, materials and supplies within six months preceding the 
foreclosure. 

The priority of the government was asserted by Mr. Collins 
in the course of a hearing before Howard S. Abbott, special 
master appointed by the court to make a list of the claims 
against the Minneapolis & St. Louis and report on their priority. 
Representatives of the mortgagees and lienors took violent ex- 
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ception to that claim of priority in behalf of the $3,770,000 
owed by the railroad to the government. The result was an 
argument which the government is now continuing by means 
of the brief mentioned. 

In support of their contention the government attorneys 
contend that the expressions of the Supreme Court of the United 
States usually quoted in support of the contention that the 
government has priority are merely dicta, in cases decided 
between 1805 and 1823. Further, they contend that since about 
1840, the common law theory that a mortgage is a conveyance, 
has been modified if not wholly superseded in most of the 
states by the thought that a mortgage is merely security for 
the payment of a debt through the right to sell the described 
piece of propery and that therefore the reason for the dicta of 
the court no longer prevails. That is to say, that, inasmuch 
as the mortgage is not a conveyance the property covered 
by it, is part of the estate of the insolvent debtor, in this case, 
the Minneapolis & St. Louis. ° 

Messrs. Donovan and Collins assert that, after an exhaustive 
search of the Supreme Court decisions, they have not found 
a single opinion in which the court has held that the priority 
of the United States is subordinate to the debts of the mort- 
gagees or lienors. They further declare there is abundant 
dictum in the decisions stating that the debts of mortgagees 
or specific lienors will not be superseded by section 3466, but 
that those decisions do not turn upon the principle of the 
dictum. To show that the cases usually cited in support of 
the priority of the debts due mortgagees and lienors do not 
turn upon the question raised in this matter they discuss the 
law and the facts pertaining to three cases frequently and 
generally cited in support of the priority of the debts due 
mortgagees and lienors. The cases are United States vs. Hooe, 
8 Cranch 78 (1805); Conard vs. Atlantic Insurance Co., 1 Pet. 
386 (1823); and United States vs. Delaware Insurance Co., 
Fed. Cases, 14942, 25 Fed. Cases, 811, also decided in 1823. 

In conclusion, the attorneys for the treasury said they were 
not unmindful of the importance to the mortgagees and other 
creditors, of the position here asserted by the government. 
They said that at the present time the fact must not be over- 
looked that the government had outstanding debts approxi- 
mating $100,000,000, which, in the event of receiverships of the 
indebted railroads, would be practical losses if the priority 
granted by section 3466 did not attach. 

“The wisdom or policy of that section is not a question 
for us or for the courts,” assert the attorneys. “That question 
was settled by Congress in passing the statute, which must be 
construed and applied in the light of its manifest commands.” 


DRAYAGE ABSORPTION CASE 


The Southwest Missouri and its receivers have again gone 
to the federal court for the western district of Missouri, at 
Kansas City, asking for an injunction forbidding the enforce- 
ment of the Commission’s latest order requiring it to cancel 
its I. C. C. No. 22, the third tariff filed by it offering to absorb 
drayage cost on zinc ore brought to its stations in the Picher 
ore district. The Commission’s order requires the cancellation 
to be made not later than July 9. The tariff was filed to be- 
come effective November 10, 1927. It was modeled on the St. 
Louis drayage absorption tariffs on the theory that the dis- 
tressed electric line might do in the ore district what it con- 
tended the steam railroads were doing in St. Louis. 

The last tariff, the road and its receivers assert, was filed 
because after its second absorption had been condemned “it 
appeared from the attitude of the Interstate Commerce Com- 
mission they could not expect assistance from that Commis- 
sion in any form and. that if your petitioners were to have 
any relief it would be necessary to prepare a tariff which was 
within the requirements of the law and endeavor to protect 
your petitioners’ rights by proper court proceedings after the 
action of the Commission thereon.” 


Therefore the Southwest Missouri asserts it consulted ex- 
perts and prepared its tariff which would conform exactly with 
the tariffs which had theretofore been approved by the Com- 
mission and the courts. The result was a tariff which it as- 
serted complied with the law as laid down by the Commission 
and the courts. The Commission, however, condemned it. The 
Commission’s order, the enforcement. of which the petition 
asked to have enjoined, required its cancellation not later than 
May 9, afterward extended to July 9. 

Declaring that the Commission’s orders are unlawful and 
illegal, the road and its receivers declare that their effect will 
be to deprive the railroad company and its creditors of their 
property without due process of law in violation of the fifth 
amendment to the Constitution of the United States. 

Among the recitals made in the petition, hearing on which 
has been had before a court composed of Circuit Judges Van 
Valkenburg and District Judges Reeves and McDermott, is one 
to the effect that after the rejection of the first of the absorp- 
tion tariffs the company consulted Chief Counsel Farrell, now 
Commissioner Farrell, and Commissioner Esch, the latter the 
author of the condemnatory report, as to what should be done. 
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They assert that the second tariff, also condemned, was the 
result of that consultation. 

This case was argued this week by J..Stanley Payne for the 
Commission and Allan McReynolds for the electric line, which 
is trying to get ore tonnage now handled by two short steam 
railroads. It is the second time the Southwest Missouri has 
been in court. The first time the court refused an injunction 
but made observations as to what sort of a tariff it thought 
would not be obnoxious to the law. The Commission, in its 
decisions, has taken the ground that the steam roads now in 
the field can take care of the business. 

In this latest petition the Southwest Missouri contends, 
among other things, that it is an electric line, that the Com- 
mission has not the power to prevent the construction of spur 
tracks, and that the drays hired by it are mere substitutes for 
such spurs. 


RAILROAD MEN MEET 


The Southern Railway, which had not been a member of 
the Association of Railway Executives since 1921, became a 
member of the association again at the Atlantic City meeting 
of the executive committee of the association last week. Fair- 
fax Harrison, president of the Southern, was named a member 
of the executive committee. 

It was understood that the executive committee did not 
formally take up the problems involved in the lake cargo coal 
controversy or the Illinois Central-Redwood Line rate situation. 

Alfred P. Thom, general counsel of the association, made a 
verbal report relative to the legislative situation that existed 
at the close of Congress in May. 

H. A. Scandrett, president of the Chicago, Milwaukee, St. 
Paul & Pacific Railroad Company, was elected a member of 
the executive committee, vice H. E. Byram, chairman of the 
board of that.railroad. 

Three other new members were also added to the member- 
ship of the committee as follows: George B. Elliott, president, 
Atlantic Coast Line Railroad Company; Eppa Hunton, Jr., pres- 
ident, Richmond, Fredericksburg & Potomac Railroad Company; 
and L. R. Powell, Jr., president, Seaboard Air Line Railroad 
Company. 

R. H. Aishton, president of the American Railway Associa- 
tion and chairman of the Executive Committee of the Associa- 
tion of Railway Executives, presided at the meetings of the 
board of directors of the railway association and of the execu- 
tive committee of the Association of Railway Executives. 


Aishton Gets Loving Cup 


A beautiful gold loving cup was presented to R. H. Aishton, 
president of the American Railway Association and chairman 
of the Association of Railway Executives, by the members of 
the executive committee of the latter association. The inscrip- 
tion on the cup is as follows: 


Presented to R. H. Aishton, June 2, 1928, the fiftieth anniversary 
of his continuous railroad service and his sixty-eighth birthday, by 
his friends and associates on the executive committee of the Asso- 
ciation of Railway Executives as a token of their confidence, affec- 
tion and esteem. 


The anniversary was June 2, but the cup was not actually 
presented until the meeting of the railway executives at 
Atlantic City. 

Daniel Willard, president of the Baltimore & Ohio, pre- 
senting the cup on behalf of his fellow executives, spoke in a 
humorous vein at first and then said: 


Now it is also a fact that you did complete fifty years of service 
with the railroads on the second of June of this year, and I think 
that is a significant fact, and certainly it will be considered so among 
any group of railroad men. 

You entered the service of the Northwestern, so I am told, as 
an axeman. The record does not disclose that you were particularly 
superior as an axeman, but you managed to hold your job, I sup- 
pose, and that was to your credit, and you continued to hold your 
job. To that it might be said of you that you began at one end of 
the service and went out by the other, and that you accomplished 
the whole ladder, and that is greatly to your credit and should be 
an inspiration to other boys who started as you did and with the 
same incentives ahead of them. 

But still, although you did all that, I am not so sure that that 
would entitle you to this act that I am going to perform. It so hap- 
pens that about ten years ago, after forty years serving one company, 
you then undertook to serve, and have served for the last ten years 
very well, all of the companies in the United States, as president of 
the American Railway Association and, more recently, as chairman 
of the executive committee of the Association of Railway Executives. 
I happen to know something of the difficulties confronting you as 
president of the A. R. A. When you first took up those duties it 
was in the reconstruction days after the war. The position which 
you filled for the first time needed a man who not only understood 
railroading in a practical way, but with it all elements of leadership, 
and among the elements of leadership I am sure one of the most im- 
portant is that you should have the confidence of those whom you 
hope to work with. You did have the confidence of your associates. 
You brought to the position not only a very definite practical under- 
standing of the problems confronting the railroads, but you brought 
with it also an earned confidence, so that when you took hold of the 
work and asked the different executives to do things that they had 
never been asked to do before, and urged them to make sacrifices in 
the interest of the comman good, they did it—rather reluctantly, in- 
deed, but after all it was greatly to their credit and to your credit 
that they did it at all. And in the last five or six years, as the result 
of your leadership, the car service division and the other agencies 





THE TRAFFIC WORLD Vol. XLI, No, 95 


Grea 


Strategicall 


ea BUFFALO 


DP agree .—_—— 


—! ae 
PH. RADELPHIA 


ee 


SASS NORFOLK 


7 


aay 


jz 


KEYSTONE WAREHOUSE CO. 


x 

L_ 
i 
—_— =a 










June 23, 1928 THE TRAFFIC WORLD 1553 


Terminals | 


i! Locate dt Modern Equipment- 
Fast Service-LowRates 


SL supervision and operation assures 
: high efficiency and uniform service to vessels and 
m cargo interests alike. Waterside storage eliminates one or 
two transfers. Large electric elevators provide for safe 
movement of merchandise. Direct transfer Ship- Rail 
(except in New York, where the terminal is located with- 
in “free lighterage limits”) provides for the handling of 
cargoes with utmost safety and dispatch. Fire-proof build- 
ings with modern equipment bespeak low insurance rates. 


An organization rendering efficient, economical service 
to great numbers. 


No. 25 








WA 





BOSTON TIDEWATER TERMINAL, INC. NORFOLK TIDEWATER TERMINALS, INC. 


J. M. Hoffman, V. P. & Gen’l Mgr. J. A. Moore, Manager 
666 Summer Street, Boston, Mass. Norfolk, Va. 
ATLANTIC TIDEWATER TERMINALS KEYSTONE WAREHOUSE CoO. 
G. W. Green, V. P. & Gen’l Mgr. W. S. Bishop, Gen’l Mgr. 
17 State Street, New York Seneca and Hamburg Sts., Buffalo, N. Y. 
PHILADELPHIA TIDEWATER TERMINAL MERCHANTS WAREHOUSE CoO. 

G. M. Richardson, Gen’l Mgr. & Treas. Snowden Henry, Supt. 

10 Chestnut Street, Philadelphia 10 Chestnut St., Philadelphia 


RICHARD D. JONES, Western Traffic Mgr. 
1646 Transportation Bldg., Chicago 


W. B. McKINNEY, Secretary and Treasurer 
SEE aE aE Lee aE Ee aE aE OME Ee el aL Ee aN 


JHAINof TIDEWATER TERMINALS Si 


_ and ALLIED INIAND WAREHOUSES 3 HEN, 


HARVEY C.MILLER President fa. 


IM) COMMERCIAL TRUST BLDG.PHILA, PA. Ai a 
=e cal = 
_ ea a Ln MSE OS OS OE IE Oe Ie OO some 3 


Gig 2 
-, al 
17, Tf 
| | 
1 \ p V4 
~J - 4 
A 7 ss 
A 











1554 


that function with the A. R. A. carry on their work so smoothly 
that, so far as I am concerned, I am not conscious any more that 
there is any such association and it no longer chafes. In my opinion 
the forming of that committee, and the development of the technique 
which has been brought about in your administration, is one of the 
greatest and most constructive efforts ever undertaken by railroad 
executives in this country and has done more and will do more than 
anything else, so I believe, to conserve private ownership. That is 
how I feel about what you have done as the head of the A. R. A. 
and the Association of Railway Executives... . ’ 

Mr. Aishton, your friends the members of this association have 
caused to be prepared this cup, suitably inscribed, which they have 
asked me to present to you with a few words this evening. They 
were particular to emphasize that word ‘few,’ and I am almost 
done. You are not to regard it, you certainly will not regard it, 
from the point of any intrinsic value, but it is hoped that it will 
serve aS a constant reminder to you of the esteem and the regard 
of your associates on this committee, and I am sure I am not going 
too far when I say we hope it will be a perpetual reminder to you 
of our affection. 


The remarks of Mr. Aishton follow: 


Mr. Willard and gentlemen, I don’t know what to say. You have 
knocked me speechless. It is what the cup symbolizes that means 
everything to me. You know, there are some things that mean the 
most of all in this world. Wealth means something, of course; power 
means something; authority means something. But when a man can 
spend fifty years with a bunch of railroad men and at the end of 
that fifty years gets such a wonderful token of their friendship and 
esteem it is well worth while, and I do app~eciate it most sincerely. 


I have enjoyed my fifty years of railroad life. I can truly say 
that during that period, while I have had my trials and my tribula- 
tions, there has never been a moment that I have not had the 
greatest happiness in that work; and of all the time I have spent in 
that service the association with you gentlemen in this association 
work has been the most satisfactory and the most gratifying of all 
the years I have spent in the railroad service. I want to thank you 
gentlemen for the support you have always given us. If we have 
been instrumental in helping to carry out your policies and make 
them successful, it makes Colonel Thom, myself and all our associates 
very happy indeed, and on behalf of them I want to thank you again 
for this token of esteem to your chairman. 


Now, Colonel Thom, in my association with him the last eight 
years, has been the most wonderful inspiration in every way—except 
in oratory. Again I want to say that I do thank you—not alone for 
the cup, which I shall treasure all my life, but more for what it 


symbolizes. 
A. R. A. Meeting 


Representatives of practically every railroad in the United 
States, Canada and Mexico were in Atlantic City this week 
attending meetings of divisions of the American Railway 
Association. 


The importance of railroad transportation was emphasized 
by W. G. Besler, chairman of the board of the Central Railroad 
of New Jersey, in an address June 20 before the ninth annual 
convention of the purchases and: stores division of the associa- 
tion. In part, he said: 


As the nation continues to grow both industrially and in the mat- 
ter of population, then in proportion does this country become more 
dependent on adequate transportation. The progress and prosperity 
of the nation requires dependable means of transportation such as is 
now being furnished by the rail carriers. The railroads of the United 
States have been for some years and are at the present time furnish- 
ing the nation with a service that has never been surpassed. 


The year 1926 excelled all others up to that time in the matter 
of increased operating efficiency on the part of the carriers but even 
in the face of that fact still greater results were obtained by them 
in 1927. In the light of preliminary reports, even greater operating 
efficiency will be attained this year although the volume of traffic 
promises to be less than in either of the two previous years. 


This increased efficiency has not been obtained through chance 
but has come from concerted and intensive efforts on the part of the 
railroads to give to the public the best service it is possible to render. 

The ratlroads since the beginning of 1923 have invested more than 
four billions of new capital in their properties, have received a fine 
measure of cooperation from shippers and the general public through 
the extension of the shippers’ regional advisory board movement and 
have continued to receive the loyal support of a large proportion of 
their employees. These things have all been contributing factors in 
bringing about the present high standard of rail transportation. 


One of the most significant features of the improvement that has 
taken place in recent years in the transportation service afforded the 
public, has been its effect on the economic welfare of the United 
States. Due not only to this fact but also to the large expenditures 
made annually by them, the railroads constitute one of the principal 
contributors to our industrial activity and national prosperity. 

During the year 1927, the railroads through direct purchases of 
materials and supplies made a contribution to the industrial progress 
of the nation amounting to nearly one and one-half billion dollars. 
At the same time, they were also indirect purchasers of many com- 
modities, large quantities of which go into railway equipment, and 
into new construction that is contracted for under lump sum agree- 
ments and which is not classified under the head of direct purchases. 
In addition, approximately $2,953,211,000 was distributed among rail- 
road employees in the form of wages which in large part are used 
in purchasing the products of industry. 

The largest proportion of the total amount expended for direct 
purchases during the year, went for fuel and amounted to $438,821,000. 
Iron and steel products came second, the total outlay for that general 
class being $432,604,000. Purchases of forest products called for an 
expenditure of $175,729,000, while miscellaneous supplies cost $348,774,- 
000. These expenditures for the most part were not confined to any 
one state or locality but were nation wide in effect. 

Railway purchases in 1927 included approximately twenty-five per 
cent of the total bituminous coal production; about the same propor- 
tion of the total lumber cut and about nineteen per cent of the iron 
and steel output. 

The total purchases for the year were somewhat smaller, meas- 
ured in dollars, than in 1926. This is in line with the fact that the 
railways in 1927 handled less traffic than during the preceding year 
and that both their revenues and expenses were lower than in 1926. 

The return which the railroads are receiving from this unexcelled 
service which they are furnishing to the public, and the large capital 
expenditures they have made and are making for improvements and 
betterments in the interest of maintaining the present high standard 
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of service, to say nothing of the billions of dollars they are expending 
for materials and supplies is disappointing. Net earnings of Class |] 
railroads for the first four months this year were only at the annua] 
rate of return of 4.32 per cent on their property investment, the lowest 
for any similar period in the past seven years. For the year 1926 
they were at the rate of 4.98 per cent but this dropped to 4.40 per 
cent in 1927, and, according to present indications, there will be a 
still further reduction this year. é 

Many of the railroads have already begun to retrench in the 
matter of maintenance and capital expenditures while I have shown 
how, in the face of reduced traffic, purchases made direct by the rail- 
roads in 1927 were reduced, the reductions having been about ten per 
cent under the year 1926. 

If the railroads are to continue in the future to maintain adequate 
and efficient transportation, keeping step with the industrial develop- 
ment of this country, they must be permitted to earn a fair return 
for you can not disturb the financial standing of the rail carriers 
without at the same time disturbing the prosperity of the nation. 


Through reclamation of old materials in accordance with 
the general policy of the rail carriers to bring about greater 
efficiency and economy in operation, substantial savings are 
being realized by the railroads, according to a.report submitted 
by the committee on control of shop manufacturing orders for 
stock material. A summary of the report follows: 


As a result of this reclamation work, the railroads are making 
use of practically every bit of old material so long as it is possible 
and economical to do so. Hundreds of articles such as bolts, mail 
rack brackets, steel for locomotive cabs, coach steps, drills, signal 
blades for semaphores, tongs for handling rails and ties, track levels, 
hinges for gates, steel rods of all kinds, metal plates, materials for 
switches, chisels, springs, cylinder heads and many other articles 
needed in railway operation are being converted by the railroads from 
old iron and steel. Out of old metallic roofing, empty powder or 
carbide cans emerges bright new tin buckets, cups and other tinware 
while staffs for signal flags are being manufactured out of old broom 
handles and other mill refuse.. Canvas, which can no longer be used 
for the purpose for which it was originally bought, is converted by 
the upholstery shops of the railroads into cab curtains, locomotive 
steam pipe coverings, aprons for workmen, ‘vestibule and coach win- 
dow curtains, trimmings for passenger cars, canvas bags, and many 
other things. Old lumber is also cut into planks for crossings or made 
into desks, warehouse trucks, stands for typewriters, freight skids, 
window brush handles, grain doors and many other articles. Second 
hand raid is made into guide rails while car wheels which have become 
flat are again restored to active use by grinding. Through a system 
of reclamation developed by the railroads, oily dirty waste taken from 
journal boxes is cleaned and reoiled and again placed into use. 


A report from the Bureau of Railway Economics on railway 
purchases, figures in which were referred to by Mr. Besler, 
was submitted. 

At a meeting of the mechanical division of the American 
Railway Association the speakers included R. H. Aishton, presi- 
dent of the association; Commissioner McManamy, of the Com- 
mission; A. G. Pack, chief inspector of the bureau of locomotive 
inspection of the Commission; and Assistant Secretary of Com- 
merce McCracken, in charge of the aviation department of the 
Commerce Department. ; 

The motor transport division of the association held its first 
annual meeting June 21. Problems related to the railroads and 
motor transport were considered. Among the speakers were 
Mr. Aishton and A. P. Russell, vice-president of the New Haven, 
and chairman of the motor transport division, who presided. 

Mr. Aishton, addressing the mechanical division meeting, 
contrasted the performance of the railroads in recent years 
with “our apprehension regarding constantly decreasing reve- 
nue of railroads. And yet, with public acclaim about the serv- 
ice, we find a constant pressure and tendency toward lower 
rates,” said he. 

“We have new forms of transportation, including motor 
and air. A woman has just flown from America to Europe in 
twenty hours and forty-nine minutes. None of us know what 
will happen next, but the railroads are not opposing other forms 
of transportation because, if the public wants them it is going 
to get them. The railroads should associate their affairs in 
these new movements so as to get the greatest amount of ad- 
vantage for rail transportation, which, after all, is the backbone 
of transportation in this land. This association of affairs should 
consist of cooperation or coordinating or doing whatever may 
be necessary to furnish the public transportation which 
it is bound to have—the most efficient, fastest and cheapest.” 

Mr. Powell, president of the Seaboard Air Line, addressing 
the purchases and stores division, said the amount of money 
expended by the railroads for materials in 1926 exceeded the 
net return earned by the railroads on their capital investment. 
He urged proper and economical purchase and use of materials. 
He said that too much material was a waste andi that lack of 
material was an equal waste. 


FAST TRANSCONTINENTAL MOVEMENT 


Editor The Traffic World: 

As there are quite a few traffic managers writing in regard 
to fast shipments of freight, I wish to mention that, on June 
1, at 2:35 a. m., Union Pacific car No. 151995 was picked up 
at Glendale, Calif., and routed via the U. P., C. & N. W., with 
B. & O. delivery at Philadelphia. It was spotted and ready 
for unloading at 7:35 a. m. June 11, making a transcontinental 
movement in ten days. I believe this is somewhat of a record 
on freight moving across the continent. 

W. Grossniclaur, 
Abbotts Alderney Dairies. 
Philadelphia, Pa., June 19, 1928. 
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Freight Rates 


Thirty-second of a Series of Fifty-two Articles on This Subject, Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


The Southern Rate Adjustment—Part | 


The Territory: The Southern Rate Territory is coexten- 
sive with the Southern Classification Territory. It includes 
all of the United States west of the Atlantic Ocean, north of 
the Gulf of Mexico, east of the Mississippi River, and south of 
the Ohio and Potomac rivers and the line of the Norfolk and 
Western Railway from Kenova, W. Va., to Norfolk, Va., with 
a few points outside of these boundaries included in the ter- 
ritory for rate-making purposes. 

The district is divided into several more or less clearly 
defined sub-territories, including the western portion along the 
Mississippi River known as Southeastern Mississippi Valley 
Territory, and the eastern section known as Southeastern Ter- 
ritory. Each of these larger sub-territories is subdivided into 
smaller rate districts. The Lower Mississippi River Crossings, 
the Jackson-Meridian Groups in Mississippi, and the Kentucky 
Junction points are important rate groups in Mississippi Valley 
Territory, while the Atlanta and Birmingham sub-territories, 
the Carolina Territory proper and the Carolina Territory south 
of the Walhalla Line, and part of Virginia are important rate 
divisions of the general Southeastern Territory. 


Factors Affecting Southern Rates 


The freight rate structure in Southern Territory can be 
understood only by examining the development of the section. 
The South is almost entirely surrounded by navigable water 
and rivers penetrate far into the interior to afford water trans- 
portation facilities. Water competition has exerted an impor- 
tant influence upon freight rates, especially in the past, when 
small river craft were used to a large extent in the interior 
southern trade. At one time, freight rates were very exten- 
sively adjusted to meet water competition at competitive points. 
Rates were based upon actual or potential water competition, 
even in cases where the water competition was weak or merely 
potential and not an actual competitive force. 

In the early days of railroads, the southern railroads often 
acted as feeder lines to connect interior points with waterways, 
and at the same time the rail lines were competitors of the 
inland waterways in a very keen struggle for traffic to and 
from the ports. The result was that cities and towns located 
upon the coast or upon inland waterways were given relatively 
low rates, while localities not served by waterways were given 
relatively higher rates. 

Another factor of great importance in the fixing of the 
southern rate structure was the dependence of the district upon 
agriculture as a basic industry. The south, from earliest colo- 
nial days, was dependent for its prosperity upon agriculture. 
Cotton, since the invention of the cotton-gin in 1793, has been 
“king” of southern crops. Other staple agricultural crops, in- 
cluding tobacco, rice, indigo and sweet potatoes, and forest prod- 
ucts—including naval stores and lumber—constituted a large 
proportion of the outward traffic flow of the south. Manufac- 
tured goods, machinery and agricultural implements were and 
are moved into the territory in large quantities. The extensive 
system of agriculture made the interior of the south dependent 
upon primary distribution and commercial centers such as Nor- 
folk, Richmond, Savannah, Atlanta, Wilmington (N. C.), Charles- 
ton, Jacksonville, New Orleans, Mobile, Memphis, Vicksburg 
and other trading centers. These became markets for the 
products of the soil and sources of supplies for needed imple- 
ments and supplies. 


The Basing Point System of Rate Making 


The railroads of the south established and maintained 
freight rates which increased rapidly with distance and upon 
relatively high levels per ton-mile on non-competitive traffic. 
At competitive points the rates were reduced so that the rates 
to local points were made by adding the through rates from 
the point of origin to the competitive points and the rates from 
the competitive points to the final destinations. 

The competition between railroads and steamships was so 
severe that the rail carriers could not reduce all of their rates 
and operate at a profit. General reductions of all rates, there- 
fore, were not made by the railroads; but the rates at the 
points of water competition were reduced to the extent neces- 
sary to attract freight, while the rates at other points, where 
such competition did not exist, were maintained at much higher 
levels. It frequently happened that rates for transportation 
over the entire length of a railroad to a water-competitive ter- 
minus did not exceed the rates charged for transportation for 
half the distance to a local non-competitive point.’ 

Railroad and commercial competition, as well as the com- 


petition between railroads and water carriers, often caused 
railroads to make lower rates to the basing points than were 
given to local non-competitive points, without regard to the 
fact that the hauls were longer to the basing points than to the 
non-competitive points. Basing points were established at points 
whether water competition was present or not, where there was 
a considerable volume of freight traffic. 

The earliest basing points were the ports on the south 
Atlantic seaboard and on the Gulf of Mexico, on the larger cities 
and towns on the Mississippi River and other navigable rivers. 
The lower rates given these favored points were often extended 
to interior railroad junction points and commercial centers by 
keen railroad and commercial competition. 


The Modification of the Basing Point System 


The long-and-short-haul clause, fourth section of. the act to 
regulate commerce, as amended by the Mann-Elkins act of 1910 
and the transportation act of 1920, has caused the carriers in 
the south to modify the basing point system. These acts made 
it illegal for railroads and other carriers subject to the act, to 
charge higher rates for shorter hauls than for longer, over the 
same route, in the same direction, the shorter hauls being in- 
cluded in the longer, without specific authorization to do so 
by the Interstate Commerce Commission. Applications of the 
carriers for “fourth section relief’ have been granted in many 
cases by the I. C. C., but denied in many others. The broad pol- 
icy of the Commission since 1910 has been toward the elimina- 
tion of rates based on combinations of the rates from the points 
of origin to the basing points, with the local rates from the 
basing points to the final destinations. In the place of such 
combinations of rates there has gradually been substituted the 
plan of granting the rates given the basing points to local points 
tributary to such centers. The basing point rates have tended 
to be blanketed over a number of points surrounding the base. 
Rate groups have been substituted for many basing points and 
the number of basing points materially reduced. 

The tendency has been to grant fourth section relief to car- 
riers in the south only where actual water competition beyond 
the control of the carriers was shown to be present, and then 
only to the extent necessary to enable the railroads to meet 
such competition. This resulted in important basing points, 
after the wholesale reduction in 1916, which included: 

Brunswick, Ga., Savannah, Ga., Macon, Ga., Atlanta, Ga., Rome, 
Ga., Augusta, Ga., Columbus, Ga., Milledgeville, Ga., Bainbridge, 
Ga., Hawkinsville, Ga., Dublin, Ga., Ft. Gaines, Ga., Eufaula, Ala., 
Montgomery, Ala., Birmingham, Ala., Columbus, Ala., Demopolis, 
Ala., Mobile, Ala., Selma, Ala., Memphis, Tenn., New Orleans, La., 
Gulfport, Miss., eenville, Miss., Natchez, Miss., Meridian, Miss., 


Jackson, Miss., Vicksburg, Miss., Jacksonville, Fla., River Junction, 
Fla., Pensacola, Fla., Charleston, S. C., Beaufort, S. C 


Rail-and-Water Rates 


The steamship lines and tramp steamers plying between 
the north Atlantic and south Atlantic and Gulf ports have 
exerted a powerful and sometimes a controlling influence upon 
rates on traffic to and from the south. The steamship lines 
for many years have joined with the railroads in the New 
England and Trunk Line territories in the north and with the 
carriers in the south in forming through rail and water, water 
and rail, and rail-water-rail routes and through rates between 
points in the north and south. The combination steamship- 
railroad rates were based upon a differentially lower basis than 
the all-rail rates. In fact, it may be said that the whole fabric 
-of southern interritorial rates was based upon the water-rail 
rates, and these in turn upon all-water coastwise rates. 

The water-rail rates from Baltimore to points in the south 
were, for many years, the basic rates. Combination water-rail, 
rail-water, and rail-water-rail rates from other points or groups 
in Trunk Line and New England territories were made by add- 
ing differentials to the Baltimore rates. All-rail rates from 
Trunk Line and New England rate groups were made by adding 
differentials to the rail-and-water rates applying from those 
groups to southern destinations. 

Thus, the first class all-rail rate from New York to Atlanta 
were found by the following formula: 


Water-and-rail rate, Baltimore to Atlanta, $1.691%4 (basic); all- 
rail rate, Baltimore to Atlanta, $1.78% (differential 9 cents over 
water and rail); water-and-rail rate, New York to Atlanta, $1.80 
(differential 10% cents over water and rail); all-rail rate, New York 
to Atlanta, $1.89 (differential 9 cents over water and i 


Trunk Line and New England groups, for traffic moving to 
117 I. C. C. 254, 280. 


. 2Montezuma vs. Central of Georgia Ry. Co., 28 I. C. C. 280. 
3I, C. C. Fourth Section Order, No. 3866, 1916. 
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and from the south, included Baltimore, Md., Washington, 
D. C., Alexandria, Va., Philadelphia, Pa. New York, N. Y., 
Providence, R. I., and Boston, Mass. Differentially related all- 
rail and rail-and-water rates were made between each of these 
groups and southern groups and basing points. The all-rail 
rates between the groups were differentially related to the rates 
between each other group and the southern groups, and the 
rail-water rates were in each case related to the all-rail rates. 


Rates Between Central Freight Association Territory and the 
South 


Rates between points in Central Freight Association Ter- 
ritory and the south via the Ohio River crossings were based 
upon the rates applying between Louisville and southern points. 
Rates between other Ohio River crossings and points in the 
south were made by taking the same rates as Louisville or by 
adding differentials to the Louisville rates. The all-rail rates 
between Louisville and Atlanta and many other southern points 
until 1917 were the same as the water-rail rates between Balti- 
more and the same points. This parity was disrupted in 1917 
by Interstate Commerce Commission, and since that time rates 
from Louisville have been lower than the Baltimore group 
and the southern points. 


Rates between Mississippi River crossing points, Memphis, 
Tenn., to, New Orleans, La., were made by subtracting differ- 
entials from the Ohio River crossing rates, or by using the 
same rates. Rates between St. Louis, Mo., and the south were 
made by adding differentials to the Ohio River crossing point 
rates or by using the same rates, depending upon the crossing 
peint used and the location of the points in the south. 


The gateways between the south and other territories, 
which served as rate-making points in constructing interterri- 
torial rates between the south and other territories, included: 


1. The Trunk Line-Southern gateways sometimes referred to as 
the Potomac gateways: Potomac Yard, Alexandria, Va.; Shenandoah 
Junction, Va.; Hagerstown, Md., and Strasburg Junction, Va. ei 

. The Virginia Cities, including among others: Norfolk, ch- 
oun TRtrroike Pinner’s Point, Petersburg, Roanoke, Lynchburg, 
Portsmouth, Strasburg, Waynesborough, Basic, Clifton Forge, Brook- 
neal, Burkeville, Jarrat, Kilby, Altavista, St. Paul. ie 

3. The Ohio River Crossings, including: Louisville, Ky., ncin- 
nati, O., Evansville, Ind., Madison, Ind., New Albany, Ind., Jeffer- 
sonville, Ind., Mt. Vernon, Ind., Cairo, Ill., Brookport, Ill., Joppa, IIl., 
Thebes, Ill., Mounds, Ill., Gale, Ill, Thebes Transfer, IIl. 

. The South Atlantic ports, including: Norfolk, Va., Wilming- 
oni C., Charleston, S. C., Savannah, ., Brunswick, Ga., Jack- 
<< “<« c including: St. Louis, Mo 

. The Mississippi River Crossings, including: A uis, be 
Pi Tenn., Vickaburs, Miss., Natchez, Miss., and New Orleans, 
La. 


. The Southern Gulf ports, east of the Mississippi River, in- 
cluding: Pensacola, Fla., Tampa, Fla., Appalachicola, Fla., Mobile, 
Ala., Gulfport, Miss., and New Orleans, La. 





PRINCIPLES OF INLAND TRANSPORTATION 


Stuart R. Daggett, professor of railway economics, Uni- 
versity of California, is the author of a new book, published 
by Harper and Brothers, New York, on the “Principles of Inland 
Transportation.” The purpose of the volume is to give a pic- 
ture of all the major forms of inland transportation—railway, 
waterway, tramway, motor vehicle, and airplane—so presented 
as to make apparent the essential unity of principle and pur- 
pose underlying all, and to explain the relation of each to such 
problems as price fixing, calculations of cost, effect on the dis- 
tribution of population, labor, finance, etc. An idea of the 
contents of the book may be obtained from the chapter head- 
ings, as follows: General survey of transportation facilities; 
inland waterways; the invention of the railway and its intro- 
duction into England and, continental Europe; the history of 
American railways; street and interurban railways; highway 
transportation; experiments in aviation; the effects of improved 
transportation on industrial society; the localization of sources 
of supply; routes connecting producing and consuming terri- 
tories—the Great Lakes; major, railroad routes in the United 
States; commodity movements—grain; commodity movements 
—live stock and fruit; commodity movements—lumber, cotton 
and sugar; competition of routes and local discrimination; the 
relations between carrier and shipper—common carrier liability; 
the duty of service; the problem of price fixing—equality of 
charges; the problem of price fixing—theory of rates; rates 
on particular hauls; problems of administration—traffic rela- 
tions between transportation companies; operating cooperation 
between railroad companies; the problem of terminals; con- 
solidation policies; early state legislation—granger laws; the 
federal act to regulate commerce and its later amendment; 
railroad organization in time of war; federal railroad operation 
in the United States, 1918-20; the transportation act of 1920; 
the relations between the public and the railways in England; 
the relations between the public and the railways in France; 
the relations between the public and the railways in Germany; 
regulation of inland waterways; statutory control of motor- 
vehicle common carriers in the United States. 
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HOOVER ON TRANSPORTATION 


If Herbert C. Hoover, the Republican candidate for Presi. 
dent, is successful at the polls in November, the country will 
have in the presidential office a man who has taken more than 
ordinary interest in transportation problems. As Secretary of 
Commerce in the Harding and Coolidge administrations, yy 
Hoover has had a part in the shaping of the transportation 
policies of the executive branch of the government and has 
expressed himself on the subjects of railroad consolidation, rate. 
making, the merchant marine, commercial aviation, the develop. 
ment of inland waterways, and the operation by the government 
of barge lines on the Mississippi and Warrior rivers. His views 
on transportation problems have been set forth in testimony 
before congressional committees and the Interstate Commerce 
Commission and in public addresses. 

Appearing before the Commission February 3, 1922, Sec. 
retary Hoover, after discussing in a general way the economic 
situation confronting the country at that time, said: 


If we look at the national economic situation as a whole, the 
greatest impulse that can be given to recovery from any source what- 
ever is a reduction of rates on primary commodities, combined with 
the immediate resumption of railway construction and equipment, 
The first depends upon reduction of operating costs, the second upon 
restoration of credit for our railways. ... 

The involved complex of transportation rates was obviously 
originally based on some relationship to the value of commodities, 
mitigated by competition. In other words, the old slogan of “what 
the traffic will bear’’ had some economic background. But this 
entire conception of rate making was destroyed by horizontal raises. 
We have rates clearly beyond what the traffic can bear... . 

During the past eight months the railways have made many 
thousand readjustments of local rates in endeavoring to heal local 
distortions; but I am convinced that the whole railway rate structure 
needs a most systematic overhaul in the light of these new economic 
forces that have been brought into play. Obviously, we must main- 
tain the average rate that will support our transportation systems 
adequately; and such an overhauling of rates might quite well mean 
the advancement of rates in certain commodities in order that com- 
pensation can be given to others where there is undue distress. . . 

If I were to discuss the rates charged today I should say at 
once that a decrease in passenger rates is not nearly so vital to 
the community as a lowering of freight rates, for passenger rates 
do not enter into the ‘‘spread’”’ in proportion to the relative volume 
of earnings. If I were examining the freight rates, I should at once 
say that coal, metals, wood, and agricultural commodities and other 
producers’ goods should be reduced to the bottom before L. C. L. 
and class rates are touched. 

I would be willing to go even further and say I am convinced 
that even if the Commission can not at the present moment justi- 
fiably reduce railway incomes a single dollar, it is warranted in 
investigating the possibility of some relief to the more distressed 
commodities by a revision of certain rates upward. There is perhaps 
no great field for changes in this direction, but it is worth inquiry. 
As mentioned above, an economic analysis of our industry will show 
that L. C. L. and class rates are far too low compared to the rates on 
primary commodities. 

With the gradual return of the traffic to normal and with de- 
creased operating costs, relief in rates will be available; but it would 
be an economic crime to apply such relief by horizontal reduction 
to all rates, thus giving relief to higher-priced goods and travel, 
while the vital forces of our economic life—our agriculture, fuel, 
and metals—are choked. ... 

I see no occasion to go into the labyrinth of past railway finance, 
its propriety or lack of propriety, its foolishness, or its skill. That 
generation is gone by. The nation has fought its battle against 
manipulation of finance; it has won; and it has put these matters 
under public control. This Commission approaches the financial 
problems of the railways upon their actual value, not upon their 
issues of securities; and I take it we are living for the future, not 
the past. We want transportation, and we want it with the values of 
private initiative and clean public service. 

A great deal has been said about the inefficiency of our railway 
system. I do not entirely sympathize with these statements. Com- 
parison with foreign railways from the fundamental criteria of per 
ton-mile costs, train loading, and so forth, and in the light of our 
higher standards of living, will demonstrate that our railways are 
of better efficiency than others and are growing still better. 

The consolidation of our railways into larger systems has been 
contemplated in our legislatures for some years past as a gain in 
efficiency. Its value can be overestimated—it is not a panacea for 
all trouble. It does give hope, however, of economies through fur- 
ther efficiency in more complete utilization of rolling stocks and 
terminals, some small degree of saving in overhead and saving in 
current inventories. But its probable greatest saving would be in 
decreased cost of proper finance, increased financial stability, and 
fuller independence from the supply companies. 

It is probably unnecessary to refer to the question of government 
ownership. No one with a week’s observation of government rail- 
ways abroad or with government operation of industry in the United 
States will contend that our railways could ever be operated as in- 
telligently or as efficiently by the government as through the initia- 
tive of private individuals. Moreover, the welfare of its multitude 
of workers will be far worse under government operation. 

We are struggling with the great problem of maintaining public 
control of monopoly and at the same time maintaining the initiative 
A — enterprise. I believe that we are steadily progressing to 
solution. 

Great social and economic problems find their solutions slowly 
and by a process of trial and error. We have tried unregulated 
monopoly and have tried government operation and found the error 
in them. We still have much to solve if we are to maintain our 
transportation, maintain our initiative, and restore confidence not 
only of investors but also of our shippers and our workers on the 
railways. Much of this solution depends on the successful initiative 
of the railways themselves, and much of the shaping of these matters 
lies, fortunately, in your able hands. 


In April, 1924, as a witness before the House committee 
on interstate and foreign commerce in the hearing on the Hoch 
rate revision resolution that later became the Hoch-Smith res- 
olution, Mr. Hoover said he presumed the purpose of the Hoch 
resolution was to stimulate the Commission to consider the 
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“THE IRON MASTER?” is one of the 
fleet of 61 named Pennsylvania freight trains 
that have set remarkable records for regu- 
larity and dependability of on time arrival 





... with cargoes from the regions 


of IRON and STEEL 


‘Dirty British coaster with a salt-caked 
smoke-stack 
Butting through the Channel in the mad 
March days, 
With a cargo of Tyne coal, 
Road-rails, pig-lead, 


Firewood, iron ware... .’’ 


T is thus that the poet sings of the 
coaster—so important to British 
commerce. ‘The Iron Master” of 
the Pennsylvania freight service like- 
wise deserves the praise of a poet for 
the work it does. For it brings East- 
ward commodities manufactured of 
iron and steel in the great mill dis- 
tricts of Pittsburgh and vicinity. 
Each afternoon “The Iron Master” 
sets out for the Atlantic Seaboard. 
Every run that this train makes is an 
important contribution to the indus- 
trial life of the East. For the products 
that it brings are used in the countless 


necessities of seaboard towns and cities, 
forming the framework of huge sky- 
scrapers, great hotels, bridgesandships. 


In addition to its regular loads of iron 
and steel “The Iron Master” carries 


Here are some other Pennsyl- 
vania freight trains whose reg- 
ular on schedule performances 
have earned them distinctive 
names: 


‘“*THE HOME RUN’”’ 
Empty Refrigerator and 


Tank Cars 
Seaboard Cities to Chicago 


‘*THE BULL DOG’’ 
Merchandise 
Akron to Seaboard Cities 


‘THE PREMIER”’ 
Live Stock 
Pittsburgh to Seaboard Cities 





general merchandise and other non- 
perishable traffic. And a great many 
products to swell its caravan are brought 
in on feeder trains from Wheeling, West 
Virginia, Mahoningtown, Pennsylvania, 
Sharon, Pennsylvania, Youngstown, Ohio, 
and Niles, Ohio. These cars are added to 
“The Iron Master” inthe yards at Pit- 
cairn, Pennsylvania. 


When “The Iron Master” arrives at 
Greenville Yards, Jersey City, the freight 
destined for points in the New England 
and Long Island territories is delivered to 
lines of connecting carriers. And _ here, 
too, is located a large Export Yard where 
shipments for foreign ports are delivered 
or transferred to steamship companies. 


Over a long period of time “The Iron 
Master” has proved its ability to bring in 
the merchandise entrusted to it regularly 
and dependably on time. Manned by 
efficient train crews—carefully watched 
at all points en route to insure prompt 
arrival ‘The Iron Master” is one of the 
outstanding on time freights in the Penn- 
sylvania service. 


Carries more passengers, hauls more freight than any other railroad in America 


PENNSYLVANIA RAILROAD 
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question of a reorganization of the rate structure. In his view 
there were many rate inequities and the rate structure was a 
“hodge-podge.” One primary difficulty standing in the way of 
a reorganization of a rate structure, said he, was the lack of 
diversity of traffic of certain railroads, and that the reorganiza- 
tion could be much more easily accomplished after consolida- 
tion of the railroads. He made the point that class rates were 
unduly low as compared with rates on primary commodities, 
and said that a constructive study of the problem seemed to 
be desirable. In reply to a question by Representative Rayburn, 
of Texas, as to how long the investigation would take, Mr. 
Hoover said those dealing with the problem should be able 
to tell in five or six months what the effect of the horizontal 
increases had been and that he did not think that it would be 
an enormous undertaking. 

In May, 1924, Secretary Hoover testified before the Senate 
interstate commerce committee on the Cummins railroad con- 
solidation bill, as to which he had been consulted when it was 
drafted. He reiterated the view that consolidations would offer 
greater opportunity for a general readjustment of rates than 
was possible under existing conditions. He emphasized the 
point that adequate service at all times was more important 
than the question of rate reductions, in responding to a ques- 
tion as to whether rate reductions would result from consolida- 
tions. He said the Cummins bill provided for three stages of 
“pressure” to bring about consolidations, but that he thought 
the railroads in most cases would come in at the first stage 
without waiting for “pressure.” He approved the provision for 
federal incorporation of consolidated systems. 

In the hearings on the Howell-Barkley railway labor bill 
in April, 1924, D. B. Robertson, president of the Brotherhood 
of Locomotive Firemen and Enginemen, made the statement that 
the bill had been presented to Secretary Hoover “approximately 
four months ago.” 


“Prior to that time,’ said Mr. Robertson, “the President of 
the United States had informed the executives of the labor 
organizations that Mr. Hoover would represent him in considera- 
tion of transportation questions. After ample time for con- 
sideration of the biil, conferences were held with Mr. Hoover 
and the proposals discussed at considerable length, and it is 
worthy of note that only a few suggestions, themselves not 
antagonistic to the present provisions of the bill, were offered 
by Mr. Hoover.” 


Mr. Robertson said Mr. Hoover had unsuccessfully attempted 
to get railroad executives to confer with the railroad labor 
leaders on the bDilil. 


In connection with railroad labor problems, it will be re- 
membered that in the administration of President Harding, when 
the railway shopmen’s strike was in progress, Mr. Hoover, on 
behalf of the President, appeared before the railway executives 
in New York in an effort to bring about a settlement. 

In an address on “A Merchant Marine Policy” before the 
Shipping Conference of the Chamber of Commerce of the United 
States, at Washington, November 16, 1925, Mr. Hoover sub- 
mitted his views on the merchant marine as set forth by him 
in a letter to Representative White, of the House committee 
on merchant marine and fisheries. After declaring in favor of 
an adequate merchant marine, Mr. Hoover said: 


We will never have a real or satisfactory merchant marine until 
it is owned and maintained by private enterprise. The government 
cannoteoperate cheaply. It cannot secure revenue as large as private 
enterprise. It cannot avoid the interminable difficulties and waste of 
bureaucracy and above all, the direct and indirect political pressures. 
Furthermore, government operation and competition with private 
enterprise, with the U. S. treasury as a reserve fund, totally dulls 
private initiative. We must get out of government operation as quick- 
ly as we can establish private operation. It is uselMss to renew pro- 
posals to subsidize shipping. 


Recognizing that the government would have to continue 
to operate the government shipping lines until they could be 
transferred to private operators or until it had been proved 
that it was impossible to operate them successfully, Mr. Hoover 


expressed the view that, to have efficient and economical opera-° 


tion by the government, the “whole fleet and other property 
should be transferred to the Emergency Fleet Corporation and 
the president thereof should be appointed by the President of 
the United States, subject to confirmation by the Senate and 
should be solely responsible to the President.” 

Secretary Hoover’s views in favor of development of the 
inland waterways of the country and of the St. Lawrence lakes- 
to-ocean waterway have been set forth repeatedly in public 
addresses by him in recent years. He has advocated these im- 
provements on the ground that they will result in cheaper trans- 
portation, particularly to the farmer. He has indicated ap- 
proval of continuation, for the present, of the government’s 
barge line “experiment” on the Mississippi and Warrior rivers. 

In a pamphlet entitled “Some Long View Policies for Im- 
provement of the Farmers’ Profit,” a condensation of statements 
by Mr. Hoover, the following appears: 


In a wider sense of eliminating waste and increasing national 
efficiency in long-view policies there are other equally important items 
to the farmer and our people in general. For instance: 

The consolidation of our railways into larger systems will allow 
a sure readjustment of rates in favor of the farmer because wider 
diversification of traffic, greater economy in operation, greater finan- 
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cial stability, and better handling of terminal problems by the raj. 
WASH: « « » 

The construction of the St. Lawrence, Mississippi, and Other 
waterway systems, the improvement of the Columbia and Coloradg 
Rivers, will contribute in various directions to decrease costs of trang. 
portation and increase the volume of water power and the security 
of irrigation communities. ... 


On the subject of waste in transportation, Mr. Hoove 
has said: 


Expeditious, regular transportation is a fundamental necessity 
Any stricture or clog brings untold wastes in distribution. A ¢03j 
car shortage not alone raises the price of coal but it dislocates pro. 
duction and distribution right and left. The penalties of any trang. 
portation failure are far greater than the whole freight charge gy, 
the commodity in motion. Due to the energies of our railway map. 
agers we have now emerged from this particular chaos of the war 
We have, however, a problem in freight terminals which has not 
grown in tune with our cities. There are cities where the termina} 
distribution costs on many commodities, particularly perishables, are 
larger than some long haul rates. The problem is by no means one 
that can be entirely solved by .the railways. There are wastes jp 
transportation for which the shipper is responsible—wastes of partia| 
car loading, wastes of long routing and cross haul, wastes of bad 
packing, wastes in reconsignment. They probably aggregate half 
billion a year over what we could do if we did it better. The 
voluntary regional committees of shippers and railway operatives 
now functioning in these fields are bringing much economy. 


As to commercial aviation, Secretary Hoover advocated the 
enactment of legislation along the lines of that embodied in the 
air commerce act of 1926, under which the aviation department 
of the Commerce Department now functions. He declared for 
establishment of aviation aids comparable to the aids given 
shipping on the water and the making of contracts for the trans. 
portation of mail by airplane. He said, with such provisions, he 
believed “we can secure a commercial aviation in the United 
States without subsidy.” 


WATERWAYS AND CANDIDATES 


Secretary of War Davis has issued the following statement 
on the nomination of Secretary Hoover and Senator Curtis for 
President and Vice-President: 


I am personally very much gratified at the nomination of Secre- 
tary Hoover and Senator Curtis. Both of these gentlemen have been 
active supporters of inland waterways and have recognized their 
great value to the whole of the United States. I am sure that Mr. 
Hoover will give the waterways movement the same personal support 
and active cooperation which it has received from President Coolidge 
and that he will continue and expand this development. He has 
been a pioneer in this movement and has a broad vision of its pos- 
sibilities. As Senator Borah ably pointed out at the Kansas City 
convention, cheaper transportation of agricultural products is one 
of the fundamental factors in farm relief. River transportation in 
cooperation with the railroads is a constructive method of helping 
this situation. I feel that this development is one of my most im- 
portant duties as secretary of war and it iS very encouraging to all 
friends of waterways development to know of the keen interest and 
—" sympathy which Mr, Hoover has always shown in this 
work. 

It is gratifying to note that the farmers of the middle west, the 

northwest, and the south have gradually realized that cheap water 
transportation affords them a higher market for their products and 
enables them to pay a less price for the agricultural implements, 
stock foods, fertilizers, and other articles which they need. 

Already they know, through their own leaders, and through the 
public utterances of great grain dealers that the operations of the 
Inland Waterways Corporation have resulted in their receipt of 3 
to 31% cents per bushel more for all export grain than would other- 
wise have been possible. They know that constant efforts are being 
made to develop for them new domestic markets for their products, 
that ways and means are being developed whereby communities 
may be built up and manufactories started in their midst, through 
the cheaper collection of raw material, and cheaper distribution of 
the finished product. They have viewed with growing satisfaction 
the great interest aroused in river cities which has led to the con- 
struction of great interchange terminals at important points, whereby 
the people of the hinterland, as well as those located on the rivers, 
will receive the same. savings on their shipments or consignments 
in cents per hundred pounds, as they would receive were they located 
on our rivers. 

During the past two years the duties of my office have brought 
me into close contact with the middle west in connection with the 
expansion of the Inland Waterways Corporation and with the work 
of flood control. We have had occasion to turn for advice and re- 
ports to the department of commerce, where we have found in 
Herbert Hoover a man with not only a broad grasp of all these 
problems but also a great interest and sympathy for all forms of 
relief measures for the middle west. 

Also it is fortunate that for the running mate of Mr. Hoover 
there should have been chosen a man like Senator Charles Curtis of 
Kansas. He, too, has first-hand knowledge of the needs of the 
= west and can speak authoritatively on the problems of that 
region. 


ASHBURN ON SURVEY TRIP 


Major General Ashburn, executive of the Inland Waterways 
Corporation, has begun an extended inspection of the entire 
system of the corporation. His itinerary follows: Birmingham, 
June 21-22; Tuscaloosa, June 23; Mobile, June 25; New Orleans, 
June 26-27; Baton Rouge, June 28; Vicksburg, June 29; Memphis, 
June 30; Cairo, July 1; Davenport, Rock Island and Moline, 
July 6-7; Dubuque, July 8; St. Paul-Minneapolis, July 10; 
Chicago, July 12. 





You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Firm in our belief that the 
Port of Wilmington could 
serve its tremendously im- 
portant territory better than 











The Future 
Transportation Center 
of the Southwest 
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Port of Heuston 


wh DEEP WATER inland seaport 52 
miles long, where 63 steamship lines 

meet 18 railroads. The open gate- 
way of the great Southwest. 







a Terminal modern in every 
detail. That was five years 
























Public docks, warehouses, Public Belt rail- 
ways are owned and operated by the “Port 
Commission.” Rates for berthing, loading 
and unloading, warehouse charges and 
switching are most reasonable. Every ter- 
minal facility for the rapid and economical 


equipment has been added, 
many new lines of tracks 


handling of freight and cargoes is provided 
shippers. 






Seventy-five industries and industrial plants 
are located on the Ship Channel. Ideal 
manufacturing and terminal sites may be 
had along the Ship Channel offering easy 
access to the sea, splendid rail transporta- 
tion inland, easy labor, ideal year ’round 
weather, low fuel cost. 


At your service— 
y eJrP FR 9 





Write for a copy of the 


PORT BOOK | 
It Is FREE 


“Sa9et ° 
Address 


DIRECTOR OF THE PORT 
5th Floor Courthouse 
HOUSTON 


Charles H. Gant, Manager 
Wilmington Marine Terminal 


WILMINGTON 


TEXAS 
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OCEAN FREIGHT RATES 


The Traffic World New York Bureau 


The grain market has shown a _ substantial increase in 
activity in the last few days, which has led brokers to believe 
that this part of the charter trade has turned upward from the 
bottom and stronger conditions are to be expected in the im- 
mediate future. There is nothing to indicate any sharp ad- 
vances in rates, but shipowners have been successful in getting 
advances of one to two cents a hundred pounds in several in- 
stances. Additional vessels are available at current figures and 
any further strength will bring out more ships. Apart from 
the grain traffic, there is little change from the preceding week. 

A week ago shipowners were accepting a rate of 10% cents 
for heavy grain from Montreal to Antwerp and Rotterdam for 
June loading. As a result of increased activity, fixtures were 
made later at 12 to 13 cents a 100 pounds. More ships are 
available for July, with indications that space can be obtained 
for that month at 10% to 11 cents. Other fixtures have been 
made at 15 cents to the Mediterranean not east of west Italy, 
for July-August loading, 16c for October and 16%c for Novem- 
ber. The outlook for the winter wheat crop will be deter- 
mined within the next two weeks and within that period the 
trend of the freight market for the immediate future will be 
determined. 

The coal market has been quiet, with inquiries at $2.25 
a ton from Hampton Roads to west Italy for June, July and 
August, $3.25 to the River Plate and $3.40 to Santos, for July- 
August loading. Inquiries are reported in the Gulf lumber trade 
at $13.50 per 1,000 feet to the River Plate. 

The current range of grain rates is as follows: From 
Montreal, July loading, 2s 9d per quarter to the United King- 
dom, 114%c to Antwerp-Rotterdam, 12%c to Hamburg-Bremen, 
and 15c to the Mediterranean; for August loading, 2s 9d to 3s 
to United Kingdom, 12%c to Antwerp-Rotterdam, 1314%4c to Ham- 
burg-Bremen, and 151%4c to the Mediterranean; from the Gulf, 
July loading, 3s to 3s 3d to United Kingdom, 14c to Antwerp- 
Rotterdam, 15c to Hamburg-Bremen, and 18c to the Mediter- 
ranean, one-half cent more for August loading. 

' The following changes in conference rates are reported: 


Montevideo and Buenos Aires—The following rate changes have 
been made by this conference: Milking machines, interpreted to take 
machinery rate of $17 and $19 per 2,240 pounds, or 40 cubic feet, 
ship’s option, on freight and passenger steamers, respectively, to 
Montevideo and Buenos Aires. Automobile batteries interpreted to 
take automobile rates. 

Tariff rate on automobiles is $13 and $14.50 per 2,240 pounds or 
40 cubic feet, shTp’s option, on freight and passenger steamers, re- 
spectively. Attention is also called to increase in contract rate ef- 
fective July 1 to Montevideo and Buenos Aires on automobiles from 
$10 and $11 per 2,240 pounds or 40 cubic feet, ship’s option, on freight 
and passenger steamers, respectively, to $11 and $12 per 2,240 pounds 
or 40 cubic feet, ship’s option, on freight and passenger steamers, 
respectively. 

Rio de Janeiro and Santos—The following changes have been 
made by this conference: Wire goods, iron and steel, n. o. s. Rio de 
Janeiro, $15.50 and $17 per 2,240 pounds or 40 cubic feet, ship’s option, 
on freight and passenger steamers, respectively: Santos, $16 and $18 
per 2,240 pounds or 40 cubic feet, ship’s option, on freight and pas- 
senger steamers, respectively. The rate on milking machines in- 
terpreted to take machinery rate of $14 and $15.50 per ton of 2,240 
pounds or 40 cubic feet, ship’s option, on freight and passenger 
steamers, respectively, to Santos and $13 and $14.50 per ton of 2,240 
pounds or 40 cubic feet, ship’s option, on freight and passenger 
steamers, respectively, to Rio de Janeiro. 

Automobile batteries interpreted to take same rate as automobiles, 
i. e., tariff $13 and $14.50 per 2,240 pounds or 40 cubic feet, ship’s 
option, on freight and passenger steamers, respectively, to Rio de 
Janeiro and Santos. An increase in contract rate to $11 and $12 per 
2,240 pounds or 40 cubic feet, ship’s option, on freight and passenger 
steamers, respectively, to Rio de Janeiro and Santos will become 
effective July 1. This rate was formerly $10 and $11 per 2,240 pounds 
or 40 cubic feet, ship’s option, on freight and passenger steamers, 
respectively. 

West Coast South America—At a special meeting of this con- 
ference held on June 11 the following base rates were established 
on shooks, effective June 18: $1 per 100 pounds to Puerto Bolivar 
and Guayaquil in Ecuador; Chimbote, Pimentel, Payta, Pacasmayo, 
Puerto Chicama, Salaverry, Pisco, Callao, Mollendo and Ilo in Peru; 
Arica, Pisagua, Chanaral, Caldera, Coquimbo, Huasco, Tocopilla, 
Taltal, Iquique, Valparaiso, San Antonio, Talcahuano, Antofagasta, 
Coronel, Corral, Puerto Montt, Ancud and Magallanes in Chile. 

$1.25 per 100 pounds to Eten, Supe, Samanco, Casma, Huacho, 
Huarmey, Cerro Azul, Lomas, Chala, Tambo de Mora, in Peru; Gatico, 
Lota Calita Buena, Penco, Tome in Chile; Buenaventura and Tumaco 
in Colombia and Esmeraldas, Bahia de Caraquez and Manta in 
Ecuador. 

The surcharge of 25 per cent of total freight charges to Buena- 
ventura was eliminated about two months ago and Buenaventura 
now takes the same arbitraries as Tumaco, i. e., tonnage dues $2 per 
1,000 kilos, consular vise charge of 15 cents per $100 and stamp tax 
of 50 cents per bill of lading. The arbitrary charge of 19 cents per 
cubic foot or 38 cents per 100 pounds to Magallanes also applies to 
Coronel, Ancud and Puerto Montt. 


Haitian Ports—Rate on empty honey barrels (30 and 50-gallon 
capacity) to all Haitian ports is now 75 cents each. 
East Coast Mexico—Effective June 15 a general revision will be 
—— > the ocean rates from New York to Tampico and Vera Cruz, 
Mexico all rates being on a weight basis. Some of the important 
changes made are as follows: 

Automobile tires, pneumatic or solid, including flaps, tire tubes 
or automobile reliners, in straight or mixed carloads, $1.25 per 100 
pounds. Automobiles, carload, $1.75 per 100 pounds, canned goods 
(soup and pork and beans), carload, 60 cents per 100 pounds L. C. 
L., 75 cents per 100 pounds; asphalt roofing, carload, 79 cents per 
100 pounds, L. C. L., $1.32 per 100 pounds; linoleum, carload, $1.32 
per 100 pounds, L. C. L. $1.81 per 100 pounds; shoes or boots, in 
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boxes, carload, $1.50 per 100 pounds, L. C. L., $2 per 100 pounds: 
pianos or organs, carload, $2 per 100 pounds, L. C. L. $2.50 per 104 
pounds; sheets, galvanized, corrugated or flat, including asbestos 
covered, packed, carload, 35 cents per 100 pounds, L. C 40 cents 
per 100 pounds; unpacked, carload, 25 cents per 100 pounds, L. ¢, 
35 cents per 100 pounds; machinery and agricultural implements, cay. 
load, 80 cents per 100 pounds. 


Paul Nolze, Pacific coast manager of the North Germay 
Lloyd, has been elected chairman of the Pacific Coast-Europe 
Confgrence for the next quarter, succeeding E. F. R. de Lanoy, 
manager of the Holland-American Line. ,The following ney 
rate has been added to the conference tariff: Cadmium, 6%, 
per 100 pounds. 

The following eastbound intercoastal changes were made 
by the San Francisco committee of the United States Inter. 
coastal Conference: 


Item 45—Asphalt, in barrels or in drums, on_or under _ deck, 
carrier’s option. Amend carload rate to 35 cents. Effective July 1, 
expires December 31, 1928. ales 

New item 208—Confectionery, carload, 90 cents; minimum car. 
load weight 36,000 pounds. Note 1—Released to value not exceed- 
ing 25 cents per 100 pounds, and so expressed on bill of lading. Note 
2—Chewing gum vending machines may be shipped with shipments 
of chewing gum at rates named in this item. Effective July 1, expires 
December 31, 1928. 

Item 215—Carriers, empty, returning. Add new entry; boxes, fibre. 
board, empty, K. D., flat, returning in bundles; L. C. L. 65 cents; 


C. L. 65 cents. 

Item 715—Liquors. Add new entry: Fruit juice, unfermented. 

Item 725—Lumber. Amend caption to read: ‘Lumber, hardwood, 
viz.:’’ Add new entry; hardwood lumber, N. O. I. B. Effective June 
15. 

. New item 725—Lumber, viz.: Ash, beech, birch, cedar, cherry, 
cypress, elm, gum, hickory, locust, magnolia, mahogany, maple, oak, 
pecan, pine, poplar, sycamore, teakwood and walnut; minimum car- 
load weight, 24,000 pounds. 

Note 1—Rates named in this item will not apply on veneer, ve- 
neering or built-up wood of any description, nor will these rates 
apply on lumber less than one-eighth of an inch in thickness. Ef- 
fective July 1. 


At the meeting of the River Plate and Brazil Conference 
June 19, the following rates were adopted, effective at once: 


Brazil—Children’s vehicles, except bicycles and velocipedes, third 
class. 

River Plate—Boats and launches, full scale fates with 25 per cent 
off if on deck. : 

Tires and tubes, including tire repair kits and rubber cement. 


Effective June 15, manifest fees which heretofore have 
been collected by the steamship companies wilf be collected 
at the Nicaraguan Consulate in addition to the $3 bill of lading 
fee. The manifest fee is 30 per cent of the consular fee, and 
the consular fee is figured according to the consular invoice 
value of the shipment and the table on the reverse side of the 
consular blank. 

Cotton rates from Gulf ports to the Adriatic, west coast 
of Italy and Barcelona have been extended through December. 
The present basic rate is 50c per 100 pounds, high density 
cotton, second class steamers. Rates to other Spanish Medi- 
terranean ports also have been extended. Rates to the Far 
East were recently extended through December. 


OCEAN AGREEMENTS APPROVED 


The Shipping Board has approved the following agreements 
filed with it under section 15 of the shipping act: 


Gulf Pacific Line with American Mail, Blue Funnel, Columbia 
Pacific, Dollar, Java Pacific, Kerr, Y. K., Oceanic & Oriental 
Navigation, and O. S. K.: Covers traffic moving on through bills of 
lading from Gulf ports to the Orient, transshipped at Los Angeles 
Harbor, San Francisco, Portland, or Seattle; the through rates to 
be no lower than rates of carriers operating Gulf to Orient direct, 
and to be apportioned equally between the Gulf Pacific Line and 
the respective transpacific carrier after deduction of transshipment 
cost at Pacific coast port with minimum of $9 less 50 per cent of 
transshipment cost to transpacific carrier. Minimum bill of lading 
charge of direct lines to apply. Not to exceed 1% per cent brokerage 
is Nag paid for the procuring of cargo, which is to be apportioned 
equally. 

Bull Insular Line, Inc., with Panama Pacific Line: Provides for 
through movement of shipments from Pacific coast ports to Porto 
Rico via New York; through rates to be based on direct rates, but 
in no case to exceed combination of local rates of the participating 
carriers. The through rates and transfer charges at New York to 
be divided 60 per cent to the intercoastal carrier and 40 per cent to 
the Bull Insular. * 

Calmar Steamship Corp. with Matson Navigation Co.: Covers 
movement of shipments on through bills of lading from Sparrows 
Point, Baltimore, and Philadelphia to Hawaiian Island ports via San 
Francisco upon a combination of local rates of the participating car- 
yor transshipment expenses at San Francisco to be borne by the 

almar. 

An agreement between the Gulf-West Mediterranean Line and 
Nervion Line during the period September 1, 1928, to March 31, 1929; 
each of the parties is to have two sailings per month from Galveston 
and Houston to Spanish-Mediterranean ports, which sailings are to 
be alternated. Should conditions warrant, either party may maintain 
additional sailings, but only on written consent of the other party. 
The agreement may be cancelled upon one month’s written notice 
being served by either party. Except as to the period covered the 
agreement proposed for approval is identical with one between the 
same carriers approved by the board on July 19, 1927, and which ter- 
minated March 31, 1928. 

An agreement between members of the Gulf Intercoastal Confer- 
ence proposing cancellation of original and supplemental conference 
agreements previously entered into by the parties and approved by 
the board: The existing agreements which the carriers propose to 
cancel establish a conference for the purpose of maintaining uniform 
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Symbol of Service 


Chicago 
The South Shore Line is logically situated to 


render reliable service on carload traffic moving 
by way of the Chicago gateway to and from its 
physical connection with the N. Y. C.& St. L. 
(L. E. & W. Dist.) at Michigan City, Ind. and 
the Wabash Ry. at Gary, Ind. 

Rates apply via principal railroads, in the 
column to the right. — 

Quick interchange of through traffic from and 
to other lines entering Chicago is assured by 
direct connections with the largest belt switching 
lines as shown. 

Team track facilities of the various belt lines 
in the Chicago district are open to the South 
Shore Line. 

Chicago industries are accessible through 
switching absorption arrangements. 


Make it read “CSS&SB”! 
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Connections 


‘T HE SOUTH SHORE LINE 
is electrified connecting with 
the L. E. & W. district of the N. 
Y. C. & St. L. Railroad at Mich- 
igan City, Ind—Wabash Railroad 
at Gary, Ind—E. J. & E. Railroad 
at Goff Jct. (Gary)—Indiana Har- 
bor Belt at East Chicago, Ind.—B. 
& O. C. T. Railroad at Hammond, 
Ind.—Belt Railroad of Chicago at 
Hegewisch, I1l.—Illinois Central 
Railroad and Pullman Railroad at 
Kensington Station, Chicago. 


Traffic Department 


CHICAGO—79 West Monroe St. 
Phone Central 8280 
Wm. Petersen, Traffic Manager 
. L. Binger, A. G. F. A. 
. R. Jones, Commercial Agent 
E. Frantz, Commercial Agent 
. F. Kilnowitz, Trf. Rep. 
. W. Hodgetts, Trf. Rep. 
. M. Newman, Trf. Rep. 


geen so 


SOUTH BEND, INDIANA— 


Michigan and La Salle Streets 
Phone 2-5764 


A. W. Oberfell, G. F. A. 

Frank Steffaniak, Trf. Rep. 

Ernest Irber, Gen. Agent, Minne- 
apolis 
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Chicago South 
Shore & South 
Bend Railroad 
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rates, charges, rules and regulations in respect to transportation of 
cargo betweén Gulf ports and Pacific Coast ports of the United States 
and Canada and Alaskan ports. The request for cancellation is based 
upon a resolution providing for the dissolution of the conference July 
1, 1928 

An'‘agreement between the Pacific-Argentine-Brazil Line and the 
Westfal Larsen Line under which provision is made for the main- 
tenance of uniform freight rates as agreed upon from time to time in 
conference in the trade between Pacific coast ports and Argentine, 
Brazil and Uruguay. Decisions are to be by unanimous vote of mem- 
bers present at meetings, and any common carrier in the trade may 
become a party to the agreement by subscribing thereto, while mem- 
bers may withdraw upon 60 days’ written notice. Unjust discrimina- 
tion, payment of rebates or compensation to any shipper, contractor, 
broker, or receiver of cargo; acceptance of cargo at less than actual 
gross weight or measurement, payment of freight in other than cur- 
rency of the United States or its equivalent; payments or refunds in 
respect of freight or compensation received, or absorption of rail or 
coastal steamer freights, or other charges at loading or discharging 
ports, are prohibited. Payment of commission or brokerage is also 
prohibited unless agreed upon by the parties. Provision is made for 
arbitration of disputes between parties to the agreement. 

An agreement between common carriers by water (Java-Pacific 
Line and Gulf Pacific Line) covering through movement of shipments 
from Manila, Singapore and other Far East ports, except ports in the 
Dutch East Indies, to United States Gulf ports; the through rates, 
which are to be based on the direct line rates, to be divided equally 
between the lines after deduction of transshipping costs at Pacific 
coast port of transshipment (San Francisco or Los Angeles) with 
a minimum to the Gulf Pacific Line of $4.50 per ton as freighted less 
one-half the cost of transshipment. 


SHIPOWNERS STUDY LEGISLATION 


The Trafic World New York Bureau 


Anticipating enactment by Congress next winter of the 
load line bill passed by the Senate this spring, the American 
Steamship Owners’ Association has instructed its load line com- 
mittee to ascertain the views of American shipping interests 
en this question. At a meeting in the offices of the association 
in New York, preliminary plans for the study were made. Those 
present were: S. D. McComb, Board of Marine Underwriters 
of New York; H. C. Towle, National Council of American Ship- 
builders; Rear Admiral J. G. Tawresey, representing the Ship- 
ping Board; David Arnott, American Bureau of Shipping; H. B. 
Walker, American Steamship Owners’ Association; J. C. Rohlfs, 
Pacific American Steamship Association and Shipowners’ Asso- 
ciation of the Pacific Coast, and Norman F. Titus, Department 
of Commerce. 

The meeting was held in response to the recent request of 
Secretary Hoover, of the Department of Commerce, that ship- 
owners, shipbuilders, marine underwriters, and other groups in 
the industry form a committee to advise the department in the 
formulation of rules and regulations to be drawn for the en- 
forcement of pending legislation establishing load lines for 
American merchant vessels. 

Edwin C. Bennett, naval architect, was named as technical 
secretary of the committee. Subcommittees were appointed 
and arrangements were made for a _ series of meetings this 
summer and fall. Tanker, collier, lumber, passenger liner and 
other special groups will be represented on the various sub- 
committees, and it is expected that other names will be added 
to the main committee as the work progresses. 


PORT EQUALIZATION RULE 


The Traffic World Washington Bureau 


In No. 20306, Baltimore Association of Commerce et al. vs. 
American-Hawaiian Steamship Co. et al., in which the port 
equalization rule of intercoastal carriers is under attack, the 
complainants, in their brief, assert that the Commission has 
jurisdiction and that the rules and practices of the intercoastal 
water carrier defendants are violative of the interstate com- 
merce act. They contend that the rule is merely a device for 
the manipulation of the inland rail rates and that it is designed 
to offset any advantages in inland transportation that a port 
may have, and to the extent prescribed in the rule it is clearly 
discriminatory under section 2 of the interstate commerce act. 
By its terms, complainants say, it is preferential under section 
3 of the act and is violative of the Elkins law. The defend- 
ants, being subject to the interstate commerce act, say com- 
plainants must be required to cease and desist from the appli- 
cation of the rule. 

The State Corporation Commission of Virginia, intervener, 
says that the Commission has jurisdiction in the premises; 
that the port equalization is a method to defeat the long-estab- 
lished rail line differential enjoyed by the ports of Baltimore 
and Norfolk, and that it has the effect of nullifying the decisions 
of the Commission. 

The Maritime Association of the Boston Chamber of Com- 
merce, the Boston Chamber of Commerce and the New England 
Traffic League, interveners, urging that the complaint be dis- 
missed, said that the complaint was based upon an erroneous 
interpretation of the application and effect of the port equaliza- 
tion rule; that the record disclosed no discrimination against 
the port of Baltimore in favor of Boston, New York, and Phila- 
delphia, as alleged, and that the port-to-port rates, rules and 
practices of the defendant steamship lines that were under 
attack were not subject to the interstate commerce act. 

The Port of New York Authority, intervener, in its brief 
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asserts that the equalization rule of the intercoastal lines hag 
not injured Baltimore in its “position of pre-eminence” jp the 
intercoastal trade. It further says the Commission has no jyjg. 
diction over water carriers engaged only in port-to-port com. 
merce; that the rail haul here is an independent movement upg 
full inland tariff rates; that the ocean haul is entirely separat, 
and independent of any preceding rail haul to the ports; that the 
“straws” seized upon by complainants do not constitute a cop. 
mon arrangement under the act; that even the Shipping Boar 
may prescribe only maximum rates; that Baltimore allege 
discrimination because of equality and that there is no violg. 
tion of section 2 of the interstate commerce act. The intervene, 
says the complaint should be dismissed because the Commis. 
sion is without jurisdiction and because the complaint is “ey. 
tirely without merit.” 

The defendants in their brief say the complainants haye 
failed to show that the defendants through Conference Rule 3 
or otherwise have done anything unlawful, prejudicial, disag. 
vantageous or discriminatory with respect to the port of Bal. 
timore. 

“Rule 8 gives shippers in the interior a wider choice of 
ports and the advantage of more frequent sailings,” say the 
defendants. “A rule so beneficial to the public should not be 
condemned without specific proof that it works a hardship op 
a particular port. Such proof the complainants have been up. 
able to produce.” 

The defendants also say that a further ground for dis. 
missal is lack of jurisdiction of the Commission to grant the 
relief prayed for in the complaint. 


BALTIMORE PORT CASE 


The Traffic World Washington Bureau 


The Philadelphia Bourse, Philadelphia Board of Trade, and 
the Port of Philadelphia Ocean Traffic Bureau, in a reply to 
exceptions to the proposed report of Attorney-Examiner R. N. 
Trezise in No. 18715, Baltimore Chamber of Commerce vs. Ann 
Arbor et al., say that the conclusions of the attorney-examiner 
that Baltimore and Philadelphia are subjected to unreasonable 
and prejudicial rates, to the advantage of New York, are amply 
sustained by the evidence and are sound in law. The Commis- 
sion should, say the Philadelphians, sustain the examiner’s 
conclusions and; should find that Philadelphia is entitled to at 
least the same increase in differentials under New York that 
shall be found for Baltimore. Among the points upon which 
argument is made in the reply are the following: 


The attorney-examiner’s recommendations have a sound basis in 
transportation conditions, do not deprive New York of any ad- 
vantage or right under the law, and are well within the scope of the 
Commission’s powers. Cost of service is an important element in 
rate regulation. New York rates on general commodities include 
more extensive and costly terminal services beyond the spotting of 
cars at the piers than either Baltimore or Philadelphia rates. Lesser 
transportation by rail to Philadelphia and Baltimore than to New York 
is reflected only in part in present differentials. Maladjustment of 
rates to Philadelphia and Baltimore as compared with those to New 
York is illustrated by deducting from rates to these port amounts 
necessary to pay ultra-rail terminal costs. The attorney-examiner’s 
recommendations are conservative and recognize only in part the 
artificial rate barriers to movement of traffic through Philadelphia 
and Baltimore. There is no merit in contention that the Commis- 
sion is without power as a matter of law to find undue prejudice. 
The attorney-examiner’s recommendations do not violate, but instead 
carry out, the spirit of Article 1 of the Constitution prohibiting pref- 
erence between ports. The Commission has jurisdiction over Canadian 
grain moving to U. S. ports for export. 


The case has been reopened for further hearing in order 
that Boston interests may offer additional testimony and as- 
signed for further hearing, July 16, at Boston, Mass., before 
Attorney-Examiner Trezise. 


MARINE ACT TAX EXEMPTION 


Section 23 of the merchant marine act, of 1920, authorizing 
deductions in computation of net income of owners of Ameri- 
can vessels in foreign trade who set aside certain amounts for 
investment in new American ships, gives those who comply 
with its terms an additional deduction in computing net income 
subject to excess:profits and war-profits taxes, according to a 
decision of the Board of Tax Appeals in the case of Atlantic 
& Caribbean Steam Navigation Co. vs. Commissioner of Internal 
Revenue. The board held that the amount of the excess and 
war profits taxes that might have been taken as a credit in com- 
puting net income subject to income tax was the amount of 
profits tax that was imposed on the net income after allowing 
the deduction from income permitted by the merchant marine 
act, and not the amount of profits tax that would have been 
payable had there been no such deduction. 


OCEAN MAIL CONTRACTS 


Postmaster General New has announced that additional 
bids for transportation of the mails under contracts authorized 
by the Jones-White merchant marine act will be called for in 
the near future for approved routes from San Francisco to 
Sydney and from San Francisco via Hong Kong and Manila to 
Singapore. The announcement was made following a confer- 
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P*! New York | 


Te Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 
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! ! Why your competitors are using this service!! 


—they save money by this route! 


! 
: Becau se —they get quicker deliveries! 


—there is no side-tracking of cars! 
—there is no transshipment of cargo! 
—there is no “red tape”! 


—they can ship trainload lots with the ease of a carload! 


—they can obtain space on short notice! 





Barge Capacity —about 650 gross tons—4 barges=1 fleet=2600 gross tons. Nothing less than full barge loads accepted. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, tne. 


MEMBERS 
N. Y. Produce Exchange 
N. Y. Maritime Exchange 


25 Broadway, New York City, N. Y. 


BUFFALO OFFICE: Chamber ef Cemmerce Building 


TELEPHONE 
BOWLING GREEN 0495 
BONDED CARRIER 
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ence with R. Stanley Dollar, of the Dollar Steamship Lines, 
with reference to ocean mail contracts. Mr. Dollar also con- 
ferred with Commissioner Plummer, of the Shipping Board, on 
the same subject. 

Discussing criticism of requirements of the board as to 
speed of new vessels to be constructed under ocean mail con- 
tracts, Commissioner Plummer said the board, in certifying 
speed requirements to the Postmaster General, took into con- 
sideration the speed of existing vessels in a given service. He 
said the board simply was requiring that when new ships 
were constructed, that they be able to make a rate of speed 
held necessary for the route to be served, and that so far as he 
knew, objection to that policy came only from one source. He 
said the majority of those contemplating the building of ships 
in connection with requirements under the ocean mail contracts 
were in agreement with the board as to speed requirements. 


REPAIRS TO LEVIATHAN 


The Shipping Board has authorized expenditures for dry- 
docking the Leviathan at the Boston navy yard in the period 
July 21 to July 29 when necessary repairs will be made. 


DIESELIZATION PLANS 


The Shipping Board and the Navy Department will co- 
operate in making tests with models of vessels that may be 
converted to Diesel engine propulsion. The tests will be made 
to ascertain whether increase in speed may be obtained through 
alterations in design as well as through substitution of Diesel 
engines for steam engines. 


AMERICAN-HAWAIIAN NEW STEAMER 


The S. S. “Alaskan,” formerly named “Wheaton,” built in 
1918, purchased by the American-Hawaiian Steamship Company 
from the U. S. Shipping Board recently, converted from a coal- 
burning, refrigerator vessel to an oil-burning ordinary stowage 
ship, making a substantial addition to the fleet of 23 vessels, 
sailed from Boston June 22 on her first trip for the Pacific 
coast. 


PACIFIC COAST SHIP PLANS 


On his return from a visit to the Pacific coast, Commis- 
siener Myers, of the Shipping Board, said that Pacific coast 
interests were planning to establish a new passenger-cargo 
service from Pacific coast ports to the United Kingdom and 
Scandinavian ports. Banking interests, said the commissioner, 
were willing to aid in the establishment of such a line, in con- 
junction with the aids provided by the Jones-White merchant 
marine act. The plan contemplates the construction of six 
ships, each costing from $3,500,000 to $4,000,000. Commissioner 
Myers said there was great interest in the development of 
shipping out of Pacific coast ports under the new law. 


FUEL OIL FOR SHIPS 


The Merchant Fleet Corporation has invited bids for supply- 
ing fuel oil for Shipping Board vessels in the year beginning 
January 1, 1929, for deliveries at Atlantic and Gulf ports. The 
bids are to be opened at 2 P. M. June 27, at the offices of the 
supply department of the corporation in Washington. The 
estimated requirement is 1,000,000 barrels. 


‘ SANDBERG ON MERCHANT MARINE 


Commissioner Samuel S. Sandberg, of Los Angeles, Calif., 
appointed as a member of the Shipping Board as successor to 
Philip S. Teller, of California, expressed the view that Shipping 
Board lines should be sold, under proper terms and conditions, 
to private operators. He said he did not favor giving away 
the government lines, but that the lines should eventually be 
Placed in private hands. His view is that the government 
should not be in the ship operating business, but that the Ship- 
ping Board should function, when the government lines have 
been disposed of, as a regulatory body. He said the Jones- 
White merchant marine act should.be of great assistance to 
private operators. 

Commissioner Sandberg is a member of the board’s com- 
mittees on ship sales, cooperation with the Interstate Com- 
merce Commission, conference agreements, conversion of ships 
to Diesel engine propulsion, and finance, as well as_ being 
chairman of the committee on docks and piers. 





FARM PRODUCTS IN MOTOR TRUCKS 

From 20 to 30 per cent of the supply of leading fruits and 
vegetables on the New York market is‘ hauled into the city by 
motor truck, says the Bureau of Agricultural Economics of the 
Department of Agriculture as the result of a survey made by it 
in cooperation with the New York Food Marketing Research 
Council. 

The investigation was limited to the movement of peaches, 
cantaloupes, tomatoes, apples and peppers. It was found that, 
in the period of investigation, that the five products were shipped 
by motor truck to New York from points as distant as Virginia, 
Maryland and Delaware, as well as from the nearby sections of 
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New Jersey, Pennsylvania, Long Island, N. Y., and Connecticyt, 
Excepting cantaloupes from Virginia, Maryland and Delaware 
the New Jersey motor truck receipts so far exceeded those 
from other states that the latter appeared insignificant, saiq 
the bureau. Continuing, it said in part: 


The relative importance of truck receipts may be best estimateg 
by comparison with the total motor truck and rail receipts from ag) 
states. Although a certain section may be shipping exclusively py 
truck, its total shipments to market may be so small compared with 
arrivals by rail from other points that its influence is not very great. 
Since for peaches, apples, tomatoes and peppers New Jersey is prac. 
tically the source of the entire motor truck receipts of New York, g 
comparison of New Jersey with the total from all states gives an 
indication of the relative importance of motor truck supplies. 

Thirty per cent of all peaches arriving at New York during the 
period reported came by’ motor truck. Twenty-five per cent of the 
tomatoes, 20 per cent of the apples, and 9 per cent of the peppers also 
arrived in this way. 

Taking a single week during the height of the season, the truck 
receipts of peaches were 58 per cent of all peach receipts, apples 78 
per cent, tomatoes 52 per cent, and peppers 16 per cnt. 

Some of the wholesale dealers do not like this tendency of change 
to motor truck service because they cannot hold the truck operator 
liable for injury to produce during the trip to market. In the case 
of railroad shipments the dealers can and do bring many claims for 
damage against railroad companies, Something may have to be done 
to provide insurance protection or direct liability on truck loads. Such 
protection in one way or another adds something to the costs of the 
trucking service. No other drawbacks from the point of view of the 
dealer are mentioned. 

The fact that the bulk of the perishable produce from New Jersey 
comes to market by truck may be evidence that the shipper favors the 
plan. It is claimed that motor trucking to market helps the produc- 
ers who are outside the old market gardening region, giving them the 
advantages of prompt delivery wherever the load is wanted and with- 
out delay, rehandling or extra charges. 

As for the condition of the trucked produce, there is some dis- 
cussion about the effect on soft fruits, yet it is claimed that straw- 
berries trucked to market hold their condition better and longer than 
those shipped in iced cars, although the ice berries will look better for 
the first four or five hours. The jarring of the fruit on the truck 
causes the berries to settle in the boxes, which, of course, is a disad- 
vantage. So there is some disagreement whether the fruit after a 
long trip really arrives in better condition than by express. The 
truck rate is slightly higher than the express rate but that is some- 
times offset by cost of handling from the cars. 


APRIL OPERATING RESULTS 


The Commission’s official compilation of operating revenues 
and operating expenses from reports of Class I railroads for 
April and the four months ended with April, for the United 
States as a whole, follows: 

1928 1927 
Average number of miles operated 239,851.52 238,885.11 
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Revenues: 
EN aad a benno eons pinaceieaieie maton $ 355,995,269 $ 371,570,620 
NOE o00 c rcctincdsceccansselw osmes *70,950,561 $77,371,939 
Paice awa no ewal ce witinin wala nw saw arebred wer 7,885,554 7,941,333 
re rr er rrr 12,501,692 13,451,254 
All other transportation.............. 17,017,085 17,791,929 
INE oi sra/@ Gale ti aiainie:s:a:c:orain osmaccrevevererere 9,234,146 10,142,575 
SOE oo. ve ccceceseveesses 1,119,171 1,081,201 
TFOUNE. THC oo cvs. 0 snare ciearees oe 393,073 422,888 
Railway operating revenues...... 474,310,405 498,927,963 
Expenses: 
Maintenance of way and structures.. 70,801,831 75,949,311 
. Maintenance of equipment............ 96,172,396 102,707,775 
EEE, Mba wa weeclncicds toed. osiwdeecineeseve 10,183,692 9,949,810 
IONE, oricelovicseivosiceseceacieravies 166,984,282 176,845,605 
Miscellaneous operations ............ 4,380,521 4,453,985 
See ee ae re eer 16,028,491, 16,101,815 
Transportation for investment—Cr... 1,170,211 1,050,418 
Railway operating expenses...... 363,381,002 384,957,883 
Net revenue from railway operations.... 110,929,403 113,970,080 
eS a el rere 30,674,549 30,700,611 
Uncollectible railway revenues............ 117,014 158,190 
Railway operating income........ 80,137,840 83,111,279 
Equipment rents—Dr. balance..... aiecareauels 7,549,220 7,443,345 
Joint facility rent—Dr. balance.......... 2,041,072 2,159,445 
Net railway operating income.... 70,547,548 73,508,489 
Ratio of expenses to revenues (per cent) 76.61 77.16 
FOUR MONTHS 
1928 1927 
Average number of miles operated....... 239,689.47 238,742.61 
Revenues: 
MI 55S sis Rceainsalercceee@aiownee- Slane wieeon $1,427,137,160 $1,490,329,918 
NO aire i ckasiwaweeomel wnidinnecoeaee $289,450,791 §314, 281,308 
IN Baa ule elarxiciaiardc le iaoaawelnewakaewes 31,492,418 31,404,711 
NOE 6. dive sluice dc. csielc hs esecwieeeeetc 41,825,495 43,563,078 
All other transportation........ccsecore 64,669,854 66,424,278 
IRIN iio eo ace oi cro viesqce'avainnevewelecsreereieie 35,994,279 38,905,298 
TOE PCT —— CE oo is scene cieccccccesc 4,424,034 4,486,158 
Joint facility—Dr.........ssseeeeeeeee 1,480,466 1,701,304 
Railway operating revenues...... 1,893,513,565 1,987,693,445 
Expenses: 
Maintenance of way and structures.. 249,623,314 263,344,848 
Maintenance of.equipment............ 389,434,072 417,376,390 
TENE, idaviacamccnccumoselecnwsaeetawieses 40,921,519 39,268,253 
TRANSMOTUATION 6c0ccse-ccccees 690,570,715 732,337,556 
Miscellaneous operations 17,826,896 18,146,330 
CORNER. Srxcewcitaicccosoosinosewcenimwessi 64,529,883 64,094,033 
Transportation for investment—Cr... 4,346,338 4,040,381 
Railway operating expenses...... 1,448,560,061 1,530,527,029 
Net revenue from railway operations.... 444,953,504 457,166,416 
FRAIIWAY TAS ACCTUBINs 0.<cccccesececiee 119,561,259 121,033,631 
Uncollectible railway revenues....... ns »447 ,840 
Railway operating income........ 324,957,798 335,623,945 
Equipment rents—Dr. balance............ 29,222,068 28,305,127 
Joint facility rent—Dr. balance.......... 7,842,886 8,267,892 
Net railway operating income.... 287,892,844 299,050,926 
Ratio of expenses to revenues (per cent) 76.50 77.00 





*Includes $3,160,442 sleeping and parlor car surcharge. 
yIncludes $3,178,073 sleeping and parlor car surcharge. 
tIncludes $12,683,268 sleeping and parlor car surcharge. 
§Includes $12,832,350 sleeping and parlor car surcharge. 
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CAMPBELL ANSWERS HOCH 


Chairman Campbell, of the Commission, has answered the 
second letter of Representative Hoch, of Kansas, relating to 
procedure under the Hoch-Smith resolution. (See Traffic World, 
June 9, p. 1430.) The chairman said the letter of Mr. Hoch 
had had careful consideration by the Commission. 

“We appreciate the spirit in which it is written and value 
the suggestions which you offer,” said Chairman Campbell. 
“Intelligent criticism is always helpful and we are glad to have 
the benefits of it.” Continuing he said: 


It happens that the meaning and bearing of the declaration in 
the Hoch-Smith resolution with reference to ‘‘the existing depression 
in agriculture’ were considered by the Commission in a decision 
rendered on July 14, 1926, in Revenues in Western District, 113 I. 
Cc. C. 3. I quote the following from pages 12-13 of that decision: 

“As before indicated, it is contended that the resolution consti- 
tutes a legislative finding that a depression exists in agriculture, 
which rasises an indisputable presumption in all investigations held 
under its provisions or commenced subsequent thereto that such de- 
pression in the agricultural industry does in fact exist, and that such 
presumption will remain until we report the results of our investiga- 
tion held under the direction and authority of that resolution, or un- 
til Congress repeals it, thereby precluding any action under para- 
graph (2) of section 15a. The resolution in its first paragraph makes 
the basic declaration that in adjusting rates we shall consider the 
conditions which at any given time prevail in the several industries, 
to the end that commodities may freely move. This declaration is 
inconsistent with the construction that a depressed condition in 
agriculture must be conclusively presumed to continue until Con- 
gress again speaks. The last paragraph, ‘‘in view of the existing de- 
pression in agriculture,’’ directs that with the least practicable de- 
lay we shall make rate changes which will promote the freedom of 
movement of products of agriculture affected by that depression, in- 
cluding livestock. The language quoted is in the nature of a preamble. 
The resolution indicates that not all products of agriculture, includ- 
ing livestock, may be affected by that depression, and calls for a de- 
termination by us as to what products are so affected. 

“If certain products of agriculture or certain kinds of livestock 
are not ‘affected by that depression’ they do not come within the 
direction ot the last paragraph of the resolution. A primary purpose 
of the last paragraph was that because of the then existing de- 
pression in agriculture the products of agriculture affected by that 
depression should receive expedited consideration. It would not be 
a reasonable construction of the resolution to hold that it conclu- 
sively presumes the existence of depression in all products of agri- 
culture, including livestock, until we report the result of our investi- 
gation held under the direction and authority of said resolution. The 
resolution itself directs that this investigation shall be thorough and 
shall cover the entire rate structure of common carriers subject to 
the interstate commerce act. Such an investigation must inevitably 
consume a long period of time. To construe the resolution as requir- 
ing us conclusively to presume the existence of depression in con- 
nection with all products of agriculture, including all kinds of live- 
stock, and to accord to all such relief as is contemplated in the last 
paragraph would, to the extent that some of them are not affected 
by depression, constitute undue preference and cast undue burdens 
and give undue advantage as between the various classes and kinds 
of commodities in violation of the second paragraph of the reso- 
lution and secton 3 of the interstate commerce act, and would compel 
us to ignore the first paragraph of the resolution.”’ 

The expression was unanimous; it was the result of very care- 
ful consideration following briefs and arguments which dealt, among 
other things, with this very point; and it still appeals to our judg- 
ment as sound. 

In regard to, the records in certain of the investigations which 
we now have under way, we can well understand your apprehension 
with respect to the volume of these records and the time consumed 
in making them. We fully recognize the desirability of their con- 
densation in every possible way, and the problem involved is one 
which we have constantly in mind. The difficulty is to secure a 
condensation without an autocratic and arbitrary exercise of au- 
thority which would not commend itself to the country and which 
would endanger our findings and orders if they were subjected to 
court tests. Railroad rates, as you know, are full of complexities 
and in an investigation which involves the rates on even a single 
commodity throughout the country or in great territories of the 
country, there are an astonishing number of persons, companies, 
communities and localities which are profoundly interested and have 
a right to protect their interests, these often being quite diverse 
and opposing, by the presentation of evidence. In this connection, 
and in response to that portion of your letter which refers to a com- 
munication which you received from the secretary of one of the 
largest wool growers’ associations of the west, stating that he had 
just returned from Chicago where he was in attendance at the live 
stock hearings and that he ‘was particularly impressed with what 
you said about the hearings being so long drawn out. Any one who 
has attended any of the hearings will subscribe to everything you 
have said.’’ I wish to quote the following from a letter addressed 
to you recently by one who “attended and participated in the major 
part of these hearings (Docket 17000, part 9, live stock rates),’’ the 
writer having sent a copy of this letter to this Commission for in- 
formation: 

‘T am simply writing this to call your attention to the fact that 
I do not believe that there can be any just criticism of the Inter- 
state Commerce Commission in connection with their investigation 
into _ live stock rates in western territory under Docket 17000, 
part 9. 

“There has been a multiplicity of issues involved. Each terri- 
tory, northwest, southwest, midwest, Rocky Mountain and others, con- 
— for the lowest possible scale of rates in their particular ter- 
ritory. 

“There have been issues that the feeders only were interested 
in and then again issues in which only the breeders or, in other words, 
far western range men and Texas range men were interested, stock- 
ers and feeders, minimum weights on different commodities, the 
movement of live stock to Chicago was a major case in and of it- 
self, and you can, therefore, imagine that this multiplied many times 
by the bringing into the case of all of the other territories and all 
of the other issues presented a tremendous problem for the Inter- 
state Commerce Commission to investigate. 

“TI must candidly admit that such delays as have occurred in 
these hearings have been largely due to the insistence of the ship- 
pers for delays, shippers not being ready.” 

In that same letter the writer expressed the view that: 


“Were the hearings to be held again almost every one involved 
would take considerable more time than he did take in an endeavor 
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to lay before the Interstate Commerce Commission the full facts re. 
garding their particular interests.” 

We realize, of course, that the Commission is simply an agency 
of the Congress, but we also realize that as such an agency we 
are not free to adopt and follow in the conduct of our proceedin 
such a summary method of procedure as might be adopted and foj. 
lowed by the Congresg itself. As early as January 9, 1912, the Sy. 
preme Court expressed views concerning the jurisdiction to be ex. 
ercised by a court, in determining whether an order of the Com. 
mission should or should not be enforced, which have been adhereg 
to and consistently applied ever since in cases involving orders we 
have made under the authority conferred upon us by the interstate 
commerce act. These views were expressed in Interstate Commerce 
Commission vs. Union Pacific Railroad Company, 222 U. S. 541, wherein, 
among other things, the court said: 

“There has been no attempt to make an exhaustive statement of 
the principle involved, but in cases thus far decided, it has been 
settled that the orders of the Commission are final unless (1) beyond 
the power which it could constitutionally exercise; or (2) beyond its 
statutory power, or (3) based upon a mistake of law. But questions 
of fact may be involved in the determination of questions of law, 
so that an order, regular on its face, may be set aside if it appears 
that (4) the rate is so low as to be confiscatory and in violation of 
the constitutional prohibition against taking property without due 
process of law; or (5) if the Commission acted so arbitrarily and 
unjustly as to fix rates contrary to evidence, or without evidence to 
support it; or (6) if the authority therein involved has been exercised 
in such an unreasonable manner as to cause it to be within the 
elementary rule that the substance, and not the shadow, determines 
the validity of the exercise of the power. * * * (Id. 547.)” 

And in United States vs. Abilene & Southern Ry. Co., 265 U. §, 
274, 288, pertinent language used by the Supreme Court was: ‘Nothing 
can be treated as evidence which is not introduced as such.” 

However, the point which you make with respect to the length 
of these records is undoubtedly a matter of prime importance, and 
we shall continue to labor to the best of our ability with the prob- 
lem which it presents. If you have any further suggestions to offer at 
any time, we shall welcome them. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended June 9 totaled 
995,960 cars, according to the car service division of the Amer. 
ican Railway Association. This was an increase of 61,746 cars 
over the preceding week, when freight shipments were some- 
what curtailed on account of observance of Decoration Day. 
Except for coke, increases over the week before were reported 
in the. loading of all commodities. The total for the week ended 
June 9 was a decrease, however, of 32,407 cars under the same 
week in 1927 and a decrease of 56,511 cars compared with the 
corresponding week in 1926. 

Revenue freight loading by districts the week ended June 
9 and for the corresponding period of 1927 was reported as 
follows: 


Eastern district: Grain and grain products, 5,463 and 7,479; live 
stock, 2,257 and 2,394; coal, 37,338 and 40,743; coke, 1,922 and 1,989; 
forest products, 4,724 and 5,383; ore, 5,669 and 5,945: merchandise, 
L. C. L., 71,514 and 70,027; miscellaneous, 101,223 and 103,432; total, 
1928, 230,110; 1927, 237,392; 1926, 246,429. 

Allegheny district: Grain and grain products, 2,470 and 3,012; 
live stock, 1,946 and 2,207; coal, 37,491 and 37,687; coke, 5,060 and 
5,390; forest products, 2,948 and 3,145; ore, 13,214 and 11,960; mer- 
chandise, L. C. L., 52,191 and 53,994; miscellaneous, 89,270 and 92,049; 
total, 1928, 204,590; 1927, 209,444; 1926, 216,363. 

Pocahontas district: Grain and grain products, 168 and 203; live 
stock, 170 and 172; coal, 40,172 and 44,975; coke, 359 and 443; forest 
products, 1,596 and 2,179; ore, 123 and 135; merchandise, L. C. L., 
7,548 and 7,573; miscellaneous, 5,761 and 6,208; total, 1928, 55,897; 
1927, 61,888; 1926, 58,668. 

Southern district: Grain and grain products, 3,361 and 3,630; 
live stock, 1,980 and 1,969; coal, 20,831 and 22,733; coke, 487 and 576; 
forest products, 17,701 and 21,551; ore, 924 and 1,095; merchandise, 
L. C. L., 39,369 and 40,230; miscellaneous, 52,226 and 56,767; total, 
1928, 136,879; 1927, 148,551; 1926, 147,918. 

Northwestern district: Grain and grain products, 9,466 and 10,588; 
live stock, 7,923 and 7,041; coal, 4,138 and 4,239; coke, 1,407 and 1,817; 
forest products, 17,823 and 18,680; ore, 42,708 and 43,578; merchandise, 
L. C. L., 33,904 and 34,867; miscellaneous, 44,359 and 44,557; total, 1928, 
161,728; 1927, 165,367; 1926, 165,334. 

Central Western district: Grain and grain products, 8,778 and 
11,044; live stock, 10,9382 and 10,185; coal, 7,729 and 5,714; coke, 331 
and 282; forest products, 12,191 and 11,380; ore, 3,510 and 3,617; mer- 
chandise, L. C. L., 34,985 and 34,707; miscellaneous, 57,311 and 58,045; 
total, 1928, 135,767; 1927, 134,974; 1926, 143,262. 

Southwestern district: Grain and grain products, 4,527 and 4,947; 
live stock, 2,579 and 2,839; coal, 3,335 and 2,730; coke, 87 and 184; 
forest products, 7,474 and 7,639; ore, 470 and 448; merchandise, L. 
Cc. L., 16,583 and 16,877; miscellaneous, 35,934 and 35,087; total, 1928, 
70,989; 1927, 70,751; 1926, 74,497. 

Total, all roads: Grain and grain products, 34,233 and 40,903; live 
stock, 27,787 and 26,807; coal, 151,034 and 158,821; coke, 9,653 and 
10,681; forest products, 64,457 and 69,957; ore, 66,618 and 66,778; mer- 
chandise, L. C. L.,. 256,094 and 258,275; miscellaneous, 386,084 and 
396,145; total, 1928, $95,960; 1927, 1,028,367; 1926, 1,052,471. 


Loading of revenue freight in 1928 compared with the two 
previous years follows: 


1928 1927 1926 

Four weeks in January......... 3,447,723 3,756,660 3,686,696 
Four weeks in February........ 3,589,694 3,801,918 3,677,332 
Five weeks in March........... 4,752,031 4,982,547 4,805,700 
Four weeks in April............ 3,738,295 3,875,589 3,862,703 
Hour weeks in May .......<.0e. 4,006,058 4,108,472 4,145,820 
WEG GF DONG Becsccccedencss eos ©. 984314 911,510 944,864 
Wek Of JUNG Fe. scicdiisccccssie< 995,960 1,028,367 1,052,471 

OIE co cccmiawacisin neem oc eel, 468,975 22,465,063 22,175,586 


——. 


WAGE STATISTICS 


Total compensation of Class I railroad employes amounted 
to $237,634,118 for March, a decrease of 4.82 per cent as com- 
pared with the compensation for March, 1927. The number 
of employes at the middle of March was 1,626,407, as compared 
with 1,730,661 in March, 1927. 
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MEN IN TRANSPORTATION 





The bureau of signals and train control devices of the In- 
terstate Commerce Commission has at its head Edward H. 
DeGroot, Jr., who was well known as a railroad operating official 
before he became identified with the government’s railroad regu- 
latory service. He was superintendent of transportation of the 
Chicago & Eastern Illinois at Chicago in July, 1917, when he 
became chief of the bureau of car service of the Commission. 

The bureau of which Mr. DeGroot is now director was the 
section of signals and automatic train control devices of the 
bureau of safety until April 7, 1924, when it was made an 
independent section under a chief reporting through former 
Commissioner Esch to division 1, of the Commission. A few 
months later the section was changed to the bureau of signals 
and train control devices and placed in charge of Mr. DeGroot 





E. H. DE GROOT 


as director. He now reports through Commissioner McManamy 
to division 6 of the Commission. 

In the administration by the Commission of section 26, of 
the interstate commerce act, the bureau conducts negotiations 
with carriers named as respondents in train-control orders con- 
cerning device and signal plans, checks the plans, and examines 
the required monthly progress reports as the work of installa- 
tion proceeds. When requested by carriers, preliminary inspec- 
tions are made by the bureau when twenty miles or more of 
road, with an adequate number of locomotives, have been 
equipped, to the end that features of an installation not con- 
forming to the specifications and requirements of the Commis- 
sion may be pointed out. The bureau inspects all completed 
installations of train-stop and train-control devices required by 
orders of the Commission to determine whether prescribed 
specifications have been met. 


Repesentatives of the bureau accompany and work with 
the inspectors of the bureau of safety of the Commission in 
making investigation of train accidents occurring in train-con- 
trol territory when such accidents arise out of or are more or 
less directly connected with defects in or the operation of train- 
stop or train-contro] devices or block signal systems. 

The bureau examines plans and specifications of various 
automatic train-stop and train-control inventions and signal 
systems submitted by inventors for that purpose, criticizing 
them constructively for the benefit of their proprietors in de- 
veloping the devices along practical lines. Almost every seri- 
ous accident involving a passenger train, which the newspapers 
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report, especially where loss of life results from collision, brings 
forth one or more suggested devices for preventing accidents 
The plans and specifications of several hundred devices have 
been thus examined by the Commission’s representatives; only 
a small proportion of them, however, have been of such design 
and character as to warrant further attempts to develop then, 

The bureau also compiles annually a comprehensive taby. 
lation of statistics pertaining to block signals, automatic trajp 
control and the telegraph or telephone for the transmission of 
train orders as used on railroads of the United States. 

Born at Galesburg, Ill., March 22, 1871, Mr. DeGroot began 
railroad service in May, 1886, as an office boy in the genera] 
freight department of the Chicago, Burlington & Quincy at C}j. 
cago. Later he was a clerk in the general freight department 
of the Chicago & Eastern Illinois. From March, 1889, to No. 
vember, 1898, he held various positions in train service ang 
yard service of the Burlington. In the following years he held 
consecutively the positions of chief train dispatcher, trainmag. 
ter, division superintendent, superintendent and roadmaster, 
and superintendent, with the Chicago & Eastern Illinois, ang 
completed his service with that company as superintendent of 
transportation. 

While he was chief of the bureau of car service of the 
Commission, he was a member of the commission Car service 
of the American Railway Association from January 10 to Feb. 
ruary 6, 1918. From the latter date until January 31, 1919, he 
was assistant manager of the car service section, division of 
operation, of the Railroad Administration. He was appointed 
assistant director, division of operation of the Railroad Admin- 
istration, February 1, 1919, and continued in that position until 
February 29, 1920, the end of federal control of the railroads, 
From March 1, 1920, to June 15, 1920, he supervised the bringing 
to a close all matters in the division of operation that had not 
been disposed of when federal control came to an end. On 
June 16, 1920, he became assistant director of the bureau of 
service of the Commission, and July 1, 1924, became director of 
the bureau of signals and train-control devices. 

In the period that he was in railroad service Mr. DeGroot 
was active in association and committee work, having been 
chairman of the St. Louis Interchange Committee, president of 
the General Superintendents’ Association of Chicago, and presi- 


-~ ¥ the American Association of Railroad Superintendents.— 


DOINGS OF THE TRAFIC CLUBS 


W. E. Butterbaugh, of the school of business, University 
of Minnesota, chairman of the educational committee of the 
Associated Traffic Clubs of America, has been employed by 
the U. S. Department of Commerce for eight weeks this 
summer to prepare the report undertaken by the department 
at the suggestion of the traffic clubs on the traffic phase of 
industrial waste. The thesis is the need of an adequate traffic 
department in charge of a capable man in every industrial 


concern doing any considerable amount of inbound or outbound 
shipping. 





The Junior Traffic Club of St. Louis will hold a stag week- 
end outing at Deicke, Mo., July 14 and 15. Entertainment will 
be provided through the courtesy of R. L. Duggan. A lawn 


party will be held at the home of Ray Spitznagel, ex-president 
of the club, July 28. 





The Tri-State Traffic Club will hold the third of its inter- 
city meetings at Carthage, Mo., June 29. H. H. Larimore, of 
the Missouri Pacific, will be the speaker. The picture, “The 
Fair of the Iron Horse,” will be shown through the courtesy 
of the B. & O. Golf will be played in the afternoon and dinner 
will be served at the Drake Hotel. 





The Milwaukee Traffic Club will hold a golf tournament 
at the Tuckaway Country Club June 29. Prizes will be awarded 
the winners in the various events. 





The Transportation Club of Toledo will hold a golf outing 
at the Inverness Club June 29. Lunch and dinner will be 
served and prizes will be awarded winners. 





Under the auspices of its public affairs committee the 
Traffic Club of Chicago June 21 had a luncheon in the Red 
Lacquer room of the Palmer House to consider the subject of 
prevention and suppression of crime. The speakers were: 
Frank J. Loesch, president, Chicago Crime Commission; Rush 
C. Butler, president. Illinois Association for Criminal Justice; 
Arthur V. Lashly, survey director, Illinois Association for Crim- 
inal Justice. Among the invited guests present were: Henry 
Barrett Chamberlain, executive secretary, Chicago Crime Com- 
mission; Earl H. Macoy, president, Employers’ Association; G. 
L. Hostetter, executive secretary, Employers’ Association; Sid- 
ney S. Gorham, president, Chicago Bar Association; Thomas 
E. Donnelley, chairman, Citizens Committee to Enforce the 
Landis Award; Henry P. Crowell, chairman of the board, 
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Apply the proper G-E 
motor and the correct 
G-E controller to a spe- 
cific task, following the 
recommendations of 
G-E specialists in elec- 
tric drive, and you have 
G-E Motorized Power. 
Built in or otherwise 
connected to all types 
of industrial machines, 
G-E Motorized Power 
provides lasting assur- 
ance that you have 
purchased the best. 







—load electrically 


You can load much faster, electrically. Speed 
up the handling of material. 


You can load at less cost, electrically. Cut 
expense by releasing man-power for other 
tasks and employing efficient loading ma- 
chines. 


The varying loads—swift-changing and severe 
—that make heavy demands on the motor 
equipment of the loader are easily handled by 
reliable G-E motors. And power cost and 
maintenance expense are extremely small. 


For economical, day-in-and-day-out operation 
of loading equipment, insist on G-E Motorized 
Power. Your nearest G-E office is always 
ready to supply complete information. 
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Quaker Oats Company; Joseph T. Ryerson, president, Jos. 
T. Ryerson & Son; N. L. Howard, president, Chicago Great 
Western R. R. Under the auspices of the open forums sub- 
committee of the public affairs committee, the club wil have 
a meeting the evening of June 29 to discuss Chicago terminals 
in their relation to the proposed Illinois waterway improvement. 
An outside speaker will be Major Rufus W. Putnam. 

The next meeting of the Traffic Study Club of Philadelphia 
will be held June 29, in the State Fencible Infantry’s Armory. 
Irwin Bendiner, attorney, will talk on “The Law and Traffic 
Management.” S. Clair Stokley, Viscose Manufacturing Com- 
pany, Marcus Hook, Pa., will read a paper dealing with “Current 
Events of the Traffic and Transportation World.” Fred C. 
Walters, Jr., Baltimore and Ohio, will read a paper on “Perish- 
able Products.” A “Distinguished Service Key” will be pre- 
sented to G. Lloyd Wilson, in recognition of his outstanding 
contributions to the field of traffic management. This will be 
the last meeting until October. 





Andrew H. Brown, assistant traffic commissioner, Cleveland 
Chamber of Commerce, and an attorney at law was elected 
president of the Traffic Club of Cleveland, at the annual 
outing and election, June 18, at Congress Lake Country Club, 
near Canton. Other officers elected were as follows: W. H. 
Benham, general agent, Union Pacific, first vice-president; Wal- 
ter Rushforth, traffic manager, W. S. Tyler Company, second 
vice-president; John M. Gray, manager, Universal Carloading & 
Distributing Company, treasurer; W. A. Ray traffic manager, 
Distribution Terminal & Cold Storage Company, secretary. 
Board of governors, James W. Graham, vice-president, Nickel 
Plate; J. B. McCorkle, coal and ore agent, Pennsylvania; S. J. 
Ryan, traffic manager, Fisher Body Corporation, and Ralph 
R. Shultz, traffic manager, A. & P. Company. J. E. Anderson, 
the retiring president, who was recently made general freight 
agent of the Big Four, was presented with a desk pen set by 
the board of governors. 





The Portland, Maine, Traffic Association will hold its annual 
meeting and field-day at the Moulton House, Dunstan, Maine, 
July 9. An elaborate program of sports, including a golf tourna- 
ment, has been arranged. An innovation will be the introduc- 
tion of the newly formed “Melody Quartet,” under the leader- 
ship of “Bert” Horn, of the Wabash. R. T. (Andy) Anderson, 
of the Santa Fe, is arranging a musical number. The newly 
elected city manager of Portland is to be a guest of the club. 
Jim Dougher, vice-president of the association and traffic man- 
ager of The Burnham and Morrill Company, is at the head of 
the committee in charge. 





The annual outing of the York Traffic Club was held at 
Elm Beach, Conewago, June 21. A feature of the entertainment 
was a baseball game with the Baltimore Traffic Club. Sports 
included fishing, boating, -bathing, quoits and canoeing. 





The Traffic Club of New England will hold its annual outing 
at the club house and grounds of the United Shoe Machinery 
Athletic Association, North Beverly, Mass., June 26. Special 
coaches will be attached to train 209 leaving North Station, 
Boston, at 8:00 A. M. (standard time). Entertainment will 
include baseball, golf, tennis, track events and other sports. 
A buffet luncheon will be served at noon and a beef steak 
dinner, in the evening. 


The Traffic Club of Detroit will hold its annual outing to 
Put-in-Bay, June 25. Arrangements have been made, through 
the courtesy of O. S. Dustin, of the Ashley & Dustin Steamer 
Line. Steamer will leave the foot of First Street at 9:00 A. M. 
(standard time). 





The Traffic Club of New York will hold a special meet- 
ing June 26 to ratify the lease for the new club rooms. Dis- 
cussion and explanation of plans will take place. The regular 
club dinner will be served before the meeting. 

The Transportation Club of Peoria will hold its annual 
outing June 28. Golf will be played at the Mt. Hawley Country 
Club in the morning, autos leaving the Jefferson Hotel at 7:30 
A. M. In the affernoon and evening, entertainmet will be pro- 
vided at the North Shore Country Club. A chicken dinner will 
be served. 





The Columbus Transportation Club will hold a dinner-meet- 
ing at the Fort Hayes Hotel July 2. The principal speakers 
will be Harry E. French, chief of police, and Robert I. Miles, 
superintendent of Bertillon instruction, National Detective Bu- 
reau. Dr. Miles’s talk will be accompanied. by pictures. Mayor 
James J. Thomas, for many years a transportation man, will 
be initiated into the club as an honorary member. The enter- 
tainment committee is planning special features. There will 
be no regular meetings of the club in July and August, but an 
outing will be held some time in the summer. 
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TRANS-MO.-KAN. BOARD 


Optimism as to grain crops, agricultural conditions, pyg, 
ness and industrial activity and freight traffic volume in th, 
central west in the third quarter of the year featured addressy 
and committee reports at the twenty-first regular meeting ¢ 
the Trans-Missouri-Kansas Shippers’ Board at Wichita, Kap 
June 20. Over 800 representatives of industry in Kansas, Okj,. 
homa, Missouri, Arkansas and Illinois, together with railroad 
officials, were in attendance. Clyde M. Reed, Parsons, Kan, 
general chairman, presided. 

Analysis of conditions in the “winter wheat belt” was the 
main topic under consideration by the grain interests and rajj. 
road representatives. Crop conditions in the area were reporteg 
as somewhat different from usual, the area of the so-calleg 
soft winter wheat production having suffered very heavy abap. 
donment, present prospects indicating only about half a crop 
as compared with last year. In the so-called hard winter wheat 
area a “mixed situation” was reported. From the center of 
Kansas, south, the aiea of heavy production, conditions are 
good and indicate record yield this season, possibly not as great 
as in 1914, but greater than the yield two years ago. 

The effect of 32,776 “combines” in Kansas, Oklahoma and 
Texas, compared with 14,149 in 1926, on the box car supply 
that will be required to move a crop is expected to tax the 
facilities of the railroads and country and primary grain storage 
to the limit. Only through the closest cooperation can the need 
of the farmers and country grain merchants be adequately 
taken care of, it was said. Reports of all railroads showed 
the largest number of “grain box” stored in history, with re. 
serve locomotives ready to meet the increased traffic. 

J. E. Gorman, president, Rock Island Lines, spoke on “Rail. 
road Transportation,” and Paul Henderson, vice-president and 
general manager, National Air Transport, Inc., spoke on the 
“Future of Airplane Transportation.” An address was also 
made by M. J. Gormley, chairman, car service division, Ameri- 
can Railway Association, who gave assurance, on the part of 
the railroads, that the increase in traffic in the immediate sec. 
tion would be satisfactorily met. 


A resume of the reports of the commodity committee reports 
follows: 


An increase of 58.2 per cent in shipments of grain is forecast. 
A total of 109,325 cars in expected to be loaded, as compared with 
69,107 cars in 1927, and 102,356 cars in 1926. 

Agricultural implement manufacturers expect an increase of six 
per cent over a year ago. Present outlook indicates an increased 
acreage will be sown this year. 


Automobile manufacturers expect an increase of 27.8 per cent. 

The cement industry expects an increase of 9.7 per cent in 
shipments. This is based on a heavy increase in paving awards and 
especially of contracts for other construction work. 


The clay products industry forecasts a decrease in 
17 per cent due to decline in building activity. 

Shipments of coal will be on par with last season. 
placements of steam and slack coal have occurred in 
tricts, by reason of the installation of natural gas by 
large manufacturers. 


Shipments of coke will show a decrease of 12.8 per cent, as com- 
pared with a year ago. This movement will be almost entirely in 
the St. Louis district. 

Dairy and poultry products will show an increase of 2.0 per cent. 
Production is running 15 per cent higher than a year ago. Egg stor- 
age is approximately one million cases short, compared with a year 
ago. Live and dressed poultry shipments will show a slight decrease. 

Shipments of fresh fruits and vegetables should show an increase 
of 42 per cent. 

General conditions are much improved over that of last season. 

Shipments of grain products will be approximately 23 per cent 
greater than a year ago. The present level of the market for wheat, 
and flour of the new crop promises to stimulate buying as there is 
more friendliness toward prices in view of the indicated shortage 
in the central states and the poor progress of the spring wheat crop 
in the northwest. 

Shipments of hay, straw and alfalfa are expected to be approxi- 
mately the same as a year ago. 

Shipments of iron and steel will probably show an increase of 
5 per cent. Building activities have continued at a slightly increasing 
rate. Increased activities, generally, are in the line of office build- 
ing, bridge and road construction. 

, Shipments of lime, plaster and gypsum will be about 20 per cent 
ess. 

Movement of live stock in the western and southwestern sections 
has shown a slight decrease jin the last five months, as compared with 
a year ago. It is possible that no grass cattle will move to Kansas 
pastures before August 1. 

Conditions in the lumber and forest products industry do not 
indicate any increase in volume of business. Shipments should be 
about 6 per cent under a year ago. 
Shipments of ore are expected to show an increase of 20 per 
cent. Market conditions are fair and steady. 

The packing house interests forecast a decrease of approximately 
4 per cent in shipments as compared with same period a year ago. 
Receipts of hogs have been very large and, in the month of April, 
receipts at the eleven principal markets were the highest since 1924. 
Storage stocks of pork are the largest for several years. Hog 
slaughter will not be as great as in the corresponding period a year 
ago. Indications point to the smallest cattle slaughter of any similar 
period in the past five or six years. 

Petroleum refineries report a possible 
in shipments. 

Shipments of potatoes are expected to show an increase of 17 
per cent over a year ago. Oklahoma crop has been set back some 
by the frosts and will probably over-lap with the Kaw Valley district 
of Kansas. This will probably have an effect on the market conditions. 
It . — that 65 per cent of the Kaw Valley deal will be marketed 
in July. 

Salt shipments will show some decrease. 
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peg continue through the next quarter, it is possible there will 
e a decrease of approximately 15 per cent in car load shipments. 

Shipments of sand, stone and gravel will show a decrease of ap- 
proximately 19 per cent, account of the slowing up of highway pro- 
grams, particularly in Missouri. 


The forecast of all traffic in the territory estimates an 
increase of approximately 3 per cent over the third quarter of 
1927. 


Personal Notes 





G. Lloyd Wilson, assistant professor of commerce and 
transportation, University of Pennsylvania, author of a series 
of articles on freight rates now running in the Traffic World, 
has been promoted to a full professorship in the university, 
effective July 1. 

Frank L. Foster has been appointed assistant superintend- 
ent freight transportation, Pittsburgh and Lake Erie, and Lake 
Erie and Eastern, at Pittsburgh. 5 

Charles S. Roth, for the last twenty-one years traffic 
_ manager for the Traylor interests, Allentown, Pa., has resigned, 
effective July 1. 

Herbert J. Kehoe, agent, American-Hawaiian Steamship 
Company, at New York, died June 18. He had been in the 
employ of the company in various capacities for many years. 

F. A. Hooper has been placed in charge of an office of 
the American-Hawaiian Steamship Company recently opened at 
Long Beach, Calif. 

W. S. Stout has been appointed chairman of the board of 
the Canadian Pacific Express Company. T. E. McDonnell has 
been made president of the company. He will continue to 
serve as general manager. Both appointments are effective 
July 1. 

Mike J. Healy has resigned as chief counsel of the Kansas 
Public Service Commission. The Commission has appointed 
John M. Kinkel chief counsel. The latter, a number of years 
ago, was chairman of the old public utilities commission of 
Kansas. He has participated in the Hoch-Smith investigations 
as assistant to Mr. Healy. 





STUDENTS RECEIVE CERTIFICATES 


At a banquet at the Pine Orchard Country Club June 16, 93 
men and women, employes of industrial concerns in Connecticut, 
received certificates from the transportation committee of the 
Manufacturers’ Association of Connecticut in recognition of 
their proficiency in traffic management, gained through a series 
of courses on that subject sponsored by the Manufacturers’ Asso- 
ciation, recently completed in five of Connecticut’s largest 
cities. In the afternoon preceding the banquet the recreational 
privileges of the Pine Orchard club were placed at the disposal 
of the guests. A hotly contested baseball game was played 
by the New Britain and New Haven teams. Following the din- 
ner, P. W. Brown, traffic manager of Chase Companies, con- 
gratulated the students in behalf of the association’s traffic 
committee and introduced John H. Goss, vice-president of the 
association and toastmaster of the evening. Mr. Goss explained 
the cooperative plan of the association and the New Haven 
road, which, he said, had proved so successful in ironing out 
the difficulties constantly arising between shippers and rail- 
roads. E. Kent Hubbard, president of the association, expressed, 
in behalf of its members, their appreciation of the spirit that 
had prompted the students to give their time and money toward 
self-improvement. Mr. Hubbard conferred the certificates of 
proficiency. Major C. E. Smith, vice-president of the New York, 
New Haven & Hartford, spoke on “The Value of an Efficient 
Industrial Traffic Department from the Standpoint of a Rail- 
road.” That was followed by remarks from each of the direc- 
tors of the Y. M. C. A., in which the courses were held. They 
were: John A. Brodhead, director of New Haven College; 
W. E. Abbott, of Bridgeport; Arthur L. Purinton, of Waterbury; 
B. L. Long, of New Britain, and J. F. Auger, of Hartford. 


RATES ON SAND AND GRAVEL 


As the result of a conference at Springfield, Ill., of carriers 
and shippérs before Examiner Fuller, of the Commission, and 
Mr. Zorn, assistant rate expert of the Illinois commission, with 
respect to interstate and state rates on sand, gravel and crushed 
stone to destinations in Illinois south of the line of the Penn- 
sylvania between St. Louis and Terre Haute, a committee of 
carriers and shippers was appointed to make a report of recom- 
mended rates on this traffic. The committee will meet with 
representatives of the two commissions at Room 2001, City Hall 
Square Building, Chicago, July 16. It expects to be in session 
abeut a week and suggestions from all interested parties will 
be received. The report of the committee will be served on 
all interested parties and considered later at a general con- 
ference. The action was taken in connection with I. and §. 
No. 3093 and the Illinois commission cases, 17841 and 17863. 
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BIG ROAD FIGURES 


Large Class I steam railroads had net railway opera 
income of $252,773,726 for the four months ended with April, 
as compared with $256,534,693 for the same period of 1927 and 
of $62,580,321 for April, as compared with $64,364,061 for April 
1927, according to the monthly compilation of the bureau of 
statistics of the Commission from reports of carriers with an 
nual operating revenues above $25,000,000. : 

Operating revenues, operating expenses, net railway oper. 
ating income and operating ratio, for April, 1928, and Apri 
1927, were set forth as follows: ' 


Net Oper. 
; ; railway ating 
Operating Operating operating ratio 
revenues expenses income 
Total—Roads reported: 
1927 *427'si9;908 *azariszioes “ersereet Ih 
New England Region: re — — ia 
Boston & Maine— 
1997  G2sei9s —dtgnses? = Saetae |e 
’ , ’ 1 
New York, New Haven & Hartford— . — oe 
1997 11iee2616 = eeageiees © aiowiswe |= eS 
Great Lakes Region: oe — — 
‘_ Delaware & Hudson— 
1928 3,218,912 2,455,837 642,725 16.3 
1927 3,419,217 2,840,844 401,055 83.1 
Delaware, Lackawanna & Western System— 
1928 6,969,890 4,856,641 1,543,086 69.7 
1927 7,417,526 5,050,594 1,730,884 68.1 
Erie (including Chicago & Erie)— 
Ba Soest GORGE THLE 
Lehigh Valley— : pane - _ 
soy GSERGE GREENE MASRSSS a 
’ , ’ , 41, . 
Michigan Central— - 7 
1928 7,492,078 5,144,290 1,755,821 68.7 
1927 7,618,277 5,265,640 1,839,852 69.1 
New York Central (including Boston & Albany)— 
‘set itaiwers | Saasesse| SSS 1 
’ ’ ’ , 1 ’ ’ . 
New York, Chicago & St. Louis— wien agi 
1928 4,228,767 3,139,221 706,425 74.2 
1927 4,346,118 3,204,637 858,046 73.7 
Pere Marquette— 
1927 «sigasires «26817609 = T90"008 ees 
Pittsburgh & Lake Erie— , diet ee a 
1928 2,389,134 2,093,568 434,637 87.6 
1927 2,582,054 2,222,245 563,049 86.1 
Wabash— 
1928 5,533,296 4,253,326 717,072 76.9 
1927 5,502,587 4,313,447 602,286 78.4 
Central Eastern Region: 
Baltimore & Ohio— 
1928 18,393,458 14,128,497 3,094,650 76.8 
1927 20,354,680 15,312,380 3,633,784 75.2 
Central of New Jersey— 
i937 Brousiéil. «= Seae097 © a,enateso Se 
’ , ’ ’ 1, ’ ° 
Chicago & Eastern Illinois— wana sin 
1928 1,736,387 1,606,794 121,521 92.5 
1927 1,977,584 1,697,566 57,517 85.8 
Cleveland, Cincinnati, Chicago & St. Louis— 
1928 6,960,124 5,386,420 1,058,665 77.4 
1927 7,239,146 5,874,061 876,628 81.1 
Elgin, Joliet & Eastern— 
1928 2,158,019 1,437,583 401,068 66.6 
1927 2,157,883 1,494,592 405,720 69.3 
Long Island— 
z 1928 3,205,009 2,326,720 596,127 72.6 
1927 3,282,716 2,645,111 315,301 80.6 
Pennsylvania— ; 
1928 51,226,863 38,605,480 8,469,710 75.4 
: 1927 55,353,643 42,151,301 9,081,668 76.1 
Reading— 
1928 7,544,164 5,682,887 1,495,600 75.3 
1927 8,386,245 6,063,710 1,823,452 72.3 
Pocahontas Region: 
Cuesapeake & Ohio— 
Ce ee ey 
’ ’ , , 2, ’ 2 e 
Norfolk & Western— ee os 
1928 7,466,644 5,182,833 1,765,351 69.4 
1927 9,397,264 5,737,880 3,087,206 61.1 
Southern Region: 
Atlantic Coast Line— 
1928 6,542,169 4,773,554 1,060,083 73.0 
1927 8,123,489 5,464,466 1,922,594 67.3 
Central of Georgia— 
192 2,066,760 1,605,750 332,621 rr A 
- 1927 2,321,358 1,793,375 389,111 77.3 
Illinois Central— 
say 2G SEE RSBATS RE 
, , , , 2, 92, ° 
Louisville & Nashville— ee — 
1927 izea'sis © Sraastoaa = fosororr | Sf 
? ’ , ? 2,03 ’ ° 
Seaboard Air a. 5.138.38 — aie 
,138,336 3,668,877 1,014,373 71.4 
1927 5,691,464 4,100,535 1,116,670 72.0 
Southern— 
1928 11,921,300 8,496,881 2,379,778 71.3 
1927 12,705,054 8,982,313 2,720,846 70.7 
Yazoo & Mississippi Valley— 
1928 2,065,095 1,741,082 67,367 84.3 
1927 2,164,146 2,155,029 *258,961 99.6 
Northwestern Region: 
Chicago & North Western— 
io lgmei; | GER RT 
’ ’ ’ , 6 722, . 
Chicago, Milwaukee & St. Paul— ie rie 
1928 12,437,080 9,939,826 1,270,507 79.9 
1927 11,935,832 10,886,401 *141,055 91.2 
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Operating Operating 
revenues expenses 
Chicago, Milwaukee, St. Paul & Pacific— 
1928 1,956,467 1,668,218 
1927 1,974,283 1,627,455 
Great Northern— 
1928 7,554,109 6,144,367 
1927 7,900,224 6,071,120 
Minneapolis, St. Paul & Sault Ste. Marie— 
1928 3,513,749 2,831,699 
1927 3,501,081 2,827,664 
Northern Pacific— 
1928 7,419,835 5,874,129 
1927 7,122,931 5,773,722 
Oregon-Washington R. R. & Navigation Co.— 
1928 2,132,568 1,978,790 
1927 2,150,729 1,913,003 
Central Western Region: 
Atchison, Topeka & Santa Fe 
1928 15,089,247 12,223,014 
1927 16,176,768 12,441,217 
Chicago & Alton— 
1928 2,060,881 1,732,817 
1927 2,038,124 1,787,771 
Chicago, Burlington & Quincy— 
1928 11,879,486 9,218,666 
1927 11, 481,672 8,730,053 
Chicago, Rock Island & Pacific— 
1928 9,979,956 7,828,010 
1927 10, 358,282 8,368,828 
Denver & Rio Grande Western— 
1928 2,334,344 1,921,939 
1927 2 348, 623 1,936,164 
Oregon Short Line— 
1928 2,739,043 2,161,905 
1927 559,934 2,083,363 
Southern Pacific Companyt— 
1928 17,319,471 12,976,000 
1927 18,018,618 13,432,046 
Union Pacific— 
1928 8,361,151 6,141,656 
1927 7,391,743 5,870,490 
Southwestern Region: 
Gulf, Colorado & Santa Fe— 
1928 2, 061,175 1,663,983 
1927 2) 453, 758 2,341,002 
Missouri-Kansas-Texas— 
1928 4,057,798 2,879,829 
1927 4,552,171 3,358,329 
Missouri Pacific— 
1928 10,002,322 7,917,639 
1927 8,812,107 8,217,411 
St. Louis-San Francisco— 
1928 6,063,776 4,437,190 
1927 6,778,471 5,216,703 
Texas & New Orleans— 
: 1928 5,357,835 4,439,052 
2 1927 6,574,326 4, 887,807 
Texas &. Pacific— 
“J 1928 4,239,906 2,828,994 
‘ “j 1927 8,105,607 2,543,803 


Figures for Four Months 


Total—Roads ie 
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113,670 
137,427 


771,137 
1,144,022 


345,224 
351,616 


1,296,842 
1,049,015 


*182,164 
*49,659 
1,742,264 
2,620,830 


66,398 
*12,947 
1,569,567 
1,453,305 
9,073 
,876 


2,629,131 
2/966, 550 


1,315,144 
688,623 


173,643 
*119,111 


397,902 
259,884 


876,085 
248,685 


1928 $1,626,261,411 $1,241,673,549 $252,773,726 


1927 
New England Region: 
Boston & Maine— 


1,699,186,948 1,309,738,645 


1928 24,025,723 18,047,663 

1927 25,053,034 19,455,489 
New York, New Haven & Hartford— 

1928 42,555,389 31,381,622 

1927 44,453,250 33,734,608 


Great Lakes Region: 
Delaware & Hudson— 
1928 12,178,676 
1927 13,473,431 
Delaware, Lackawanna & Western 
1928 25,349,510 


1927 26,397,084 
Erie (including = & Erie)— 
1928 38,108,169 
1927 38,943,077 
Lehigh Valley— 
1928 21,492,504 
1927 23,858,092 
Michigan Central— 
aoe 29,419,921 


927 28, 957,987 20,201,637 
New York Central including Boston & ‘Albany )— 
928 118,269,863 92,248,012 

1927 124,721,555 97 (136,211 
New York, Chicago & St. Louis— 

1928 17,218,405 12,697,827 

1927 17,570,344 12,950,113 
Pere Marquette— 

1928 13,303,723 9,604,014 

1927 14,114,379 9,923,331 
Pittsburgh & Lake Erie— 

1928 9,683,036 8,177,195 

1927 10,830,380 9,278,800 
Wabash— 

1928 22,277,295 16,893,287 

1927 22,384,033 17,222,993 

Central Eastern Region: 

Baltimore & Ohio— 

1928 71,611,619 57,729,276 

1927 80,354,323 62,390,305 
Central of New Jersey— 

1928 17,698,293 13,384,300 

1927 18,277,800 14,662,718 
Chicago & Eastern Illinois— 

1928 7,968,401 6,744,469 

1927 9,291,575 7,576,616 


10,588,598 
11,786,447 
System— 
19,226,832 
20,563,280 


30,665,698 
32,958,700 


18,023,760 
19,710,002 


20,294,662 


Cleveland, Cincinnati, Chicago & St. Louis— 


re 28,542,118 
1927 30,094,108 


21,966,133 
23, 322,724 


256,534,693 


1,863,920 
2,202,595 


6,686,242 
6,698,198 


16,543,370 
17,909,107 
2,522,206 
2,960,441 


2,587,995 
2,912,233 


2,061,934 
2,445,078 


3,117,306 
2,854,452 
9,337,016 
12,962,716 


2,596,705 
2,254,342 


222,216 
774,274 


4,260,399 
4,757,806 


Oper- 
ating 
ratio 


85.3 
82.4 


81.3 
76.8 


80.6 
80.8 


79.2 
81.1 


92.8 
88.9 
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77.6 


75.6 
80.2 


84.6 
81.5 


77.0 
77.5 


Operating Operating 
revenues expenses 
Elgin, Joliet & Eastern— 
1928 8,516,342 5,674,604 
1927 8,793,811 5,608,727 
Long Island— 
1928 11,674,133 9,556,926 
1927 11,760,440 10,250,017 
Pennsylvania— 
1928 198,967,437 153,655,098 
1927 219,711,896 173,486,213 
Reading— 
1928 28,610,143 22,974,865 
1927 31,755,086 24,325,927 
Pocahontas Region: 
Chesapeake & Ohio— 
1928 39,143,242 28,398,991 
1927 44,456,692 30,490,053 
Norfolk & Western— 
1928 31,655,970 21,404,480 
1927 36,800,234 23,702,329 
Southern Region: 
Atlantic Coast Line— 
1928 27,531,148 20,233,623 
1927 32,033,118 22,477,992 
Central of Georgia— 
1928 8,620,188 6,544,924 
1927 9,566,129 7,180,939 
Illinois Central— 
1928 50,856,986 38,397,139 
1927 51,265,738 38,334,786 
Louisville & Nashville— 
1928 44,922,881 35,981,058 
1927 47,558,432 37,923,087 
Seaboard Air Line— 
19 20,911,847 15,272,435 
1927 23,261,676 17,222,180 
Southern— 
1928 46,928,144 34,046,907 
1927 48,809,804 35,881,788 
Yazoo & ees Valley— 
%, 452,556 7,037,008 
1937 8,803,836 7,456,621 
Northwestern Region: 
Chicago & North Western— 
1928 44,457,706 36,738,359 
1927 44'545,066 36,828,093 
Chicago, Milwaukee & St. Paul— 
1928 51,331,439 38,097,617 
1927 48,527,193 41,194,835 
Chicago, Milwaukee, St. Paul & Pacific— 
1928 8,480,142 7,117,242 
1927 8, 176, 421 6, 873, 982 
Great Northern— 
1928 30,552,283 23,964,544 
1927 29,104,893 23,238,647 
Minneapolis, St. Paul & Sault Ste. Marie— 
1928 13,798,998 11,437,251 
1927 13,406,525 11,190,758 
Northern Pacific— 
1928 28,718,559 22,103,707 
1927 26,491,321 21,807,978 
Oregon-Washington R. R. & Navigation Co.— 
1928 8,717,520 7,700,145 
1927 8,215,701 7,088,039 
Central Western Region: 
Atchison, Topeka & Santa Fe— 
1928 60,305,241 46,116,217 
1927 64,224,587 46,006,324 
Chicago & Alton— 
19238 8,992,195 7,289,039 
1927 9,461,232 7,356,195 
Chicago, tne & Quincy— 
1928 50,911,064 34,839,125 
1927 48, 304, 900 34,310,362 
Chicago, Rock Island & Pacific— 
1928 41,329,783 31,463,491 
1927 42° 665, 155 33,367,438 
Denver & Rio Grande Western— 
1928 9,778,322 7,573,376 
1927 9,782,779 7,623,583 
Oregon Short Line— 
1928 11,434,939 8,252,112 
1927 10,343,832 7,576,706 
Southern Pacific Companyf— 
1928 68,422,283 51,190,680 
1927 68,958,584 62,325,245 
Union Pacific— 
1928 33,438,390 22,997,682 
1927 29,950,557 21,674,525 
Southwestern Region: 
Gulf, Colorado & Santa Fe— 
1928 8,340,251 7,098,309 
1927 12,001,272 9,451,516 
Missouri-Kansas-Texas— 
1928 16,802,542 11,837,044 
. 1927 18,627,552 13,108,773 
Missouri Pacific— 
1928 41,268,733 31,902,022 
1927 40,699,328 32,646,313 
St. Louis-San Francisco— 
1928 25,252,652 18,155,684 
1927 27,295,481 19,560,424 
Texas & New Orleans— 
1928 21,568,751 18,019,751 
1927 22,514,798 19,647,218 
Texas & Pacific— 
1928 15,865,956 10,928,746 
1927 12,538,427 9,647,058 





*Deficit. 


Includes returns for Atlantic Steamship Lines. 





Vol. XLI, No, % 


Net 
railway 
operating 

income 


1,699,672 
2,185,543 


1,222,128 
- 515,856 


30,477,408 
31,436,321 


4,463,625 
5,782,123 
8,825,112 
11,645,103 
7,939,518 
10,610,726 
4,890,400 
7,085,055 


1,466,519 
1,751,635 


8,951,052 
,020,773 


9 
6,572,389 
7,158,423 


3,833,450 
4,090,734 


8,836,048 
9,249,356 


426,357 
341,873 
4,049,509 
3,649,631 


8,409,175 
2,643,330 


698,550 
626,394 


3,753,819 
3,142,622 


1,031,325 
902,894 


5,457,373 
3,340,070 


*301,247 
25,529 
9,435,124 
12,861,320 


561,575 


Db, 


974,410" 


10,842,702 
8,748,199 


5,750,829 
5,032,578 


1,719,367 
1,689,749 


1,760,177 
1,514,716 


11,255,521 
10,500,786 


6,890,210 
5,023,520 

316,107 
1,432,821 


3,310,401 
3,877,243 


5,970,229 
4,770,090 


5,834,652 
6,535,442 


1,350,908 
850,274 


3,058,960 
1,693,482 
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70.5 
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77.3 
80.2 


71.9 
71.7 


83.5 
87.3 


68.9 
76.9 


You may either write or wire our Washington office 
for information concerning matters in any department 
of the government there, if you are a subscriber to 
THE DAILY TRAFFIC WORLD. 
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Alabama State Pjocks 


Will Be Officially Opened 
June 25th, 1928 


SERVING THE— 


GRAND RAPIDS 


DETROIT 





PORT OF 


MOBILE 


More than a million square feet of concrete and 
steel, sprinkler protected warehouse and transit shed 
space, at shipside, now ready to receive, store and for- 
ward freight by rail, river or ocean carriers. 

The Bulk Material Handling Plant is in operation, 
transferring coal, coke, manganese ore, bauxite and 
fertilizer materials to and from cars, barges, ships or 
storage bins. : 

Special facilities now in operation include U. S. 
Bonded Cotton Warehouse, High Density Compress, 
Flour Reconditioning and Blending Plant, 75-ton der- 
rick, and equipment for handling all classes of freight 
with the greatest possible dispatch. 


Let the Traffic Department show how you can save 
time and money on your import, export, coastwise or 
intercoastal shipments. Address— ; 


++ ALABAMA +: 4 
STATE DOCKS COMMISSION 


~& MOBILE, ALABAMA’ _F4 
~~ a ee Le 


i 
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Lime] 
1S Money, 
Save Time 
Ship Electra 








Via 
“IC&E” The Fast Freight Route 


COLUMBUS, OHIO 
DAYTON SPRINGFIELD LIMA 
LONDON W. JEFFERSON URBANA 
OSBORN W. LIBERTY BELLEFONTAINE 


Overnight—Second Morning 
—Third Day! 
Between “IC&E” points and the majority of 


Electric Railway points in OHIO, INDIANA 
and MICHIGAN. 5,000 Miles Territory. 


Second Day Service to and from 
Chicago—via “Monon-IC&E” 


Also 425,000 square miles of territory in 

ten southern states south of the Ohio 
and east of the Mississippi River. 
TWO to SEVEN DAY SERVICE. 


Inquire for free copy of Shippers’ Guide No. 6. 


The “IC&E” Traction Lines 


Wm. R. Huffer, Traffic Manager, 
” Springfield, Ohio 
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ACCOUNTING RULES HEARING 


The Trafic World Washington Bureau 


Hearings in Ex Parte 91, the Commission’s proceeding in- 
volving proposed revision of its accounting rules for steam 
railroads, were resumed this week before Commissioner East- 
man and Examiner Bunten. Approximately two days were de- 
voted to cross-examination of J. W. Roberts, president of the 
Roberts-Pettijohn-Wood Corporation, who had previously pre- 
sented, on behalf of the National Industrial Traffic League, a 
plan for a complete revision of the Commission’s railway ac- 
counting classifications on an entirely new basis, embodying 
some of the features of cost accounting as distinguished from 
the present plan of departmental accounting. Interrogation of 
Mr. Roberts by railroad representatives indicated opposition to 
the plan on the part of the railroads. 

F. J. Fell, Jr., comptroller of the Pennsylvania, presented 
a statement in rebuttal of the Roberts’ plan in which it was 
contended that adoption of the plan would not serve the pur- 
poses of cost accounting and would involve an enormous in- 
crease in the cost of railway accounting. Mr. Fell was cross- 
examined at length by Mr. Roberts and R. C. Fulbright, of the 
National Industrial Traffic League. 

Representatives of the Railway Accounting Officers’ Asso- 
ciation, on behalf of the railroads, outlined principles that they 
said should govern the revision of the accounting rules and 
made some suggestions for changes in the tentative drafts of 
proposed rules prepared by the Commission’s bureau of accounts. 
J. J. Ekin, comptroller of the Baltimore & Ohio, presented a 
general statement expressing the hope that the Commission 
would decide the principles that should underlie the proposed 
revision so that the actual changes might be considered in 
conference between representatives of the Commission and the 
accounting officers’ association. 


LUMBER RATES AND PRICES 


“Freight rates are not responsible for fluctuations that have 
taken place in the past three years in both mill and retail prices 
of lumber, such fluctuations having been usually more than the 
freight rates,” says the Bureau of Railway Economics as the 
result of a study into the relationship of freight rates to lumber 
prices and also as to distribution. ‘The study is the first on 
this commodity to be made by the Bureau of Railway Economics 
and applies only to rail shipments. The prices used in the 
study for the various grades of lumber were obtained through 
the cooperation of various lumber organizations throughout the 
United States. The study has been in the course of prepara- 
tion for more than a year.” 

A summary of the bureau’s bulletin follows: 


Mill prices of lumber fluctuated irregularly from month to month 
throughout the entire period studied. On rare occasions did the aver- 
age price remain unchanged for two consecutive months. The monthly 
fluctuations varied from a few cents to several dollars per thousand 
board feet on each size in every grade. These fluctuations were 
irregular not only as to amount but also as to direction, the prices 
for some sizes advancing, while for others they declined. 

These spreads were in many instances several times the freight 
rates on a thousand feet of lumber even from the most distant milling 
point from which the various markets obtained lumber. 

Retail prices of lumber also fluctuated at irregular intervals dur- 
ing the three years in all of the markets. While the same prices 
often prevailed in a given market for many months, at other times 
the period of stationary prices was of short duration. The changes 
were usually abrupt and in most instances of a relatively large 
amount. 

On the other hand, freight rates on lumber remained substantially 
the same throughout the price period. 

Only three states, California, Oregon and Washington, distributed 
lumber to every state of the union, although rail shipments from each 
of the following states, Mississippi, Louisiana, Arkansas, Michigan, 
Texas, Alabama and Idaho, were distributed in more than 40 states. 
North Dakota and Nebraska were the only states from which there 
were no rail shipments. 

Production of lumber in the United States during the five years 
from 1922 to 1926 averaged 35,988,000,000 feet (board measure) an- 
nually, of which the soft woods constituted 29,827,000,000 feet, or 82.9 
per cent, and the hard woods, 6,161,000,000 feet, or 17.1 per cent 
During the years 1923 to 1926, the annual production of both kinds 
of wood was remarkably steady. The total production in 1926 was 
36,935,930,000 feet. 

Out of the total production of lumber in the United States in 
1926, production of southern yellow pine ranked first with 11,751,647,- 
000 feet or 31.8 per cent of the total production of this country; 
Douglas fir ranked second with 8,806,535,000 feet, or 23.9 per cent; 
western pine was third with 3,172,975,000 feet, or 8.6 per cent; oak 
was fourth with 2,190,504,000 feet, or 5.9 per cent, and hemlock was 
fifth with 2,158,652,000 feet, or 5.8 per cent. The production of these 
five species combined amounted to 28,080,313,000 feet, or 76.0 per cent 
of the entire lumber production of the United States. 


VOLUME OF TRAFFIC, ETC. 


The volume of freight traffic handled by the Class I rail- 
roads in the first four months of 1928 amounted to 147,296,210,- 
000 net ton miles, according to the Bureau of Railway Eco- 
nomics, which says: 


This was a decrease of 8,113,006,000 net ton miles or 5.2 per cent 
below the corresponding period last year. Railroads in the eastern 
district for the four months’ period reported a decrease of 10.1 per 
cent in the volume of traffic handled compared with the same period 
in 1927, while the southern district reported a decrease of 7.7 per 
cent. The western district reported an increase of 3.4 per cent. 

In the month of April, the volume of freight handled by the 
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Class I railroads amounted to 35,866,377,000 net ton miles, a decrea, 
of 1,244,428,000 net ton miles or 3.4 per cent below April, 1997 . 
the eastern district, there was a decrease of 6.5 per cent in Apri 
compared with the same month last year in the volume of freight 
traffic, while the southern district showed a decrease of 9.8 per cent 
The western district reported an increase of 4.3 per cent. : 

The average daily movement per freight car on the railroads ,; 
this country in April was 29.9 miles. This was the highest average 
for any April on record and an increase of four-tenths of a mik 
above the same month in 1927 as well as an increase of nine-tenths 
of a mile above that for April, 1926. In computing the averag, 
movement per day, account is taken of all freight cars in Service 
including cars in transit, cars in process of being loaded and yp! 
loaded, cars undergoing or awaiting repairs and also cars on side 
tracks for which no load is immediately available. The average |oaq 
per car in April was 25.6 tons, including less than carload lot freig}; 
as well as carload freight. This was a decrease of six-tenths of , 
— the same month last year and one-half a ton below Apri 


LUMBER SHIPMENTS 


The lumber industry as a whole made further progress 
the week ended June 16, says the National Lumber Many. 
facturers’ Association in reviewing reports from 857 mills, as 
compared with 871 for the immediately preceding week. The 
softwood side of the industry showed some decline in ney 
business, but the gain on the hardwood side, both absolutely 
and as measured by mill averages, was sufficient to push the 
industry as a whole a little further along. There was ap 
actual increase in the reported shipments of softwood lumber, 
and a considerable decrease in production. Average hardwood 
production was about the same, and there was a noticeable gain 
in shipments. As compared with this time a year ago average 
orders per mill, both softwood and hardwood, showed marked 
increases. 

The following table compares the lumber movement, as 
reflected by the reporting mills of eight softwood, and two 
hardwood, regional associations, for the three weeks indicated; 
000’s omitted: 


Preceding 
Past Week Week, 1928 (Revised) 
Softwood Hardwood Softwood Hardwood 
Mille, (er unita®)........< 444 413 448 423 
PPGGUCHON occisic vtec 278,090 56,446 295,038 58,261 
SITCOMS: icc ccs cccss 304,179 57,327 302,261 56,653 
Orders (New Bus.)..... 295,869 69,420 306,029 54,635 





*A unit is 35,000 feet of daily production capacity. 


CONDITION OF EQUIPMENT 


Freight cars in need of repair on June 1 totaled 151,359 or 
6.7 per cent of the number on line, according to the car service 
division of the American Railway Association. This was a 
decrease of 2,809 under the number reported on May 15, at 
which time there were 154,168 or 6.9 per cent. Freight cars in 
need of heavy repairs on June 1 totaled 108,357 or 4.8 per cent, 
a decrease of 896 compared with May 15, while freight cars in 
need of light repairs totaled 43,002, or 1.9 per cent, a decrease 
of 1,913 compared with May 15. 


FLORIDA WATER TRANSPORTATION 


An article by Gilbert A. Youngberg, chief engineer of the 
Florida inland navigation district, on “Cheap Water Transpor- 
tation for Florida,” ordered printed as a Senate document (No. 
162) on motion of Senator Fletcher, of Florida, just before the 
close of the recent session of Congress, has become available 
for distribution. Mr. Youngberg says Florida’s destiny demands 
lower freight costs. The article is an argument in support of 
development of the Florida east coast canal. 


ROLLING STOCK ADDITIONS 


Class I railroads in the first five months this year installed 
700 locomotives, according to reports filed by the carriers with 
the car service division of the American Railway Association. 
Compared with the corresponding period last year, this was a 
decrease of 82 in the number of locomotives installed and a 
decrease of 233 compared with the corresponding period in 
1926. For the month of May alone, the railroads placed in 
service 139 locomotives compared with 148 in May the year 
before. Locomotives on order on June 1 this year totaled 113 
compared with’ 291 on the same date last year. 

Freight cars installed in service in the first five months in 
1928 totaled 22,268 compared with 30,251 for the same period 
in 1927 and 42,300 for the same period in 1926. Freight cars 
installed in May this year totaled 6,633 compared with 8,185 in 
May, 1927. The railroads on June 1 had 20,712 freight cars on 
order compared with 23,949 on the same date last year and 
44,628 on the same. date in 1926. 

These figures as to freight cars and locomotives include 
new and leased equipment. 


CAPE COD CANAL PURCHASE 


The Secretary of the Treasury has called for payment on 
January 1, 1929, the $6,000,000 of 50-year first mortgage 5 per 
cent gold bonds, issued by the Boston, Cape Cod and New York 
Canal Company, at par plus accrued interest to January 1. The 
government assumed payment of the bonds as a part of the 
purchase price of the Cape Cod Canal, the authority for which 
was granted by an act of Congress approved January 21, 1927. 
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NEWARK, N. J. 





Uniten Fru Company 









Regular Freight Sailings 


between 


New York, New Orleans, Boston 


and San Francisco 


and 
Havana and Santiago, Cuba; Jamaica, 
Panama, Colombia, Costa Rica, Guatemala, 
Honduras, British Honduras, and via trans- 
shipment at Cristobal to West Coast Ports 
of Mexico, Central and South America 
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Located in the Heart of the City and in the Center of the 
New York Metropolitan Area 


STORAGE IN TRANSIT 


Pool Car Distribution 


All Freight Unloaded Under Cover 
Grinnel! Dry System Sprinkler Throughout 


Private Siding Connection with 
The Central Railroad Co. of New Jersey 








For rates and other information, address 


FREIGHT TRAFFIC DEPARTMENT 














For rates and arrangements, apply or write to 433 California St. 7 Battery zines on Ss ng tage 
nm Franc ry ° ew rork, . © ow ean ° 
F. W. STOKES, Manager ae hwes 
Boston, Mass. Chicago, III. 








NEWARK WAREHOUSE CO., Newark, N. J. 





Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 
Railways of Mexico 


From Veracruz to: 
Mexico City 23 hours 
Pachuca: - 23 hours 
Puebla - - 20 hours 


From Tampico to: 
Mexico City 47 hours 
Pachuca: - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line — Mexican- For complete information, communicate with 


American Line.) 
F. P. De teven, Gon. Agent G. B. Aleman, Gon, Agent 
4 , e 1515 Penn Building 219 . Exch. g. 
Through bills of lading issued by New York City , 5. Louis, Mo. 
i i i i F.N. Puente, Gen. Agt. A. Horcasitas,Com.Agt. F. C. Lona, Com. Agt. 
—- — Do te 41 Monadnock pits. 414 Whitney Bank Bldg. 301 Marquette Building 
on the National Railways of Mexico Francisco, Calif. New Orleans, La. Chicago, Ill. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate tr: tion of freight. A traffic man of long experience 
and wide knowledge will answer questions ene Bes practical traffic 

ems. We de not desire to take the place of traffic man but to 

Ip him in his work. és 4 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that ae a - ‘renee too complex for the kind of investigation 
herein contemplated. 

pore Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 


Routing and Misrouting—Delivery of Shipment to One Carrier 
on Another Carrier’s Bill of Lading 

Texas.—Question: One of our truck drivers delivered to 
the “A” R. R. a shipment for X, in error. The bill of lading 
covering was one of our own forms and plainly showed “B” 
R. R. in space provided and “A” R. R. did not appear anywhere 
on the shipping ticket or bill of lading. The “A” R. R. ac- 
cepted the shipment and signed bill of lading without question 
when tendered by our driver. The shipment went forward via 
“A” R. R. and we were charged a combination of locals (the 
lowest rate available via the “A” R. R. from Y to Z), while 
= through rate via the “B” R. R. would have been much 
ower. 

Does not contributory negligence exist and cannot the “A” 
R. R. legally refund us down to the basis of the through rate 
that applied via the “B” R. R.? 

Answer: With respect to this question, see McLean Lum- 
ber Co. vs. L. & N. R. R. Co., 22 I. C. C. 349, and Gentile Bros. 
Co. vs. Southern Railway Co., 113 I. C. C. 670. 

While neither of the above cases is directly in point, it is 
our opinion that the principle of the McLean Lumber Company 
case is applicable, in that in that case the rate shown in the 
bill of lading was as much a designation of routing via the 
Southern Railway as was the specification of the name of the 
carrier in your bill of lading form. See W. S. George Pottery 
Co. vs. Director-General, 60 I. C. C. 372, 374, in which case it 
is held that the specification of a rate in a bill of lading is the 
equivalent of routing instructions. 

In the McLean Lumber Co. case above cited it was held 
that, as the shipper had delivered the shipment to the L. & N., 
that carrier was not under obligation to deliver it to a com- 
petitor merely for the purpose of giving the shipper the benefit 
of the lower rate applicable via that line, and that the carrier 
could not be charged with misrouting. 

Inspection Allowed—Definition of Term 

Utah.—Question: Shipper delivers to carrier a carload con- 
signment to be transported interstate from B to C, covered by 
shipper’s order bill of lading, reading: 


Consigned to Order of “‘Shipper’’ Care of D Storage Co. 
Destination C 


Notify E Brokerage Co. 
at C¢ 


“deliver to D Storage Co. warehouse.” 


eee eee 


Bill of lading also carrying notation “Allow examination on 
arrival.” 

Delivering carrier declined to place car at D Storage Com- 
pany’s warehouse for inspection without surrender of original 
bill of lading. Shipper’s purpose in consigning as above was 
that the ultimate consignee should have opportunity of inspect- 
ing goods at the storage company’s warehouse (served by rail- 
road trackage), where convenietnt platform space and facilities 
were available. Delivering carrier held that goods must be 
inspected in its yards, unless and until bill of lading was sur- 
rendered. 


What is the law on this subject and can you refer to any 
decisions? It is felt reasonable opportunity should be given 
for inspection of each package and that such opportunity is not 
provided where interested purchasers are obliged to survey the 
load by cursory means in carrier’s yards. 

Answer: In H. E. & W. T. Ry. Co. vs. Ratcliff, 202 S. W. 
525, it was held that in an action by a consignee of hay against 
the railroad which carried the shipment for damages for failure 
to permit adequate inspection, the evidence showed that the 
notation on the bill of lading, “allow inspeciton,” is universally 
understood by shippers and railroads to mean a side-door in- 
spection of the freight. In this case the following quotation 
from Elliott on Railroads is given: 


It is held in many of the cases that the consignee must have a 
reasonable opportunity to inspect the goods. Some of the cases hold 
that the carrier may permit the consignee to take away the goods 
for the purpose of inspection, but, of course, when the goods are 
removed by the consignee, and are rightfully in his possession, there 
is no liability on the part of the carrier. It is barely necessary to 
suggest that if there is no right to permit the goods to be taken 
by the consignee, and loss is caused the consignor by the wrong 
of the railroad carrier in suffering the consignee to obtain possession 
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of the goods, it will be liable to the consignor. We doubt whethe 
it can be justly held that the consignee, as against the carrier ms 
rightfully insist upon permission to make a minute inspection, ang 


and w 
think that when the term “inspect’’ or the term ‘‘inspection’”’ js <= 
by the courts, it means no more than the consignee shall have : 


right, if he demands it, to make a general examination of the 
The cases which declare and enforce the right of inspection 
goods are shipped “C. O. D.” 
apply in other cases. 


800ds, 


: - wh 
cannot, in all their scope, at lean 


However, in Pittman-Harrison Co. vs. Fox Bros., 228 §. w 
579, it was held that where the seller authorized the railroad 
to allow the buyer to inspect goods without advance paymen; 
of draft and delivery of bill of lading, without stipulating jp 
what particular place and manner the inspection should bp 
made, the railroad did not violate instructions by placing the 
car containing the goods on the privately owned track of the 
buyer adjacent to the buyer’s warehouse for the purpose of 
enabling the buyer to properly inspect the goods. 

As the two cases above show, the law relating to this ques. 
tion is in an unsettled state. Under the Pittman-Harrison Con. 
pany case, 228 S. W. 579, above cited, it seems clear that under 
instructions such as those contained in the bill of lading to 
which you refer, the carrier would have been justified in making 
delivery of the shipment at the warehouse of the D Storage 
Company for inspection, but whether a carrier can be required 
to do so, is not at all certain, in view of the decision in the 
Ratcliff case, 202 S. W. 525, above cited. 


Bills of Lading—Alteration of 

New Jersey.—Question: The Freight Agents’ Association of 
New York City has under discussion a topic which involves an 
interpretation of section 10 in Uniform Bill of Lading Contract, 

The special circumstances in this instance are as follows: 

Shippers in the metropolitan district, in making shipments, 
make it a practice to themselves make up complete instructions 
on approved bill of lading forms, which they in turn give to 
their drayman for presentation at the freight station with the 
freight for transportation. This method of advance preparation 
of documents saves considerable time for both the drayman 
and the carrier. | 

Frequently a discrepancy between the freight tendered and 
the bill of lading particulars is found, with respect to con- 
signee’s name, address, number of packages, weight, or other 
important essentials, and a change in the bill of lading is found 
necessary. 

Since a bill of lading is not only a receipt for property 
tendered for shipment, but also a contractual document between 


‘the shipper and the carrier, and signed by both, should not 


any change or alteration found necessary be by mutual agree- 
ment between the principals, rather than by a special notation 
indorsed on bill of lading by carrier’s agent? 

If the concurrence of the shipper is necessary, can the dray- 
man, whether employed or hired by him, be presumed to be the 
shipper’s representative possessed with competent authority to 
act in his behalf? 

As there seems to be a widespread difference in opinion, as 
to interpretation of rule 10, I will appreciate advice as to your 
opinion, or of any decisions of the courts or of the Commission 
that relate thereto. 

Answer: The provisions of sectien 10 of the Uniform Bill 
of Lading Contract Terms and Conditions are in accordance 
with section 13 of the bills of lading act, which reads: 


That any alteration, addition, or erasure in a bill after its issue 
without authority from the carrier issuing the same, either in writing, 
or noted on the bill of lading, shall be void, whatever be the nature 
and purpose of the change, and the bill shall be enforceable according 
to its original tenor. 


With respect to this provision, the Interstate Commerce 
Commission, on page 730 of its report in Bills of Lading, 52 
I.. C.. ©. 671, said: 


The proposed bill contains the general condition that ‘any al- 
teration, addition or erasure herein which shall be made without an 
endorsement hereon signed by the agent of the carrier issuing this 
bill of lading shall be without effect, and this bill of lading shall be 
enforceable according to its original tenor.’’ This provision, concern- 
ing which there is no controversy, is in accordance with the provisions 
of section 13 of the bills of lading act. 


Furthermore, it seems apparent from the decision of the 
Supreme Court of the United States in American Railway Ex- 
press Co. vs. Lindenburg, 260 U. S. 584, that the signature of 
the shipper to a bill of lading or express receipt, is not essential 
to the validity and binding effect thereof upon the shipper. 
The Supreme Court, in this case, said: 


We come now to the point on which the judgment of the state 
appellate court is grounded. That court held that the petitioner 
should have given the shipper ‘‘a receipt specifying the value fixed 
by himself and evidenced by his signature. * * * A writing not signed 
by him, although specifying value, was not a declaration or agree- 
ment in writing by him.’’ 838 W. Va. 439, 443-4. 

Neither the statute nor the order of the Commission requires the 
signature of- the shipper. The pertinent words of the statute are: 


‘* * * rates dependent upon the value declared in writing by the 
shipper or agreed upon in writing as the released value * * *.” It 
is not to be supposed that the Commission would attempt to add 
anything to the substantive requirements of the statute, and its 
order does not purport to do so; but the form of receipt which the 
express companies were authorized to adopt contains a recital to 
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MUNSON WORLD WIDE 


EASTERN AGENTS 


MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore, Philadelphia and 


New York 
Bi-Weekly or Fortnightly FREI GHT s ERVICE 


DIRECT TO 


LOS ANGELES HARBOR—SAN 1 02 SHIPS. Frequent sail- 


ings. Many special- 


FRANCISCO, OAKLAND, PORTLAND, 
ized types of carriers. Low 


SEATTLE and TACOMA 
insurance rates. Fast Mail 


Through Bills of Lading issued to other liners. Care and skill in han- 
Pacific Coast Ports; Hawaii, Far East | dling. Prompt forwarding. 

and British Columbia 

These are some of the factors 


MUNSON STEAMSHIP LINE which enable us to render the 
Munson Building, 67 Wall St., New York shipper a service of unusual merit. 


Branch Offices 
Chicago, St. Louis, Pittsburgh, Baltimore 
Philadelphia, Mobile, New Orleans INTERNATIONAL MERCANTILE MARINE COMPANY 


A. C. FETTEROLF, Vice-President, Freight Traffic 
No. 1 Broadway, New York 


McCORMICK STEAMSHIP Co. J. D. ROTH, W. T. M., 180 No. Michigan Avenue, Chicago 


GENERAL PACIFIC COAST AGENTS 





Mexico’s Dependable Freight Service 
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The Short Line in Time of Transit NEW ORLEANS—Mex.-Am. Line 


PUEBLA —20 Hours 
Through Bills of Lading Issued by Steamship Lines to All Destinations on Mexican Railway. 


MEXICAN RAILWAY COMPANY 


G. W. WEST, General Freight and Passenger Agent W. F. PATON, General Agent 
Apartado No. 68 Bis, Mexico City Marquette Building, Chicago 82 Beaver Street, New York 
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the effect that as evidence of the shipper’s agreement to the printed 
conditions he ‘accepts and signs this receipt,” and a blank space 
is provided for his signature. Naturally, such signature would be 
desirable as constituting the most satisfactory evidence of the ship- 
per’s agreement, but it is not made a prerequisite without which no 
agreement will result, and a subsequent report of the Commission 
on the subject of bills of lading is persuasive evidence that there 
was > such intention. Bills of Lading, 52 I. C. C. Rep. 681, where it 
is said: 

“It is sufficient if the shipper accepts the carrier’s bill of lading 
without himself signing it. It becomes binding upon him by his 
acceptance, he being presumed to know and accept the conditions 
of the written bill of lading.”’ 

The respondent, by receiving and acting upon the receipt, al- 
though signed only by the petitioner, assented to its terms and the 
same thereby became the written agreement of the parties. McMillan 
vs. Railroad Company, 16 Mich. 79; The Henry B. Hyde, 82 Fed. 
Rep. 681. In the absence of a statutory requirement, signing by 
the respondent was not essential. Missouri, Kansas & Texas Railway 
vs. McCann, 174 U. S. 580, 590; Inman & Co. vs. Seaboard Air Line 
Ry., 159 Fed. 960, 966. His signature, to be sure, would have brought 
into existence additional evidence of the agreement but it was not 
necessary to give it effect. See Girard Life Insurance Co. vs. Cooper, 
162 = S. 529, 548. And his knowledge of its contents will be pre- 
sumed. 


As to whether the act of a drayman in accepting a bill of 
lading after an alteration has been made therein is binding 
upon the shipper, see American Railway Express Co. vs. Daniel, 
269 U. S. 40. In this case the Supreme Court said: 


The goods were delivered by an agent and after conversation 
between him and the agent of the Express Company the latter put 
$50 into the receipt as the value, neither party having any clear 
knowledge, and the receipt later was handed to and bound the sender 
of the goods. Great Northern Ry. Co. vs. O’Connor, 232 U. S. 508, 
514. The rate for carriage of property valued at more than $50 
was higher than that charged. The schedules filed with the Inter- 
state Commerce Commission were offered, to show the rates, but were 
excluded, and the judgment was affirmed seemingly on the ground 
that the sending agent was not shown to have known that a lower 
valuation secured a lower rate, and that the carrier knew that the 
agent was ignorant of the true value of the goods. No argument is 
made for the respondent and it is plain that the judgment cannot 
be sustained. The carrier’s knowledge of the agent’s ignorance of 


the value was immaterial. 
ee 


Under this decision the drayman being the agent of the 
shipper, the shipper is bound by the acceptance of the bill of 
lading by the drayman. 

Tariff Interpretation—Applicable Rate Must Be Charged Regard- 
less of Reasonableness or Discriminatory Character Thereof 

Hilnois—Question: We draw wheat from intermountain 
territory, and ship product to a southern gateway destination, 
on milling in transit. 

The distance to destination via our mill is 157 miles greater 
than the shortest route to destination. 

Transit circular, covering this movement, states in the basis 
column, “Out-of-line haul will be waived.” 

At top of the page of transit circular we read: ~‘Additional 
transit privileges will be allowed at the following points, on the 
basis indicated, subject to the provisions of item 735, except 
as otherwise specifically provided below.” 

On looking up this item 735, we find the provision: “When 
the rate from originating point to transit point is higher than 
to final destination, the higher rate will govern.” 

The rate on wheat and flour to destination is, say, 80 cents 
per hundred. The rate paid to milling point is 78 cents. The 
rate paid on feed to destination is 74 cents. 

The question that has arisen is this: We shipped a car 
of feed to destination and, to get the benefit of the feed rate, we 
filed» claim for the difference between 78 cents paid in to our 
point, and 74 cent rate on feed to destination. 

The railroad declines our claim, stating that under the item 
in the transit circular we are not protected on the through rate, 
where it is at variance with item 735, but are only relieved 
from the out-of-line charge. 


We believe that the basis “out-of-line charge will be waived” 
means protection of the through rate. 


As we read the page heading referred to, “item 735 applies, 
except as otherwise specifically provided below,” and the line 
“out-of-line haul will be waived” is, to our minds, a specific pro- 
vision setting aside the application of item 735. 


We feel that to construe otherwise would involve a pos- 
sible discrimination, i. e., another mill at this point could buy 
a car of feed at Kansas City, on which this billing is applied, 
shipment would move to our point on the feed rate, and under 
the provisions of the transit circular could be reshipped to 
southern destination referred to, at the feed rate. 

We understand the railroad is willing to concede our point, 
but hesitate on the theory that the Interstate Commerce Com- 
mission would not permit it under the terms of the transit 
circular. 

Please let us have an expression from you on this case. 

Answer: If item 735 of the tariff from which you are 
quoting in your letter contains the following qualification, it is 
our opinion that the provisions of item 735 govern as to the 
rate to be applied. This qualification reads as follows: ‘“Ex- 
cept that where the transit point is in direct line from point 
of origin to final destination, rate from point of origin will ap- 
ply.” This exception makes inapplicable the provisions of item 
735 only when the transit point is in direct line from point of 
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origin to final destination, which, we understand, is not true 
in your case. 

If the above construction of the tariff is correct, the carrie, 
cannot lawfully apply any other basis than that provideg by 
the tariff, regardlless of the question of discrimination or p, 
sonableness, until the tariff has been changed. See Davis y, 
Portland Seed Co., 264 U. S. 408. In this case the Supren 
Court said: 


The statute requires rigid observance of the tariff, without r. 
gard to the inherent lawfulness of the rates specified. It commande 
adherence to the published rate from Roswell; section 6 forbade gq: 
other charge. Observance of the lower rate from Pecos, put in without 
authorization, might have been forbidden, as pointed out in Unite 
States vs. Louisville & Nashville R. R. Co., supra; but it would hy 
going too far to hold, as respondent insists, that the unauthorizeq 
publication established the lower rate as the maximum permigsib) 
charge from the intermediate point—the only rate therefrom which 
could be demanded. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables th» 
week ended June 16 totaled 20,707 cars, as compared with 20,68) 
cars (revised) the preceding week and 21,878 cars for the cor. 
responding period of 1927, according to the Bureau of Agri. 
cultural Economics of the Department of Agriculture. Ship. 
ments were reported as follows: 


Apples, 203 cars; asparagus, 51 cars; cabbage, 613 cars; canta- 
loupes, 2,137 cars; carrots, 131 cars; cauliflower, 5 cars; celery, 132 
cars; imports, 16 cars; cherries, 179 cars; cucumbers, 553 cars egg. 
plant, 13 cars; grapefruit, 75 cars; grapes, 25 cars; green peas, 93 
cars; lemons, 496 cars; lettuce, 556 cars; miscellaneous melons, 28% 
cars; mixed citrus fruit, 32 cars; mixed deciduous fruit, 177 cars; 
mixed vegetables, 615 cars; imports, 1 car; onions, 183 cars; or. 
anges, 683 cars; peaches, 379 cars; peppers, 87 cars; imports, 1 car; 
plums and prunes, 427 cars; strawberries, 993 cars; additional move- 
ment of strawberries by truck reduced to carlot equivalents, 240 cars; 
string beans, 380 cars; sweet potatoes, 70 cars; tomatoes, 1,844 cars; 
watermelons, 1,669 cars; potatoes (1928 season), 6,499 cars; potatoes, 
(1927 season), 879 cars; imports, 4 cars. 


COAL PRODUCTION AND SHIPMENT 


Soft coal production the week ended June 9 was estimated 
at 8,412,000 net tons by the Bureau of Mines of the Department 
of Commerce, a gain of 38,000 tons over the output in the week 
ended May 26 which preceded the holiday week. Anthracite pro- 
duction was estimated at 1,387,000 net tons, a decrease of 104,000 
tons as compared with the preceding week. 

Bituminous coal dumped into vessels at Lake Erie ports 
the week ended June 10 totaled 994,462 net tons. Anthracite 
shipped from those ports totaled 59,863 net tons. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended June 9 totaled 365,052 net tons, of which 226,626 
tons were for New England delivery. 


INCREASE FOR ENGINEERS 


Locomotive engineers on fifty-five western roads get a 6.5 
per cent wage increase as the result of an agreement between 
William M. Jeffers, chairman of the Committee of Western 
Railway Managers, and A. Johnston, representing the Brother- 
hood of Locomotive Engineers, at Chicago, June 19. It is esti- 
mated the increase will affect approximately 22,500 employes 
and will amount to about $4,500,000 annually. The increase is 
retroactive to May 1, 1928. The engineers had asked for an 
increase of 15 per cent, approximately a year ago, and it had 
been decided to present the matter to an arbitration board. 
The agreement, however, makes that unnecessary. 


REVENUE TRAFFIC STATISTICS 


Class I railroads, exclusive of switching and terminal com- 
panies, had passenger revenue of $218,320,104 for the three 
months ended with March, as compared with $236,615,777 for 
the same period of 1927, and freight revenue of $1,068,793,393, 
as compared with $1,115,654,065 for the 1927 period, according 
to a compilation made by the bureau of statistics of the Com- 
mission from carrier reports. For March the passenger revenue 
was $70,412,048, as compared with $76,566,801 for March, 1927, 
and freight revenue was $386,805,162, as compared with $405,- 
503,312 for March, 1927. Other statistics set forth follow: 


Revenue tons carried—182,990,000 for March and 201,337,000 for 
March, 1927; 514,525,000 for three months ended with March and 562,- 
074,000 for same period of 1927. 

Revenue tons carried one mile—35,378,975,000 for March and 37,- 
623,283,000 for March, 1927; 99,787,917,000 for three months ended with 
March and 105,784,243,000 for same period of 1927. 

Revenue per ton-mile—10.93 mills for March and 10.78 mills for 
March, 1927; 10.71 mills for three months ended with March and 10.55 
mills for same period of 1927. 

Revenue per ton per road—$2.114 for March and $2.014 for March, 
1927; $2.077 for three months ended with March and $1.985 for same 
period of 1927. 

Revenue passengers carried—64,942,000 for March and 70,368,000 
for March, 1927; 198,003,000 for three months ended with March and 
211,999,000 for same period of 1927. 

Revenue per passenger-mile—2.963 cents for March and 3.009 cents 
for March, 1927: 2.966 cents for three months ended with March and 
3.014 cents for same period of 1927. 
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pANAMA MAILS. S. CO. 


Fast Freight and Passenger Service 
| Scheduled Sailings via Panama Canal 
frm SAN FRANCISCO and LOS ANGELES te HAVANA and NEW YORK 
EASTBOUND SAILINGS 








COLOMBIA.............00. June 23 June 25 

¢ VENEZUELA ............0-. July 14 July 16 

§. 3. GUATEMALA.............+ y July 30 

s. s. ECUADOR see ecccesecercece Aug. ll Aug. 13 
regular sailings fer Mazatlan, Champerice, San Jese de 


Also 
Acajutia, La Libertad, La Union, Corinte, Amapala, 
a Sen’ Juen del Sar, Balbea and Cristobal (Panama) and 
Buenaventura. 
Trens-Shipment et Paneme for Seuth Americe and European Ports 


rough rail export bills ef lading issued in transcontinental 
- via San Francisee and Los Angeles harbor honored to all 
West Coast Mexican and Central American ports. 


CES— 
2 Pine Street, San Francisco, Cal. 


—0O 
|, Dearborn St., Chicago, Ill. 
ne oor 548 S. Spring St., Los Angeles, Cal. 


10 Hanover Sq., New York, N. Y. 


§. N. LONG WAREHOUSE 


Storers, Distributors 


and 


Forwarders 
f 


General Siewettins 


Pool Car Distribution — Prompt and Intelligent Service 


SAINT LOUIS, MISSOURI 


Build 


Business 
in the Orient! 


PROMPT deliveries will help you accom- 
plish this, if you ship on “President 
Liners,” sailing every other Saturday from 
Seattle to Yokohama, Kobe, Shanghai, 
Hong Kong and Manila and arriving every 
other Monday from the Orient. Thru bills 
of lading issued to all Oriental ports. 


Seven 10,000-ton “Cargo Liners,” sailing on 

frequent, dependable schedule, augment this 
exceptional service to North China, South 
China and The Philippines. 


T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 
W.G.R Inc., Gen. Agt. 
1914 Dime Bank Bidg. 
Detroit, Mich. 


L. L. BATES, General Freight Agent 
1519 Railroad Avenue South, Seattle, Washi 


76 offices in 22 countries at your service 


American Mail Line 


R. W. BRUCE, Gen. Ast. 
110 So. Dearborn St. 
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Fastest Service by Sea 
Passenger and Freight 


Itinerary: New York—Havana—Panama—Canal—Balboa 
—San Diego ee gp — Los Angeles — San Franciseo. 
Through Bills of Lading to or from other Pacific Coast 
orts; also European, West Indian, Canadian, Hawaiian, 
ar Eastern and Australian ports. 
Passengers’ automobiles accepted uncrated as baggage 
at moderate charge. All steamers equipped for refrigerator 
cargo. 





Proposed Sailing Dates: 


Eastbound from 
Westbound from New York San Francisco—Los Angeles 


Manchuria.... June 16 California (new) June 23 
Mongolia ..... June 30 Manchuria.... July 7 
California (new) July 14 Mongolia..... July 21 


fanama facifie fine 


INTERNATIONAL MERCANTILE MARINE COMPANY 





Pier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
(W. 23rd St.) Tel. Chelsea 6760 Tel. Bowling Green 8300 
Chicago, 180 N. Michigan Ave. Boston, 84 State Street 
Philadelphia, Public Ledger Bldg. Baltimore, Chamber of Com- 
San Francisco, 60 California St. merce Bldg. 

Los Angeles, Central Bldg. 





Calmar Steamship Corporation 


CALMAR LINE — COAST-TO-COAST 





Voy. Baltimore Philadelphia Los Angeles 

No. Ship Arrive— Depart Arrive Depart Arrive— Depart 
3 MASSMAR | May 18 May 23| May 25 May 30 | June20 June25 
3 OAKMAR June 3 June 8/ Junel0 Junel5| July 6 July 11 


June18 June23 | June25 June30 | July 21 July 26 
July 3 July 8| July 10 July 15| Aug. 5 Aug. 10 
July 18 July 23 | July 25 July 30 | Aug. 20 Aug. 25 


3 TEXMAR 
70 CUBORE 
f4 CALMAR 


San Francisco 


Voy. Oakland Portland Seattle 

No. Ship Arrive— Depart Arrive— Depart Arrive— Depart 
3 MASSMAR j} June27 June30| July 3 July 4| July 6 July 8 
3 OAKMAR July 13 July 16} July 19 July 20| July 22 July 24 
3 TEXMAR July 28 July 31} Aug. 3 Aug. 4| Aug. 6 Aug. 8 
70 CUBORE Aug.12 Aug. 15| Aug. 18 Aug.19 | Aug.21 Aug. 23 
4 CALMAR Aug.27 Aug. 30| Sept. 2 Sept. 3| Sept. 5 Sept. 7 


—_—_—$—§$<_—s—_—S==___——a2a@_an=aNanananaeE=EjEO™=wNwTElal__eeeeeeeeeeeeeeee————— 


OUR POLICY ASSURES SATISFACTION, 
OUR SHIPPERS ARE SATISFIED PATRONS— 
ARE YOU ONE? IF NOT, COMMUNICATE 
WITH OUR NEAREST OFFICE. 


For information regarding rates, apply to 


CALMAR STEAMSHIP CORPORATION, 
Moere & McCormack, General Agents, 

5 Broadway, New York, N. Y. 

Bourse Building, Philadelphia, Pa. 

Citizens National Bank Bldg., Baltimore, Md. 

Oliver Building, Pittsburgh, Pa. 

Rookery Building, Chicago, Ill s 

CALMAR STEAMSHIP CORPORATION, 
Swayne & Hoyt, Pacific Coast Agents, 

240 Front Street, San Francisco, Calif. 
318 Transportation Bldg., Los Angeles 
911 Board of Trade Bidg., Portland, Ore. 
201 Central Bldg., Seattle, Wash. 
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Digest of New Complaints 


No. 20833. Sub. No. 12. Connell & Schultz, Inverness, Fla., vs. C. M. 
& St. P. et al. 

Charges fn violation of section 6 of the act, on gasoline power 
shovel and parts, from Milwaukee, Wis., to Williston, Fla. Asks 
cease and desist order and refund. 

No. 20872. Sub. No. 1. Lehigh Portland Cement Co., Allentown, Pa., 
vs. Santa Fe et al. 

Rates in violation of sections 1, 3, 4 and 6 of the act, on cement, 
from Iola, Kan., to points in Texas. Asks reparation. 

No. 20880. Sub. No. 13. Newburger Linter Co, et al., Memphis, Tenn.. 
vs.. A. C. ka ot eb. 

Rates in violation of sections 1 and 6 of the act, on cottonseed 
shavings, from Dyersburg, Tenn., and other points to points in 
Michigan, Ohio, Mississippi and other states because of applica- 
tion of linter rates. Ask cease and desist order and reparation. 

No. 21057. Jos. K. Exall & Co., owned and operated by Jos. K. Exall, 
an individual, Paducah, Ky., vs. C. B. & Q. et al. 

Rates in violation of sections 1 and 6 of the act, on bulk apples, 
from Barry, Ill., to Paducah, Ky. Asks reparation. 

No. 21068. S. J. Hawkins, Rupert, Ida., vs. Western Pacific et al. 

Rates in violation of first four sections of the act, on potatoes, 
from Rupert and Acequia, Ida., to Sacramento, Calif. Asks rates 
for future and reparation. 

No. 21059. Erwin Ingram et al., Lebanon, Neb., vs. Santa Fe et al. 

Unreasonable rates on gasoline, kerosene and distillate, from 
Kansas group points, Kansas City group points and Oklahoma 
points to Stamford and other Nebraska points. Asks rates for 
future and reparation. 

No — Baker & Holmes Co., Jacksonville, Fla., vs. Pennsylvania 
et a 

Rates in violation of sections 1 and 6 of the act, on lime, from 

Woodville, O., to points in Florida. Asks rates for future and 


reparation. 
No. or The Ry-Krisp Co. et al., Minneapolis, Minn., vs. A. & S. 
et al. 


Rates and charges in violation of sections 1, 3 and 6 of the act, 
on cereal product sold under trade name of “Ry-Krisp’’ because 
of assessment of rates and ratings applicable on bakery goods; 
complainant says Ry-Krisp should. take rates and ratings appli- 
cable on shredded wheat and similar products. Asks ratings and 
rates for the future and reparation. 

No. 21061. Ortmeyer-Thompson Furniture Co. et al., Tampa, Fia., 
vs. A. & R. et al. 

Rates in violation of first three sections of the act, on furniture, 
from various points in United States on and east of the Mis- 
sissippi River to Tampa, Fla., object of complaint being to ob- 
tain reasonable through rates and removal of undue prejudice or 
discrimination found to exist. Asks rates for future and repara- 


tion. 
No. 21062. Climax Mfg. Co., Castorland, N. Y., vs. N. Y. C. et al. 
Unreasonable rate and charges on paper boxes, from Castor- 
land, N. Y., to Washington, D. C. Asks rates for future and 
reparation. 
No. ig ne Bridge & Iron Works, Chicago, Ill., vs. C. R. I. 
» CC SL 
Unreasonable rates on rivets, from East Chicago and Gary, 
Ind., to Mexia, Tex. Asks reparation. 
No. 21064. Cloverdale Spring Co., Newville, Pa., vs. Pennsylvania. 
Unreasonable fifth class rating on carbonated beverages, includ- 
ing ginger ale, carloads, from Newville, Pa., to New York, N. Y., 
Philadelphia, Pa., Baltimore, Md., Hagerstown, Md., and Wash- 
ington, D. C. Asks rates for future. 
No. 21065. Southern Paving Construction Co. et al., 
Tenn., vs. A. C. lh et al. : 
Rates and charges in violation of section 6 of the act, on ma- 
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chinery, from points in West Virginia, Illinois, Florida, Tennesse, 
Indiana, Alabama, Ohio, Arkansas, Virginia and South Caroling 
to points in Florida, Alabama, Kentucky and Mississippi. Asks 
reparation. 
No. 21066. Board of Railroad Commissioners of North Dakota, Bj. 
marck, N. D., vs. Big Fork & International Falls et al. 
Unreasonable rates on newsprint paper, from Brainard and Other 
Minnesota points, Fort Francis and other Ontario points, to 
Beach and other North Dakota points. Asks rates for future, 
No. 21066. Sub. No. 1. Der Staats Anzeiger et al., Bismarck, N, p 
vs. Same et al. i 
Unreasonable rates on newsprint page, from Grand Rapids an 
other Minnesota points to Bismarck, N. D. Asks rates for future 
and reparation. 
No. 21067. Inland Box Corporation, Indianapolis, Ind., vs. Arkangay 
& Louisiana Missouri et al. 
Rates in violation of sections 1, 3 and 4 of the act, on Wood 
gees. from West Monroe, Bogalusa, and Bastrop, La., anj 
est Nashville, Tenn., to Indianapolis, Ind. Asks rates for fy. 
ture and reparation. ‘ 
No. 21069. The Ohio Steel Foundry Co., Lima, O., vs. B. & O. et al, 
Rates in violation of first three sections of the act, on rough 
steel castings, from Lima, O., to Gibson and other Indiana points 
and points in Chicago switching district. Asks rates for futur 
and reparation. 
No. 21070. Northwestern Leather Company Trust, Boston, Mass., ys, 
Central of Georgia et al. 
Rates and charges in violation of sections 1 and 6 of the act, 
on green salted cattle hides, from Dothan, Ala., to Portville, N, y, 
Asks reparation. 
No. wig Sub. No. 1. Swift & Co. et al., Chicago, Ill., vs. A. C. &y, 
et al. 
Illegal rates on packing house products and hides, from $t, 


Joseph, Mo., to eastern and Canadian destinations. Asks repara- 
on. é 
No. 20370. Sub. No. 2. Armour & Co. et al., Chicago, Ill., vs. Same 


et al. 

Same complaint and prayer as to fresh meat, from Kansas City, 
Mo.-Kan., to eastern and Canadian destinations and on packing 
house products and hides, from Kansas City, Mo.-Kan., to east- 
ern and Canadian destinations. 


No. 21071. Textile Machine Works, Reading, Pa., vs. Southern et 4], 
Rates in violation of sections 1 and 4 of the act, on empty 
wooden boxes, from South Greensboro, N. C., to Reading, 
Asks rates for future and reparation. 


No. | mp 3 eee Equity Exchange, Perryton, Tex., et al. vs. Santa 
e et al. 
Unreasonable rates on salt, from Kansas producing points to 
various points in Texas. Ask that complaint be disposed of on 
record made in I. and S. No. 2414 and reparation. 


No. 21073. George E. Fern, Cincinnati, O., vs. B. & O. et al. 

Charges in violation of sections 1 and 3 of the act, on iron pipe, 
lumber, fencing, etc., between Cincinnati, O., and points in In- 
diana, Michigan, Missouri, New York, New Jersey, Louisiana and 
Maryland. Asks rates for future and reparation. 

No. _——  eneee Bros. Trading Co. et al., Flagstaff, Ariz., vs. Santa 

e et al. 

Unreasonable rates on sugar, from San Francisco and other 
poe ooaga points to Prescott, Ariz. Ask rates for future and rep- 
aration. 

No. 21075. New England Traffic League et al., Boston, Mass., vs. 
Boston & Albany et al. 

Unreasonable rates on coal, from Boston and other New Eng- 
land port cities to interior destinations in Massachusetts, New 
Hampshire, Maine, Vermont, Rhode Island, Connecticut and New 
York. Ask rates for future. 

No. 21075. Sub. No. 1. New England Paper & Pulp Traffic Associa- 
tion et al., Boston, Mass., vs. Maine Central et al. 

Same complaint and prayer with respect to bituminous coal, 
from tidewater ports of discharge in New England to points in 
Maine, New Hampshire, Vermont and Massachusetts. 


Docket of the Commission 





NOTE—Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue ef The Traffic World. Cancel- 
lations and pestponements announced too late to show the change In 
this Docket will be noted elsewhere. 


June 25—Washington, D. C.—Examiner Sullivan: 
Finance No. 6917—Acquisition and operation of line by Saratoga & 
Encampment Valley R. R. 
Finance No. 6918—Stock of Saratoga & Encampment Valley R. R. 
Finance No. 6916—Acquisition by Union Pacific R. R. of Saratoga & 
Encampment Valley R. R. by purchase of capital stock. 
June 25—Washington, D. C.—Full Commission: 
21012 (and Sub. Nos. 1 and 2)—Interstate Commerce Commission 
we. BS. &O. K. H., N.Y. CR. R. and N.Y. C & St. L. RK. R. 
June 25—Argument at Washington, D. C.: 
he” Wiens Construction Co., Inc., et al. vs. B. S. L. & W. Ry. 
et al. 
19929—W. B. Roddenbery et al. vs. A. C. L. R. R. et al. 
20041—Filorida Power & Light Co. et al. vs. A. C. L. R. R. et al. 
June 26—Argument at Washington, D. C.: 
18296—Norfolk Tallow Co. et al. vs. C. & O. Ry. et al. 
19099—-Willow Springs Creamery Co., Inc., vs. I. C. R. R. et al. 
19235—Knoxville Freight Bureau et al. vs. Sou. Ry. et al. 
June 27—Grand Rapids, Minn.—Railroad and Warehouse Commission 
of Minnesota: 
Finance No. 6833—Application of Hill City Py. for authority to 
abandon its railroad and to abandon operation under trackage 
rights over the Gt. Nor. Ry., in Aitkin and Itasca counties, Minn. 


June 27—Argument at Washington, D. C.: 

—_—- _— Tube Co. vs. D. G. of R. R. as Agent, A. T. & S. F. 
y. et al. 

19684—-United Paperboard Co., Inc., vs. B. & O. R. R. et al. 
19714—United Paperboard Co., Inc., vs. Cent. Vt. Ry. et al. 
19779—Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 

* 14995—Phillips Petroleum Co. vs. A. T. & S. F. Ry. et al. 

June 27—Washington, D. C.—Examiner Carter: 

* 18514—Acme Coal Co. et al. vs. B. & O. R. R. et al. 

* 20887—Acme Coal Co. et al vs. B. & O. R. R. et al. 


June 28—Argument at Washington, D. C.: 
Valuation No. 1061—In re tentaive valuation of the property of the 
Western Md. Ry. et al. 
17923—Boyle American Potato Co. et al. vs. A. T. & S. F. Ry. et al. 
17612—The Apex Co. et al. vs. A. & V. Ry. et al. 
18042—Pan American Wall Paper & Paint Co. vs. C. R. I. & P. Ry. 


et al. 
18123 (and Sub. 1)—Tex-Mex-Jobbing House vs. L. V. R. R. et al. 


June 28—Washington, D. C.—Examiner Davis: 

* Finance No. 6955—Joint Application of the Botetourt Telephone Co. 
and Chesapeake & Potomac Telephone Co. of Virginia for a cer- 
tificate that the acquisition by the latter company of the prop- 
erties of the former company will be of advantage to the per- 
sons to whom service is to be rendered and in the public interest. 

June 29—Further Argument at Washington, D. C.: 

* 9200—Railway Mail Pay. 


June 30—Argument at Washington, D. C.: 

Valuation No. 900—In re tentative valuation of the property of the 
D. L. & W. R. R. et al. 

Valuation No. 899—In re Sussex R. R. 

Valuation No. 891—In re Lackawanna & Montrose R. R: 

Valuation No. 890—In re Harlem Transfer Co. 

19653—Interstate Sand and Gravel Co. vs. Wab. Ry. et al. 

Finance No. 6473—In the matter of the application of the Delaware 
& Hudson Co. for certificate of public convenience and necessity 
authorizing the abandonment of the line of its Honesdale Branch. 

July 2—Indianapolis, Ind.—Examiner Disque: 
* 20583—Continental Steel Corp. vs. A. C. & Y. Ry. et al. 
July 2—Washington, D. C.—Examiner Brown: 

1. & S .3114 (Ist supplemental order)—Cyanamid and crude cyanide 
from Niagara Falls, Ont., to Eastern Trunk Line, New England 
and C. F. A. points and Virginia cities. 


July 2—Louisville, Ky.—Examiner Marshall: 
I. ¢ S. 3116—Policing charges on alcoholic liquors in southern ter- 
ritory. 
July 2—Washington, D. C.—Before I. C. C.: 
21032—Interstate Commerce Commission vs. B. & O. R. R. 







































































































PI 


\j> 










LI, No, 


Penne 
ATO) 
sippi. A 


kota, Bis. 


i and ot! 
points, 
future, 
rck, N. p 


Rapids ap 
for futon 


- Arkansas 
+ On Woo; 
'y La., am 
es for fy. 
O. et al, 
on rough 
ana points 
or future 
Mass., ys, 


‘f the 
rille, Nt 


A. C. & y, 


1 


from $t, 
cS Tepara. 


vs. Same 
nsas City, 


nN Packing 
» to east. 


ern et al, 
on empty 
ding, 


vs. Santa 


points to 
sed of on 


iron Pipe, 
ts in In- 
siana and 
vs. Santa 


nd other 
and rep- 


[ass., vs, 
ew Eng- 
tts, New 
and New 
Associa- 


US Coal, 
0ints in 


y of the 
y. et al. 
: 2, By 
. et al. 


one Co. , 


"a cer- 
e prop- 
he per- 
nterest. 


of the 


laware 
‘cessity 
3ranch. 


‘yanide 
ngland 


rn ter- 










June 23, 1928 





Southern Steamship Company 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS, 


From Philadelphia... Wednesdays and Saturdays 












Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


What Some of Our Clients Have to Say 
About Our Service 


“LEGISLATION” 


Every live Traffic Manager must be informed as to 
certain phases of law and its administration. “Watch- 
ing” Service enlightens him as to this. 


Mr. B. J. Hamm, Manager, Service Dept., 

The Traffic Service Corporation, 

Washington, D. C. 
Dear Mr. Hamm: i 

It affords me great pleasure to state that we highly 
value the excellent service you have rendered us in 
the past and which you continue to do. 

In view of the many items of legislation now 
pending, the constant changes taking place in the 
matter of freight rates, etc., I firmly believe your 
service should prove very valuable to both railroads 
and shippers. Your service insures for interested 
parties, information in advance of any other availa- 
ble means, and this is so very essential to the suc- 
cessful determination of many every day problems. 


Yours very truly, 


THE GULF COMPANIES 
(Signed) C. B. ELLIS. 


Write us for further information 


The Traffic Service Corporation 
MILLS BUILDING WASHINGTON, D. C. 





EXPORT 

IMPORT 

Pool Car Distributors 

Armored Trucks for Handling 
Valuable Products 








LEONARD’S GUIDE| 


Freight, Express, Parcel Post 





All in One Book! 


INDIANAPOLIS 
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RATES and ROUTINGS 





Entirely different from anything else you have. 
ever seen. It saves Time and Money. 


We keep our subscribers advised of all changes by our 
supplements and by special notice when necessary. 
The Guide is entirely revised and reprinted each year. 





} 
‘ 






Four years ago used in only 25 cities. 
Today used in 700 cities! 
Why? 

Because we save our subscribers money 












Send for sample sheets showing how we give 
parcel post and express rates from your city to 
every point in the United States and Canada. 


G. R. LEONARD & CO., Inc. 


155 North Clark St. 15 East 26th Street 
CHICAGO NEW YORK 












Service That Satisfies 


TRIPP WAREHOUSE COMPANY 


Merchandise 2"4 Machinery Storage 
POOL CAR DISTRIBUTION 
MEMBER 


AMERICAN CHAIN OF WAREHOUSES 
CHICAGO, 53 West Jackson Blvd. NEW YORK, 260 W. Broadway 


CONTRACTORS FOR 


Central Vermont Ry. Co. 


THE MOTOR HAULAGE COMPANY, Inc. al Vermont By, 


NEW YORK CITY, N. Y. 
P. O. Box 780, BROOKLYN, N. Y. 
Over 150 Heavy Duty Trucks in Operation 


New York, New Haven 
Hartford R.R. Co. 

Ocean S.S. Co. of Savannah 

Pennsylvania R.R. Co. 
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POSITIONS WANTED OR OPEN 


POSITION WANTED—Assistant traffic manager of large eastern 
corporation with twelve years’ railroad and industrial experience, 
wishes to locate in Chicago or vicinity; especially proficient in rate 
and I. C. C. work. Address T. E. R. 110, care Traffic World, Chicago. 






















WANTED—Position with concern in Arizona or western Texas 
for one of our traffic men, who owing to condition of health of mem- 


BAGS i 


















































bers of his family desires southwestern location; ten years’ experience Tell us 
in traffic work; familiar with rate structures throughout United States, 

handling claims, and I. C. C. procedure. The Traffic Service Corpora- what you 
tion, 310 Mills Building, Washington, D 


‘Lower Packing A ship, without ob. 

















POSITION WANTED—tTraffic manager or assistant, twelve years and ligation on your part, 
ee _ 30; alee — =—_ = proficient. Ad- 
ress A. /_ * , care Traffic orld, cago, q b Shi > . 
ipping Costs BEMIS BRO. BAG CO, 
WANTED TO BUY—Full set of I. C. C. decisions, also Lust’s j ST.LOUIS, MO. 
Digest of Decisions. State condition and price wanted. Address R 1, # a ges we 






care of Traffic World. Branches and Sales Offices in nearly all the 


larger cities. See your phone book. 












BALTIMORE, MD. 
STORAGE WAREHOUSE 


DALLAS, TEXAS 


alee malian 72,000 -~ Ft. Floor Space 
Pool Car Distribution—Forwarding—Rigging | F L 
BALTIMORE TRANSFER CO., ,,Phones, Verpen, 6200 nN or Lease 


Monument and Forrest’Sts., 
. or Sale 


JACKSONVILLE, FLA. | | GmemBMMBMME RR’, psec sicing nine on 
WIESENFELD WAREHOUSE COMPANY ; \ i ie I spot, fireproof, sprin- 


kl , 
General Merchandise Storage and Distribution 5 : on — hig = 
Prompt and Intelligent Service : | 4 rate insurance. a 


References: Any jobber, banker or transportation man in the city. ‘ a & a ‘ wholesale district. 
DEEP WATER AND RAIL CONNECTIONS oo E. B. DOGGETT 





CHICAGO 


JOS. STOCKTON TRANSFER CO. 


ESTA Biist SHED 13 
TEAMING =— iiOTOR TRUCKING --~ CARLOAD 
DISTRIBUTING 





MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouses Located in Heart of Railread District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 





fi M . MEMBERS AL.WA O.W_A. 
AMMOND, IND. 


in the Cheng Stalag Dhseet i} = a 


oe | aes TSE FRV/IGCE | 


Quick Service. Low Rates 
& THE GREAT ag WHSE. CORP. 


POOL CAR DISTRIBUTORS | eM I N bake = 


~-RCE oosomamagig WAREHOUSING AND DISTRIBUT! 

UNION CITY°-;-o WATERBURY 

BEACON FALLSqOMMUCATUCK a THRU RATES AND | 
sng von DIRECT WATER ROUTES 


DEVON ¢ | ve NEW HAVEN 
R mystic South Norwalk, Bridgeport, New 
7” WESTERLY fi TON London and Norwich, Conn. 


t c. F. A., Ww. T. | ieiitiecantalin. 

LONG ISLAND SOUND — O South and Southwest 

AEE === STORE DOOR DELNERT. ©» | CLYDE, OLD DOMINION, SAVANNAH, 
gr oun awn moTOR TRUCKS OTC naarTORY and MORGAN S. S. LINES 


To ALL POTS SOUTH BOAT AND RAIL THAMES RIVER LINE, INC., Pier 32 E. R., New York City, =®N=gT —, Fuchs. 


President 


DISTRIBUTION WAREHOUSE wi i 


ST. LOUIS COTTON COMPRESS CO. 2-2 eS 


on a regular storage ba basis. Traffic information fur- 
nished on request. 


East St. Louis, Illinois Address Room 407 Federal Commarcs rast Building 


ST. LOUIS, MISSOURI 
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Automobiles via Boat 


O crating or dismantling the machine, 

or packing in burlap, such as is neces- 

sary in transportation by box car... . 
Automobiles are driven on these specially 
constructed automobile carriers under their 
own power.... They are parked on the 
various decks of these boats exactly as they 
are parked in a garage . . . and are driven off 
the boats in the same manner as they were 
loaded. ... 


Nicholson Universal Steamship Company 
transportation is economical . . . the cost of 
blocking, dismantling, etc., is eliminated... . 
Our methods are clean, safe and quick—all 
automobiles and merchandise rates include 
Marine Insurance. 


Automobiles are handled daily from Detroit and Toledo to 
Cleveland, Buffalo, Chicago, Milwaukee, and Kenosha. Also, 
from Cleveland to Detroit, Chicago, Milwaukee and Kenosha 
and from Milwaukee, Chicago and Kenosha to Buffalo, Cleve- 
land and Detroit. 


NICHOLSON 
UNIVERSAL STEAMSHIP 
COMPANY 


Owned by 
UNITED STATES FREIGHT COMPANY 


Nicholson Universal Steamship Company 


Offices: 
SE rere .South & Ohio Streets 
SG rrr 53 West Jackson Blvd. 
Cleveland, Gio .... 2.60... Foot of East 40th St. 
DewOne, THA. ae csi cdic sw sinws 501 Coe Terminal Bldg. 
Milwaukee, Wis. ............ 225 Erie Street 


py re Elm & Water Streets 
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Great Lakes 


Te Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 
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SHIP BY BARGE! 
via THE OPEN GATEWAY TO THE SEA 


AFFORDING SHIPPERS 
Dependable Freight Service with 2O% Savings in Rates 
Delivery Alongside Steamers at New York Without Trans-shipment. 


Nothing Less Than Full Barge Loads Accepted. 650 gross tons constitute average barge load. Barges 
move in fleets of four (4) with approximate total capacity of 2600 gross tons. 


For Rates or Other Information, Address 


HEDGER TRANSPORTATION COMPANY, tne. 


a 25 Broadway, New York City, N. Y. TELEPHONE 


BOWLING GREEN 0495 
N. Y. Maritime Exchange BUFFALO OFFICE: Chamber ef Commerce Building BONDED CARRIER 
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New British Freight Rates 
Now Available 


The new British Railway freight rates are not 
issued in printed tariffs but are being quoted 
free on application by the L M S Freight Offices 
in America. 


Freight Forwarders, Traffic Managers, Ship- 
ping Agents, Export Managers and _ shippers 
of all commodities from all British ports to all 
points in the interior of Great Britain should get 
these new rates at once—they are in force now. 


The new rates are based upon the revised 
classification and new standard charges in force 
from January 1, 1928. For information apply 
to LM S Freight Traffic Manager in America 
at 1 Broadway, New York City, Telephone 
Bowling Green 4260. 


THOMAS ARTHUR MOFFET 
Freight Traffic Manager 


LONDON MIDLAND & SCOTTISH RAILWAY COMPANY 


of Great Britain 
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Two modern elevators of latest design and construction provide the Port of 
Galveston with facilities second to none for speed and safety in the handling 
of grain shipments. Above is shown the Tjibesar bound for Holland with over 
456,000 bushels of grain—the largest single cargo that ever cleared a Gulf 
port. 


Modern facilities for prompt handling 


of zz and out bound Grain CARGOES--- 
Saves Time and Money for the Shipper 


There are six distinct advantages in clear- 3. Facilities for handling shipments are 
ing your cargoes of grain through the Port confined within an area of 2 1/3 miles 
of Galveston. from railway yards. This assures low 
1. From the great grain-producing states cost and prompt handling. 
of the Central and Southwest, freight 
moves swiftly and economically—with- 
out the hindrance of natural barriers, 
such as high mountain ranges, large 
rivers, etc. Galveston is the direct, log- 
ical port of shipment for prompt han- 
dling of grain. 


Equitable rates apply, consistent with 
high type of service rendered. 


Rates as low as any on the Gulf. Ample 
and modern elevators provide the last 
word in facilities for handling ship- 


ments. 
Speed in handling shipments after ar- 


rival in yards. From railway yards to Ships clear docks and are on open sea 
ship board in three hours is no exception immediately. The Port of Galveston is 
in handling cargoes. the last sailing point. 


For Specific Information 
on the Port of Galveston, write 


Galveston Chamber of Commerce 
Galveston, Texas 


< ___bhePort of 
ALVESTON 
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THE REDWOOD LINE 


Gulf-Intercoastal Steamship Service 





A DEPENDABLE COMPANY 


CHICAGO BIRMINGHAM 
R. F. Thompson H. B. Rox 
2118, 105 W. Adams St. 201 Brokers Bldg. 
Phone Franklin 3774 Phone 4-43862 





THROUGH RATES NOW IN EFFECT ON 

CERTAIN PRINCIPAL eee 

THEY APPLY FROM ILLINOIS CENTRAL 
POINTS TO CALIFORNIA PORTS 


ee 


VIA NEW ORLEANS AND REDWOOD LINE 


o~—_—_~_~-“«-_“_“sreeerees_=«=«oe ee ee eee EOE 


-ALL NORTH AND SOUTH CARRIERS 
ARE INVITED TO PARTICIPATE 


* ST. LOUIS MOBILE 
Fred D. Royce Wm. Gorman 
1634 Arcade Bldg. 205 State Bldg. 

Phone CHestnut 4107 GULFPORT Phone 4214 


The Redwood Line 
West Pier 
Phone 468 


GENERAL PACIFIC COAST AGENTS: McCORMICK STEAMSHIP CO. 


SAN FRANCISCO OAKLAND LOS ANGELES 
900 Matson Bldg. Market St. Pier 1110 Lane Mortgage Bldg. 
215 Market St. ; 208 West Eighth St. 


Offices also in Portland, Seattle and Tacoma 


REDWOOD LINE, Inc. 


General and Local Offices Located: 
1421 New Orleans Bank Building : - NEW ORLEANS 









Ll, N June 30, 1928 THE TRAFFIC WORLD 1591 
l, No, x 


Freight 


.M 








Five fast freight trains daily supply superior 
service to and from the Northwest 


Route of the New 


Oriental Limited 


The clean, cinderless, scenic, luxurious 
route between Chicago and the 
Pacific Northwest 


G. H. Smitton M. J. Costello A. J. Dickinson 
Freight Traffic Manager Western Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. Seattle, Wash. St. Paul, Minn. 


H. G. Dow T. J. Shea 
Asst. Gen. Freight Agent Asst. General Freight Agent 
New York City 79 W. Monroe St., Chicago, III. 


Great Northern 


| A Dependable Railway 
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Majestic Bldg. 
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Hippodrome Bldg. 
® DENVER 
Boston Bldg. 
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@® CHICAGO PASSENGER 
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Ellicott Square Bldg. 
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@ CINCINNATI 
Dixie Terminal 


® BUFFALO 
*SPId 418d 


THE SHORT, DIRECT ROUTE ACROSS THE CONTINENT 


WS Ure YNos IP 


T THE TIME of the building of Central Pacific, the only aids to grading in those days. Railroad 
A building over and through the granite slopes was 
literally hand carving. Heavy snows in the mountains 
were often 20 feet deep. Southern Pacific, the pio- 
neer railroad of the west, is a most important factor 


now a part of Southern Pacific, all iron, roll- 
ing stock and other materials, manufactured 
in the Atlantic States, had to be transported by sea 
via Cape Horn to San Francisco, a journey of eight 


AILLVAS © 


to ten months. The ascent over Sierra Nevada 
mountains was 7,000 feet to 100 miles. 

There was the cutting and tunneling through granite 
mountains. Shovel and pick and black powder were 


in the development of the territory it covers. It has 
developed facilities to keep pace and anticipate the 
increasing needs of its customers. Your shipment 
can be sent a short, direct route without delay. 
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@ BIRMINGHAM 
Woodward Bldg. 
® BOSTON 
Old South Bldg. 
*Splq Uojap1eD 
38 uous) FIFE 


Write, telegraph or 'phone 


® ‘‘General Agent, Southern Pacific Lines’’ ® 
The Postman Knows Him 


SOUTHERN PAcIFic LINES 


Healey Bldg. 
@® BALTIMORE 
209 Morris Bldg. 
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